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Preface

This document, in conjunction with the previously prepared documents described below, constitutes the Final
Environmental Impact Report (Final EIR) for the Los Angeles International Airport (LAX or Airport) Landside
Access Modernization Program (proposed Project). As further described in the Introduction of this document,
the LAX Landside Access Modernization Program consists of several primary components. At the centerpiece
is an Automated People Mover (APM) system with 6 stations, which would provide access to the Central
Terminal Area (CTA) for passengers, employees and other users of LAX, 24 hours a day. The APM system
would transport passengers between the CTA and the other main components of the Project located east of
the CTA, including a state-of-the-art Consolidated Rental Car Facility (CONRAC), and two Intermodal
Transportation Facilities (ITF) providing airport parking and pick-up and drop-off areas outside the CTA for
private vehicles and commercial shuttles. One of the ITF APM stations would also serve the multi-
modal/transit facility at 96th Street/Aviation Boulevard planned by Metro as a separate and independent
project to provide the opportunity for passengers to access the Metro regional rail system.

In accordance with the California Environmental Quality Act (CEQA), Los Angeles World Airports (LAWA), as
Lead Agency, has completed an EIR to address and disclose the potential environmental impacts associated
with the LAX Landside Access Modernization Program. The California Department of Transportation (Caltrans)
and South Coast Air Quality Management District are Responsible Agencies pursuant to CEQA.

LAWA circulated a Draft EIR regarding the proposed Project, received public and agency comments on the
Draft EIR, and prepared written responses to those comments — all of which provides the basis for this Final
EIR.

Pursuant to CEQA Guidelines § 15132, a Final EIR consists of:

(@) The Draft EIR or a revision of the draft.
(b) Comments and recommendations received on the Draft EIR either verbatim or in summary.
(c) A list of persons, organizations, and public agencies commenting on the Draft EIR.

(d) The responses of the Lead Agency to significant environmental points raised in the review and
consultation process.

(e) Any other information added by the Lead Agency.

LAX Landside Access Modernization Program
Final EIR [iii]
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Accordingly, the Final EIR for the LAX Landside Access Modernization Program consists of two components, as
follows:

Component 1: Draft EIR and Technical Appendices

Ten volumes were prepared for the Draft EIR, including technical appendices. These volumes were distributed
for public review and comment from September 15, 2016 to November 15, 2016.

Volume 1 — Draft EIR: Volume 1 of the Final EIR includes the Draft EIR-Main Document, Chapters 1 through 3
and Sections 4.1 through 4.2 of Chapter 4.

Volume 2 - Draft EIR: Volume 2 of the Final EIR includes the Draft EIR-Main Document, Sections 4.3 through
4.11 of Chapter 4.

Volume 3 - Draft EIR: Volume 3 of the Final EIR includes the Draft EIR-Main Document, Sections 4.12 through
4.13 of Chapter 4 and Chapters 5 through 8.

Volume 4 — Draft EIR Technical Appendices: Volume 4 of the Final EIR includes Appendix A and technical
Appendices B and C. Appendix A compiles input received associated with the Notice of Preparation (NOP)
that was distributed for public review and comment from February 5, 2015 through March 9, 2015, including:
Initial Study, Notice of Preparation (NOP), NOP Comments, Scoping Meeting Materials, and Scoping Meeting
Comments. Appendix B contains the LAX Design Guidelines; Appendix C contains a redline version of the LAX
Plan Revisions.

Volume 5 — Draft EIR Technical Appendices: Volume 5 of the Final EIR includes technical Appendices D
through F. Appendix D consists of the redline version of the LAX Specific Plan Revisions. Appendix E consists
of existing conditions photographs around LAX. Appendix F contains the supporting data and analyses that
were developed in conjunction with the Draft EIR for Air Quality, Greenhouse Gases, and the Human Health
Risk Assessment.

Volume 6 — Draft EIR Technical Appendices: Volume 6 of the Final EIR includes technical Appendices G and H.
These appendices contain the tree surveys and historic resources technical report, respectively.

Volume 7 — Draft EIR Technical Appendices: Volume 7 of the Final EIR includes technical Appendices I and J
and part 1 of Appendix K. These appendices contain the archaeological and paleontological resources
assessment report, LAX Preservation Plan, and the hazardous materials assessment, respectively.

Volume 8 — Draft EIR Technical Appendices: Volume 8 of the Final EIR includes part 2 of Appendix K and
Appendices L and M. These appendices contain the hazardous materials assessment, the hydrology and water
quality technical report, and the supporting data and analysis developed in conjunction with the noise and
vibration analysis, respectively.

LAX Landside Access Modernization Program
[iv] Final EIR
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Volume 9 — Draft EIR Technical Appendices: Volume 9 of the Final EIR includes Appendix N and part 1 of
Appendix O. Appendix N contains the supporting data for the On-Airport Traffic study; Appendix O contains
the Off-Airport Traffic study.

Volume 10 — Draft EIR Technical Appendices: Volume 10 of the Final EIR includes part 2 of Appendix O and
Appendices P and Q. Appendix O contains the Off-Airport Traffic study. Appendices P and Q contain the
supporting data for the construction traffic analysis and the water supply assessment, respectively.

Component 2: Responses to Comments and Corrections and Additions to the Draft EIR

Volume 11 — Responses to Comments and Corrections and Additions to the Draft EIR: The second part of the
Final EIR consists of a compilation of the comments received on the Draft EIR, the written responses prepared
by LAWA to those comments, and corrections and additions to the Draft EIR. This document includes indices
(i.e., lists) of agencies, organizations, and individuals that commented on the Draft EIR.

Volume 12 - Attachments 1 and 2: This document provides a copy of the comment letters in their original
form (i.e., photocopies of comment letters), as well as corrected attachments to the air quality appendices
based on the corrections and additions to the Draft EIR.

All of the documents described above, comprising the Final EIR for the LAX Landside Access Modernization
Program, are available for public review at:

o LAWA Administration Offices, One World Way, Suite 218, Los Angeles, CA 90045

o Westchester-Loyola Villa Branch Library, 7114 West Manchester Avenue, Los Angeles, CA 90045
e El Segundo Library, 111 West Mariposa Avenue, El Segundo, CA 90245

o Inglewood Library, 101 West Manchester Boulevard, Inglewood, CA 90301

e Culver City Library, 4975 Overland Avenue, Culver City, CA 90230

o Hawthorne Library, 12700 Grevillea Avenue, Hawthorne, CA 90250

e Dr. Mary McLeod Bethune Regional Branch Library, 3900 S. Western Avenue, Los Angeles, CA 90062

The Final EIR is also available online at www.ourlax.org and www.connectinglax.com.

LAX Landside Access Modernization Program
Final EIR [v]
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1. Introduction and Indices

1.1 Introduction

In compliance with the California Environmental Quality Act (CEQA), Los Angeles World Airports (LAWA) has
completed this Final Environmental Impact Report (Final EIR) for the Los Angeles International Airport (LAX or
Airport) Landside Access Modernization Program. As described in the preface of this document, the Final EIR
for the proposed Project consists of two components, with the first component consisting of Volumes 1
through 10 - Draft EIR and associated Technical Appendices, and the second component being Volume 11 -
Responses to Comments and Corrections and Additions to the Draft EIR and Volume 12 — Attachments 1 and
2. These documents, Volumes 11 and 12, constitute the second component of the Final EIR.

111 DRAFT EIR

A detailed description of the proposed Project is provided in Volume 1 of the EIR (see Chapter 2 in the Draft
EIR-Main Document). On September 15, 2016, LAWA published a Draft EIR for the LAX Landside Access
Modernization Program. In accordance with CEQA, the Draft EIR was circulated for public review for 45 days,
with the review period scheduled to close on October 31, 2016. During the public review period, LAWA
received multiple requests for an extension of the comment period. LAWA extended the comment period by
an additional 15 days, with the review period closing on November 15, 2016. Two public workshops were
held during the comment period: one on October 15, 2016 and one on October 19, 2016.

As explained in more detail in Volume 1 of the EIR, the LAX Landside Access Modernization Program includes:

o An APM system with six APM stations connecting the CTA via an above-grade fixed guideway to new
proposed ground transportation facilities;

- Passenger walkway systems with moving walkways connecting the APM stations to passenger
terminals, parking garages, and ground transportation facilities;

- Modifications to existing passenger terminals and parking garages to support the APM walkway
system connections, including vertical circulation (elevators, escalators, and stairs) cores to garage
levels and to the arrival, departure, and concourse levels at the terminals;

- An APM maintenance and storage facility (MSF);

- APM power substations;

LAX Landside Access Modernization Program
Final EIR [1-1]
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o A CONRAC designed to meet the needs of rental car agencies serving LAX with access to the CTA via
the APM;

o Two ITFs providing airport parking and pick-up and drop-off areas outside the CTA for private
vehicles and commercial shuttles;

e Roadway improvements designed to improve access to the proposed facilities and the CTA and
reduce traffic congestion in neighboring communities;

o Security features, including security fencing, surveillance cameras, security lighting, and emergency
phones/call boxes, to reduce demands on the Los Angeles World Airports Police Department
(LAWAPD);

o Fire safety features in compliance with fire and building code requirements including fire hydrants, fire
sprinklers, and fire extinguishers;

o Utilities infrastructure, both new and modified to support the proposed Project;
o Incorporation of the LAX Design Guidelines into the proposed Project;

o Land acquisition, subdivision of parcels, creation of new tract maps, and/or other reconfiguration of
parcels, dedications and vacations of public rights-of-way, as well as zoning change approvals;

e  Future potential related development on land owned by LAWA located adjacent to the new proposed
ground transportation facilities;

o Enabling projects to allow construction of the proposed Project, including utility relocation and
demolition of certain existing facilities, some of which would be reconstructed; and

o Amendments to plans regulating land use in the area, including the City of Los Angeles General Plan
and the LAX Specific Plan, zone changes, and the reconfiguration of existing parcels.

The LAX Landside Access Modernization Program would support the ongoing modernization of LAX by
improving the landside transportation system serving the Airport and improving the passenger and visitor
experience. The underlying purposes of the proposed Project are to improve access to LAX and relieve
congestion on Airport and surrounding roadways.

11.2 FINAL EIR

In accordance with State CEQA Guidelines § 15088, LAWA prepared responses to all comments received on
the Draft EIR. As required by the State CEQA Guidelines, the focus of the responses to comments is on “the
disposition of significant environmental issues raised.” State CEQA Guidelines § 15088(c). Detailed responses
are not provided to comments on the merits of the LAX Landside Access Modernization Program or on other
topics that do not relate to environmental issues. As discussed below, all comments received on the Draft EIR
will be forwarded, as part of this Final EIR, to the decision-makers for their consideration prior to taking any
action on the LAX Landside Access Modernization Program.

LAX Landside Access Modernization Program
[1-2] Final EIR
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This document, which is the second component of the Final EIR, presents the comments received during the
public review period for the Draft EIR and provides written responses to those comments. A total of 75
comment letters were received during the public review period; 3 were written comments submitted at the
public workshops on either October 15, 2016 or October 19, 2016. The indices presented at the end of this
chapter list the agencies, organizations, and individuals that submitted comments on the Draft EIR. Copies of
all comment letters received are included in Appendix A of this document. Chapter 2 of this document
presents, on a letter-by-letter basis, each comment which is then followed immediately by a response for all
comments received during the review period for the Draft EIR (September 15, 2016 through November 15,
2016). Notwithstanding that the comment period closed on November 15, 2016, LAWA received several
comments through December 2016 and has included responses to those comments as well. The comments
and responses are organized and grouped together into categories based on the affiliation of the commentor.
The comments are presented in the following order: federal agencies, state agencies, regional agencies, local
agencies, and public comments (i.e., letters from private citizens, organizations, etc). Chapter 3 of this
document provides corrections and additions to information presented in the Draft EIR.

Together with the Draft EIR, the responses to comments, along with corrections and additions to the Draft EIR,
and list of commentors, constitute the Final EIR. Pursuant to CEQA, the Final EIR is not circulated for another
round of comments and responses. The Final EIR will be presented to the decision-makers for their use in
considering the LAX Landside Access Modernization Program. Interested persons may comment on the Final
EIR, including these responses, in the course of the decision-making process related to the Project; however,
LAWA is not required to provide responses to such comments.

1.2 Indices of Comment Letters

An alphanumeric index system is used to identify each comment and response, and is keyed to each letter and
the individual comments therein. For example, the only letter within the group of federal agencies submitting
comments on the Draft EIR is from the U.S. Department of Homeland Security, Federal Emergency
Management Agency, and the text of the letter is considered to have 1 individual comment. The subject letter
was assigned the alphanumeric label “LAMP-AF00001,” representing "LAX Landside Access Modernization
Program-Agency-Federal-Letter No. 1.” The individual comment within the letter is labeled as "LAMP-
AF00001-1." The same basic format and approach is used for the comment letters from state agencies (“AS"),
regional agencies ("AR"), local agencies (“AL"), and public comments ("PC").

The following are the prefix codes used for categorizing the comment letter types:

LETTER ID PREFIX DESCRIPTION
AF Federal Agency
AS State Agency
AR Regional Agency
AL Local Agency
PC Public Comment

LAX Landside Access Modernization Program
Final EIR [1-3]
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To assist the reader’s review and use of the responses to comments, three indices are provided. These indices
provide the alphanumeric label number, commentor name, affiliation (i.e, name of agency or organization
that the author represents), and date (if provided) of each comment letter. The first index lists all the
comment letters by alphanumeric label number, the second index lists all of the comment letters by the
commentor’s last name, and the third index lists all of the comment letters by the affiliation if any, of the
commentor.

Chapter 2 provides individual comments and responses, presented on a letter-by-letter basis. Each comment
is typed exactly as it appears in the original comment letter. No corrections to typographical errors or other
edits to the original comments were made. A copy of each original comment letter is provided in Attachment
1 of Volume 12 of this Final EIR.

Immediately following each typed comment is a written response. In many instances, the response to a
particular comment may refer to the response(s) to another comment(s) that expressed the same concern or
is otherwise related. Cross-referencing of responses uses the alphanumeric index system as described above.
For example, a response may indicate “Please see Response to Comment LAMP-ALO0001-2" if that response
addresses the same concern expressed in a different comment.

Following are the three indices that organize comment letters by letter indication number, commentor and
affiliation.

Table 1-1: Index by Letter Identification (ID) Number

LETTER ID COMMENTOR AFFILIATION/AGENCY DATE

LAMP-AF00001 Blackburn, Gregor U.S. Department of Homeland Security, FEMA Region IX 10/05/2016

LAMP-AS00001 Morgan, Scott State of California, Governor's Office of Planning and Research, State 11/01/2016

Clearinghouse and Planning Unit

LAMP-AS00002 Watson, DiAnna California Department of Transportation 11/15/2016
LAMP-AR00001 Wong, Ph.D., Jillian South Coast Air Quality Management District 10/28/2016
LAMP-AL00001 Poosti, Ali City of Los Angeles, Bureau of Sanitation 10/24/2016
LAMP-AL00002 Pullen-Miles, Robert City of Lawndale 10/27/2016
LAMP-AL0O0003 Durbin, Bruce County of Los Angeles, Airport Land Use Commission 11/1/2016
LAMP-AL00004 Hall, Thomas L. LA Community College District 11/15/2016
LAMP-AL0O0005 Saucedo, Silvia LA Community College District 11/15/2016
LAMP-AL00006 Lichman, Ph.D., Barbara Buchalter Nemer, A. Professional Law Corporation (City of Culver City) 11/15/2016
LAMP-AL00007 Carvajal, Elizabeth Los Angeles County Metropolitan Transportation Authority 11/15/2016
LAMP-AL00008 Wolff, Osa L. Shute, Mihaly & Weinberger LLP (City of El Segundo) 11/15/2016
LAMP-AL0O0009 Holloway, Charles C. Los Angeles Department of Water & Power 11/15/2016
LAMP-AL00010 Atwell, Louis A. City of Inglewood 11/15/2016
LAMP-AL00011 Bonin, Mike City of Los Angeles, 11th District 11/15/2016

[1-4]
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LETTER ID

COMMENTOR

AFFILIATION/AGENCY

DATE

LAMP-AL00012
LAMP-PC00001
LAMP-PC00002
LAMP-PC00003
LAMP-PC00004
LAMP-PC00005
LAMP-PC00006
LAMP-PC00007
LAMP-PC00008
LAMP-PC00009
LAMP-PC00010
LAMP-PC00011
LAMP-PC00012
LAMP-PC00013
LAMP-PC00014
LAMP-PC00015
LAMP-PC00016
LAMP-PC00017
LAMP-PC00018
LAMP-PC00019
LAMP-PC00020
LAMP-PC00021
LAMP-PC00022
LAMP-PC00023
LAMP-PC00024
LAMP-PC00025
LAMP-PC00026
LAMP-PC00027
LAMP-PC00028
LAMP-PC00029
LAMP-PC00030
LAMP-PC00031
LAMP-PC00032
LAMP-PC00033
LAMP-PC00034
LAMP-PC00035

Impett, Laurel L.
Mayhew, Chuck
Minosyan, Andrey
Sievering, Eric
Donahue, Ed
Russell, Stephen
Russell, Stephen
Russell, Stephen
Russell, Stephen
Russell, Stephen
Frank, Alec

Reid, Cody

Birch, Stephen
Osztreicher, Daniel
Hughes, Laurie
Dorn, Heidi
Sevilla, Virgil
Ogawa, Ed
Robinson, Precious
Hammer, Rod
Shrier, Kevin
Hench, Cyndi
Sevilla, Virgil
Mastroly, Frank
Kolla, Peter

Hart, Jeff

Rostek, Jeff

Tong, Maria
Shrier, Kevin
Given, John P.
Hughes, Laurie
Cumming, William
Schneider, Denny
Tamaki, Kevin
Cully, Mark

Kooklanfar, Peymon

Shute, Mihaly & Weinberger LLP (City of El Segundo)
American Airlines

Independent Taxi Co.

Park 'N Fly
Flying Crown Land Group

Gateway to L.A. PBID

TPS Parking Management, LLC

Neighborhood Council of Westchester Playa

Four Points by Sheraton, Los Angeles International Airport
Los Angeles Airport Marriott

Hyatt Regency Los Angeles International Airport

TPS Parking Management, LLC

Law Office of John P. Given (Paul Solomon)

Gateway to L.A. PBID

Los Angeles International Airport Area Advisory Committee
Alliance for a Regional Solution to Airport Congestion

Valley Industry & Commerce Association

12/02/2016
9/15/2016
9/16/2016
9/17/2016
9/16/2016
9/18/2016
9/17/2016
9/17/2016
9/17/2016
9/18/2016
9/19/2016
9/19/2016
9/19/2016
9/20/2016
9/23/2016
9/26/2016
10/11/2016
10/15/2016
10/15/2016
10/19/2016
10/04/2016
10/04/2016
10/28/2016
10/31/2016
11/11/2016
11/14/2016
11/08/2016
11/14/2016
11/15/2016
11/15/2016
11/15/2016
11/14/2016
11/15/2016
10/04/2016
11/05/2016
11/07/2016

LAX Landside Access Modernization Program
Final EIR
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LETTER ID COMMENTOR AFFILIATION/AGENCY DATE
LAMP-PC00036 Mass, Andrew 10/31/2016
LAMP-PC00037 Long, Domenica Rose 10/31/2016
LAMP-PC00038 Rojas, Hugo 10/31/2016
LAMP-PC00039 Diewock, Liz 10/31/2016
LAMP-PC00040 Williamsen, Ralph 10/31/2016
LAMP-PC00041 Hammett, Lovely 10/31/2016
LAMP-PC00042 Sauschuck, Richard 10/31/2016
LAMP-PC00043 Plukas, Andrew 11/01/2016
LAMP-PC00044 Klein, Ellen 11/01/2016
LAMP-PC00045 Reno, M Debra 11/01/2016
LAMP-PC00046 Mendola, Ildiko 11/02/2016
LAMP-PC00047 Bergna, Louis 11/02/2016
LAMP-PC00048 Charette, Ed 11/03/2016
LAMP-PC00049 Morrison, Michael 11/03/2016
LAMP-PC00050 Pastores, Gabriela 11/04/2016
LAMP-PC00051 Scott, Mel 11/05/2016
LAMP-PC00052 Brunelle, Belinda 11/07/2016
LAMP-PC00053 Gibbs, Paul Crowne Plaza Los Angeles Int'l Airport 11/15/2016
LAMP-PC00054 Bassett, Charles A. L&R Group of Companies 11/15/2016
LAMP-PC00055 Milliron, Hayden 11/29/2016
LAMP-PC00056 Capo, Helen 11/14/2016
LAMP-PC00057 Guzman, Debra 11/18/2016
LAMP-PC00058 Paquin, Wendy City of Inglewood 11/12/2016
LAMP-PC00059 Moore, William City of Los Angeles, 11th District 11/15/2016
Table 1-2: Index by Commentor
COMMENTOR AFFILIATION/AGENCY DATE LETTER ID
Atwell, Louis A. City of Inglewood 11/15/2016 LAMP-ALO0010
Bassett, Charles A. L&R Group of Companies 11/15/2016  LAMP-PC00054
Bergna, Louis 11/2/2016 LAMP-PC00047
Birch, Stephen Flying Crown Land Group 9/19/2016 LAMP-PC00012
Blackburn, Gregor U.S. Department of Homeland Security, FEMA Region IX 10/05/2016 LAMP-AF00001
Bonin, Mike City of Los Angeles, 11th District 11/15/2016  LAMP-AL00011
Brunelle, Belinda 11/07/2016  LAMP-PC00052
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COMMENTOR AFFILIATION/AGENCY DATE LETTER ID

Capo, Helen 11/14/2016  LAMP-PC00056
Carvajal, Elizabeth Los Angeles County Metropolitan Transportation Authority 11/15/2016  LAMP-ALO0007
Charette, Ed 11/03/2016  LAMP-PC00048
Cully, Mark 11/05/2016  LAMP-PC00034
Cumming, William Los Angeles International Airport Area Advisory Committee 11/14/2016  LAMP-PC00031
Diewock, Liz 10/31/2016  LAMP-PC00039
Donahue, Ed 9/16/2016 LAMP-PC00004
Dorn, Heidi 9/26/2016 LAMP-PC00015
Durbin, Bruce County of Los Angeles, Airport Land Use Commission 11/01/2016  LAMP-ALO0003
Frank, Alec 9/19/2016 LAMP-PC00010
Gibbs, Paul Crowne Plaza Los Angeles Int'l Airport 11/15/2016  LAMP-PC00053
Given, John P. Law Office of John P. Given (Paul Solomon) 11/15/2016 LAMP-PC00029
Guzman, Debra 11/18/2016  LAMP-PC00057
Hall, Thomas L. LA Community College District 11/15/2016 LAMP-AL00004
Hammer, Rod 10/19/2016  LAMP-PC00019
Hammett, Lovely 10/31/2016  LAMP-PC00041
Hart, Jeff Los Angeles Airport Marriott 11/14/2016  LAMP-PC00025
Hench, Cyndi Neighborhood Council of Westchester Playa 10/04/2016 LAMP-PC00021
Holloway, Charles C. Los Angeles Department of Water & Power 11/15/2016  LAMP-ALO0009
Hughes, Laurie Gateway to L.A. PBID 9/23/2016 LAMP-PC00014
Hughes, Laurie Gateway to L.A. PBID 11/15/2016  LAMP-PC00030
Impett, Laurel L. Shute, Mihaly & Weinberger LLP (City of El Segundo) 12/02/2016  LAMP-AL00012
Klein, Ellen 11/01/2016  LAMP-PC00044
Kolla, Peter Four Points by Sheraton, Los Angeles International Airport 11/11/2016 LAMP-PC00024
Kooklanfar, Peymon 11/07/2016  LAMP-PC00035

Buchalter Nemer, A. Professional Law Corporation (City of Culver

Lichman, Ph.D., Barbara City) 11/15/2016 LAMP-AL00006
Long, Domenica Rose 10/31/2016 LAMP-PC00037
Mass, Andrew 10/31/2016  LAMP-PC00036
Mastroly, Frank 10/31/2016  LAMP-PC00023
Mayhew, Chuck American Airlines 9/15/2016 LAMP-PC00001
Mendola, Ildiko 11/02/2016  LAMP-PC00046
Milliron, Hayden 11/29/2016  LAMP-PC00055
Minosyan, Andrey Independent Taxi Co. 9/16/2016 LAMP-PC00002
Moore, William City of Los Angeles, 11th District 11/15/2016  LAMP-PC00059
Morgan, Scott State of California, Governor's Office of Planning and Research, State 11/01/2016 LAMP-AS00001

LAX Landside Access Modernization Program
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COMMENTOR

AFFILIATION/AGENCY

DATE

LETTER ID

Morrison, Michael
Ogawa, Ed
Osztreicher, Daniel
Paquin, Wendy
Pastores, Gabriela
Plukas, Andrew
Poosti, Ali
Pullen-Miles, Robert
Reid, Cody

Reno, M Debra
Robinson, Precious
Rojas, Hugo
Rostek, Jeff
Russell, Stephen
Russell, Stephen
Russell, Stephen
Russell, Stephen
Russell, Stephen
Saucedo, Silvia
Sauschuck, Richard
Schneider, Denny
Scott, Mel

Sevilla, Virgil
Sevilla, Virgil
Shrier, Kevin
Shrier, Kevin
Sievering, Eric
Tamaki, Kevin
Tong, Maria
Watson, DiAnna
Williamsen, Ralph
Wolff, Osa L.
Wong, Ph.D., Jillian

Clearinghouse and Planning Unit

City of Inglewood

City of Los Angeles, Bureau of Sanitation
City of Lawndale
Park 'N Fly

Hyatt Regency Los Angeles International Airport

LA Community College District

Alliance for a Regional Solution to Airport Congestion

TPS Parking Management, LLC
TPS Parking Management, LLC

Valley Industry & Commerce Association

California Department of Transportation

Shute, Mihaly & Weinberger LLP (City of El Segundo)

South Coast Air Quality Management District

11/03/2016
10/15/2016
9/20/2016

11/12/2016
11/04/2016
11/01/2016
10/24/2016
10/27/2016
9/19/2016

11/01/2016
10/15/2016
10/31/2016
11/08/2016
9/18/2016

9/17/2016

9/17/2016

9/17/2016

9/18/2016

11/15/2016
10/31/2016
11/15/2016
11/05/2016
10/11/2016
10/28/2016
10/04/2016
11/15/2016
9/17/2016

10/04/2016
11/14/2016
11/15/2016
10/31/2016
11/15/2016
10/28/2016

LAMP-PC00049
LAMP-PC00017
LAMP-PC00013
LAMP-PC00058
LAMP-PC00050
LAMP-PC00043
LAMP-ALO0001
LAMP-AL00002
LAMP-PC00011
LAMP-PC00045
LAMP-PC00018
LAMP-PC00038
LAMP-PC00026
LAMP-PC00005
LAMP-PC00006
LAMP-PC00007
LAMP-PC00008
LAMP-PC00009
LAMP-ALO0005
LAMP-PC00042
LAMP-PC00032
LAMP-PC00051
LAMP-PC00016
LAMP-PC00022
LAMP-PC00020
LAMP-PC00028
LAMP-PC00003
LAMP-PC00033
LAMP-PC00027
LAMP-AS00002
LAMP-PC00040
LAMP-ALO0008
LAMP-AR00001
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Table 1-3: Index by Affiliation

AFFILIATION/AGENCY

DATE

LETTER ID

COMMENTOR

Alliance for a Regional Solution to Airport Congestion
American Airlines

Buchalter Nemer, A. Professional Law Corporation (City of Culver City)
California Department of Transportation

City of Inglewood

City of Inglewood

City of Lawndale

City of Los Angeles, 11th District

City of Los Angeles, 11th District

City of Los Angeles, Bureau of Sanitation

County of Los Angeles, Airport Land Use Commission
Crowne Plaza Los Angeles Int'l Airport

Flying Crown Land Group

Four Points by Sheraton, Los Angeles International Airport
Gateway to L.A. PBID

Gateway to L.A. PBID

Hyatt Regency Los Angeles International Airport
Independent Taxi Co.

Kooklanfar, Peymon

L&R Group of Companies

LA Community College District

LA Community College District

Law Office of John P. Given (Paul Solomon)

Los Angeles Airport Marriott

Los Angeles County Metropolitan Transportation Authority
Los Angeles Department of Water & Power

Los Angeles International Airport Area Advisory Committee
Neighborhood Council of Westchester Playa

Park 'N Fly

Shute, Mihaly & Weinberger LLP (City of El Segundo)
Shute, Mihaly & Weinberger LLP (City of El Segundo)
South Coast Air Quality Management District

State of California, Governor's Office of Planning and Research, State
Clearinghouse and Planning Unit

TPS Parking Management, LLC
TPS Parking Management, LLC
U.S. Department of Homeland Security, FEMA Region IX

Valley Industry & Commerce Association

11/15/2016
9/15/2016

11/15/2016
11/15/2016
11/15/2016
11/12/2016
10/27/2016
11/15/2016
11/15/2016
10/24/2016
11/01/2016
11/15/2016
9/19/2016

11/11/2016
9/23/2016

11/15/2016
11/08/2016
9/16/2016

11/07/2016
11/15/2016
11/15/2016
11/15/2016
11/15/2016
11/14/2016
11/15/2016
11/15/2016
11/14/2016
10/04/2016
9/19/2016

11/15/2016
12/02/2016
10/28/2016
11/01/2016

10/04/2016
11/15/2016
10/05/2016
10/04/2016
11/02/2016
11/07/2016
11/14/2016

LAMP-PC00032
LAMP-PC00001
LAMP-ALO0006
LAMP-AS00002
LAMP-AL00010
LAMP-PC00058
LAMP-AL00002
LAMP-ALO0011
LAMP-PC00059
LAMP-ALO0001
LAMP-ALO0003
LAMP-PC00053
LAMP-PC00012
LAMP-PC00024
LAMP-PC00014
LAMP-PC00030
LAMP-PC00026
LAMP-PC00002
LAMP-PC00035
LAMP-PC00054
LAMP-ALO0004
LAMP-ALO0005
LAMP-PC00029
LAMP-PC00025
LAMP-ALO0007
LAMP-ALO0009
LAMP-PC00031
LAMP-PC00021
LAMP-PC00011
LAMP-ALO0008
LAMP-AL00012
LAMP-AR00001
LAMP-AS00001

LAMP-PC00020
LAMP-PC00028
LAMP-AF00001
LAMP-PC00033
LAMP-PC00047
LAMP-PC00052
LAMP-PC00056

Schneider, Denny
Mayhew, Chuck

Lichman, Ph.D., Barbara

Watson, DiAnna
Atwell, Louis A.
Paquin, Wendy
Pullen-Miles, Robert
Bonin, Mike

Moore, William
Poosti, Ali

Durbin, Bruce
Gibbs, Paul

Birch, Stephen
Kolla, Peter
Hughes, Laurie
Hughes, Laurie
Rostek, Jeff
Minosyan, Andrey
Kooklanfar, Peymon
Bassett, Charles A.
Hall, Thomas L.
Saucedo, Silvia
Given, John P.

Hart, Jeff

Carvajal, Elizabeth
Holloway, Charles C.
Cumming, William
Hench, Cyndi

Reid, Cody

Wolff, Osa L.
Impett, Laurel L.
Wong, Ph.D., Jillian
Morgan, Scott

Shrier, Kevin
Shrier, Kevin
Blackburn, Gregor
Tamaki, Kevin
Bergna, Louis
Brunelle, Belinda

Capo, Helen
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AFFILIATION/AGENCY DATE LETTER ID COMMENTOR
11/03/2016  LAMP-PC00048 Charette, Ed
11/05/2016  LAMP-PC00034 Cully, Mark
10/31/2016  LAMP-PC00039 Diewock, Liz
9/16/2016 LAMP-PC00004 Donahue, Ed
9/26/2016 LAMP-PC00015 Dorn, Heidi
9/19/2016 LAMP-PC00010 Frank, Alec
11/18/2016  LAMP-PC00057 Guzman, Debra
10/19/2016  LAMP-PC00019 Hammer, Rod
10/31/2016  LAMP-PC00041 Hammett, Lovely
11/01/2016  LAMP-PC00044 Klein, Ellen
10/31/2016 LAMP-PC00037 Long, Domenica Rose
10/31/2016  LAMP-PC00036 Mass, Andrew
10/31/2016  LAMP-PC00023 Mastroly, Frank
11/02/2016  LAMP-PC00046 Mendola, Ildiko
11/29/2016  LAMP-PC00055 Milliron, Hayden
11/03/2016  LAMP-PC00049 Morrison, Michael
10/15/2016  LAMP-PC00017 Ogawa, Ed
9/20/2016 LAMP-PC00013 Osztreicher, Daniel
11/4/2016 LAMP-PC00050 Pastores, Gabriela
11/01/2016  LAMP-PC00043 Plukas, Andrew
11/01/2016  LAMP-PC00045 Reno, M Debra
10/15/2016  LAMP-PC00018 Robinson, Precious
10/31/2016  LAMP-PC00038 Rojas, Hugo
9/18/2016 LAMP-PC00005 Russell, Stephen
9/17/2016 LAMP-PC00006 Russell, Stephen
9/17/2016 LAMP-PC00007 Russell, Stephen
9/17/2016 LAMP-PC00008 Russell, Stephen
9/18/2016 LAMP-PC00009 Russell, Stephen
10/31/2016  LAMP-PC00042 Sauschuck, Richard
11/05/2016  LAMP-PC00051 Scott, Mel
10/11/2016  LAMP-PC00016 Sevilla, Virgil
10/28/2016  LAMP-PC00022 Sevilla, Virgil
9/17/2016 LAMP-PC00003 Sievering, Eric
11/14/2016  LAMP-PC00027 Tong, Maria
10/31/2016  LAMP-PC00040 Williamsen, Ralph
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2. Comments and Responses

LAMP-AF00001 Blackburn, Gregor U.S. Department of 10/5/2016

Homeland Security,
FEMA Region IX

LAMP-AF00001-1

Comment:

This is in response to your request for comments regarding the Notice of Availability, City of Los
Angeles, California — Los Angeles World Airports (LAWA) for the Draft Environmental Impact
Report for LAX Landside Access Modernization Project (LAMP).

Please review the current effective countywide Flood Insurance Rate Maps (FIRMs) for the
County of Los Angeles (Community Number 065043), Maps revised January 6, 2016 and City of
Los Angeles (Community Number 060137), Maps revised September 26, 2008. Please note that
the City of Woodland, Yolo County, California is a participant in the National Flood Insurance
Program (NFIP). The minimum, basic NFIP floodplain management building requirements are
described in Vol. 44 Code of Federal Regulations (44 CFR), Sections 59 through 65.

A summary of these NFIP floodplain management building requirements are as follows:

- All buildings constructed within a riverine floodplain, (i.e., Flood Zones A, AO, AH, AE, and A1
through A30 as delineated on the FIRM), must be elevated so that the lowest floor is at or above
the Base Flood Elevation level in accordance with the effective Flood Insurance Rate Map.

- If the area of construction is located within a Regulatory Floodway as delineated on the FIRM,
any development must not increase base flood elevation levels. The term development means
any man-made change to improved or unimproved real estate, including but not limited to
buildings, other structures, mining, dredging, filling, grading, paving, excavation or drilling
operations, and storage of equipment or materials. A hydrologic and hydraulic analysis must
be performed prior to the start of development, and must demonstrate that the development
would not cause any rise in base flood levels. No rise is permitted within regulatory floodways.

- All buildings constructed within a coastal high hazard area, (any of the "V" Flood Zones as
delineated on the FIRM), must be elevated on pilings and columns, so that the lowest horizontal
structural member, (excluding the pilings and columns), is elevated to or above the base flood
elevation level. In addition, the posts and pilings foundation and the structure attached thereto, is
anchored to resist flotation, collapse and lateral movement due to the effects of wind and water
loads acting simultaneously on all building components.

- Upon completion of any development that changes existing Special Flood Hazard Areas, the
NFIP directs all participating communities to submit the appropriate hydrologic and hydraulic data

LAX Landside Access Modernization Program
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Response:

to FEMA for a FIRM revision. In accordance with 44 CFR, Section 65.3, as soon as practicable,
but not later than six months after such data becomes available, a community shall notify FEMA
of the changes by submitting technical data for a flood map revision. To obtain copies of FEMA's
Flood Map Revision Application Packages, please refer to the FEMA website at
http://www.fema.gov/business/nfip/forms.shtm.

Please Note:

Many NFIP participating communities have adopted floodplain management building
requirements which are more restrictive than the minimum federal standards described in 44
CFR. Please contact the local community's floodplain manager for more information on local
floodplain management building requirements. The Los Angeles floodplain manager can be
reached by calling Gary L. Moore, City Engineer, at (213) 485-4935. The Los Angeles County
floodplain manager can be reached by calling George De La O, Senior Civil Engineer, at (626)
458-7155.

As stated in the Initial Study (included in Appendix A of the Draft EIR), none of the project
components associated with the LAX Landside Access Modernization Program are located within
a floodplain, as mapped and identified under the National Flood Insurance Program of the
Federal Emergency Management Agency.1 Additional information regarding hydrology, water
quality, and groundwater quality impacts as a result of alterations to drainage patterns associated
with the proposed Project is provided in Section 4.7, Hydrology, Water Quality, and Groundwater,
of the Draft EIR.

' Federal Emergency Management Agency, Flood Insurance Rate Map_Panel
1760_Map Number 06037C1760F, September 26, 2008; Federal Emergency
Management Agency, Flood Insurance Rate Map_Panel 1780_Map Number
06037C1780F, September 26, 2008.

LAMP-AS00001 Morgan, Scott State of California 11/1/2016

State Clearinghouse

LAMP-AS00001-1

Comment:

Response:

The State Clearinghouse submitted the above named Draft EIR to selected state agencies for
review. The review period closed on October 31, 2016, and no state agencies submitted
comments by that date. This letter acknowledges that you have complied with the State
Clearinghouse review requirements for draft environmental documents, pursuant to the
California Environmental Quality Act.

Please call the State Clearinghouse at (916) 445-0613 if you have any questions regarding the
environmental review process. If you have a question about the above-named project, please
refer to the ten-digit State Clearinghouse number when contacting this office.

LAWA extended the close of the review period for the LAX Landside Access Modernization
Program Draft EIR to November 15, 2016 to provide an additional 15 days for public comment
beyond the requirements of CEQA (State CEQA Guidelines Section 15105). A comment letter
from the State of California, Department of Transportation (Caltrans) was sent directly to LAWA
and was received on November 15, 2016. Caltrans' comment letter is identified in the Final EIR
as LAMP-AS00002.

LAX Landside Access Modernization Program
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LAMP-AS00002 Watson, DiAnna California Department 11/15/2016
of Transportation

LAMP-AS00002-1

Comment: Thank you for including the California Department of Transportation (Caltrans) in the
environmental review process for the proposed Landside Access Modernization Program (LAMP)
project. Caltrans would like to thank Los Angeles World Airports (LAWA) staff for the opportunity
to collaborate and explore viable methods and alternatives to ensure that traffic relating to this
project would be thoroughly evaluated.

Response: LAWA thanks Caltrans for its continued support and cooperation in assessing and evaluating
potential traffic effects associated with the proposed LAX Landside Access Modernization
Program and looks forward to continuing coordination on implementation of the proposed Project.

LAMP-AS00002-2

Comment: LAWA proposes to modernize the Los Angeles International Airport (LAX) to improve passenger
quality-of-service and provide world class facilities for its customers. The LAMP project consists
of redevelopment of the ground access system to the Airport, which would include a seamless
connection to the regional rail and transit system.

Proposed improvements include 1) an Automated People Mover (APM) system with six APM
stations connecting the Central Terminal Area (CTA) to new ground transportation facilities; 2)
passenger walkway systems connecting the APM stations to passenger terminals or ground
transportation facilities; 3) modifications to existing passenger terminals and parking garages
within the CTA ; 4) intermodal transportation facilities (ITF) that would provide pick up and drop
off areas outside the CTA for airport passengers and commercial shuttles, meet and greet areas,
passenger processing facilities, retail, dining options and other amenities, parking, and access to
the APM system; 5) Consolidated Rental Car Facility (CONRAC) that would be designed to
consolidate car rental agencies in a centralized location with access to the CTA via the APM; 6)
roadway improvements designed to improve access to the CTA from the freeway and provide
access to the proposed ITFs and CONRAC; and 7) utilities needed to support the LAX Landside
Access Modernization Program. The LAX Landside Access Modernization Program EIR will also
analyze potential future related development after completion.

Proposed improvements would be constructed in an area generally bounded by Tom Bradley
International Terminal (TBIT) in the CTA of LAX on the west, Interstate 105 on the south,
Interstate 405 on the east, and Westchester Parkway/West Arbor Vitae Street on the north.

Response: The commentor is correct in its summary description of the LAX Landside Access Modernization
Program components. A full description of the proposed Project elements can be found in
Chapter 2, Description of the Proposed Project, of the Draft EIR.

LAMP-AS00002-3

Comment: Caltrans staff met with LAWA, the City of Los Angeles, and Metro on numerous occasions to
identify and discuss the study area. Early coordination meetings provided several opportunities to
collectively identify the potential impacts this project may have on the State Highway System and
develop mitigation measures to minimize those effects.

LAX Landside Access Modernization Program
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Response:

LAWA worked with Caltrans to develop the following significant impact criteria for freeway
segments and ramp junctions. It was determined that a project would have a significant impact if
any of following conditions are met for either AM or PM peak hours.

If vehicle queues exceed the length of an on-ramp or off-ramp where there is no auxiliary
lane.

- When auxiliary lane is present, there is a significant impact when the queue exceeds the
lesser of one-half the length of the auxiliary land or 1000 feet, which creates a speed
differential between the auxiliary land and the adjacent lane.

- If freeway ramp terminal or ramp foremost or associated queue storage is blocked due to
queuing or spillover at a surface street driveway or at an intersection

- If any intersection or driveway of the State Highway System (SHS) is in such proximity to
another LAMP's intersection or driveway that safety concerns may arise.

- If the LAMP traffic conditions cause the Level of Service (LOS) to deteriorate to below
LOS F. If a freeway segment is already at LOS F, then an increase in the
demand/capacity ratio of greater than 1% determined by comparing the future with
Project Conditions to the future without Project Conditions would result in a significant
impact.

In this case, the existing freeway mainline traffic volumes were obtained from five weeks of traffic
data from October 2014 provided and verified by Caltrans. Caltrans provided 24-hour traffic
counts along the 1-105 Freeway, 1-405 Freeway and SR-90 Freeway. The morning (6:00 AM to
9:00 AM) and evening (3:00 PM-7:00 PM) peak period traffic volumes by direction were selected
for each analyzed freeway segment based on the five weeks of data from Tuesday through
Thursday. Traffic Volumes reflect typical weekday operations during existing year conditions.

Per Caltrans request and analyses was done for the freeway mainline segments, freeway HOV
segments, on- and off-ramp junctions and arterial intersection operations. In regards to the
regional freeway system, an analysis was conducted to quantify potential impacts of the Project
based on the significant traffic impact criteria developed with Caltrans. The analysis was
conducted for 23 freeway mainline segments during the morning and evening peak hours.

It is noted that the commentor agrees with the scope, assumptions, existing data and
methodology for analysis and assessment of impacts on the State Highway System that are
presented in Section 4.12.2, Off-Airport Transportation, and Appendix O, Off-Airport Traffic Study,
of the Draft EIR.

LAMP-AS00002-4

Comment:

- Under Future (2035) with Project conditions, before mitigation, the Project is estimated to
result in significant impact at 3 study intersections in the morning peak hour at various
intersections including

- Sepulveda Boulevard & Century Boulevard - Impacted AM Peak Hour

- 1-105 Freeway Ramps (east of Aviation Boulevard) & Imperial Highway - Impacted PM Peak
Hour

With the proposed improvements, impacts at these location are considered satisfactorily
addressed.

LAX Landside Access Modernization Program
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Response:

It is noted that the commentor agrees with the results of the impacts analysis for the Future
(2035) with Project scenario relative to intersection impacts presented in Section 4.12.2, Off-
Airport Transportation, and Appendix O, Off-Airport Traffic Study, of the Draft EIR. As
clarification, the commentor is correct that under the Future (2035) with Project scenario three
study area intersections (Sepulveda Boulevard and Century Boulevard, La Cienega Boulevard
and Arbor Vitae Street, and La Cienega Boulevard and Century Boulevard) would be significantly
impacted during the a.m. peak hour and that the intersection of I-105 Freeway Ramps (east of
Aviation Boulevard) and Imperial Highway would not be significantly impacted during the a.m.
peak hour but would be significantly impacted during the p.m. peak hour, as shown in Table
4.12.2-20 and discussed on page 4.12-123 of the Draft EIR. As shown in Table 4.12.2-38 on
page 4.12-188 of the Draft EIR, impacts at all intersections would be mitigated to less than
significant levels, except for the intersection of La Cienega Boulevard and Arbor Vitae Street,
which would experience significant and unavoidable impacts.

LAMP-AS00002-5

Comment:

Response:

- Under future (2035) with Project (LAMP Build out) and other related project conditions the
following intersections will be significantly impacted.

- Sepulveda Boulevard & Westchester Parkway - Impacted AM Peak Hour
- Sepulveda Boulevard & Century Boulevard - Impacted AM Peak Hour

- 1-105 Freeway Ramps (east of Aviation Boulevard) & Imperial Highway - Impacted PM Peak
Hour

- 1-405 Freeway Northbound Ramps & Century Boulevard - Impacted AM Peak Hour

It is noted that the commentor agrees with the results of the impacts analysis for the Future
(2035) with Project and Potential Future Related Development scenario relative to intersection
impacts presented in Section 4.12.2, Off-Airport Transportation, and Appendix O, Off-Airport
Traffic Study, of the Draft EIR. As clarification, the commentor is correct that under the Future
(2035) with Project and Potential Future Related Development scenario, the intersection of
Sepulveda Boulevard and Century Boulevard would be significantly impacted during the a.m.
peak hour and, as shown in Table 4.12.2-31 and discussed on page 4.12-162 of the Draft EIR,
this intersection would also be significantly impacted during the mid-day peak hour. As additional
clarification, a total of eleven intersections would be significantly impacted during the a.m., p.m.,
and/or mid-day peak hour before mitigation, as shown in Table 4.12.2-31 and discussed on
pages 4.12-161 and 4.12-162 of the Draft EIR.

LAMP-AS00002-6

Comment:

Response:

- Under Baseline (2015) with Project conditions and Future (2024) with Phase 1 Project
conditions, the proposed Project would not result in significant impacts at the 23 freeway
mainline segments during the morning and/or evening peak hours.

It is noted that the commentor agrees with the results of the impacts analysis for the Baseline
(2015) with Project and Future (2024) with Phase 1 Project scenarios relative to freeway segment
impacts presented in Section 4.12.2, Off-Airport Transportation, and Appendix O, Off-Airport
Traffic Study, of the Draft EIR.
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LAMP-AS00002-7

Comment:

Response:

- Under Future (2035) with Project conditions, one of the freeway mainline is expected to result
in significant impacts, 1-405 Freeway at La Cienega Boulevard, during the evening peak hour.

It is noted that the commentor agrees with the results of the impacts analysis for the Future
(2035) with Project scenario relative to freeway segment impacts presented in Section 4.12.2,
Off-Airport Transportation, and Appendix O, Off-Airport Traffic Study, of the Draft EIR.

LAMP-AS00002-8

Comment:

Response:

- Under Future (2035) with Project and Potential Future Related Development conditions, The
proposed Project and Potential Future Related Development is expected to result in
significant impacts at three freeway mainline segments during the evening peak hour and
includes:

- 1-405 Freeway at La Tijera Boulevard

- 1-405 Freeway at La Cienega Boulevard

- 1105 Freeway west of Crenshaw Boulevard
It is noted that the commentor agrees with the results of the impacts analysis without mitigation
for the Future (2035) with Project and Potential Future Related Development scenario relative to

freeway segment impacts presented in Section 4.12.2, Off-Airport Transportation, and Appendix
O, Off-Airport Traffic Study, of the Draft EIR.

LAMP-AS00002-9

Comment:

Response:

We acknowledge the traffic analysis identifies various segments along [-105 and [-405 that
operate deficiently under conditions. The proposed Project will fund a fair-share contribution to
the improvements show below to address the significant freeway impacts:

- 1-405 Freeway Mobility Improvements

- |-405 Freeway Intelligent Transportation System (ITS) Improvements (including Active
Traffic Management Strategies - ATMS)

- 1-105 Freeway Intelligent Transportation System (ITS) Improvements (including Active
Traffic Management Strategies - ATMS)

The intent of (ITS) implementation is to alleviate the significant impacts of the Project along
various key travel corridors within the City of Inglewood. It was recommended that the Project
pays for the provision of new equipment need to carry out this mitigation. Furthermore, signal
system corridor improvement will also be implemented. This consist of placing Closed Circuit TV
(CCTV) cameras at key intersections. These will help LADOT to monitor traffic conditions in real-
time to quickly address incidents that cause delay.

Provision of fair-share contribution to these cumulative impacts are considered as mitigation, per
Caltrans' guidelines. Residual and unavoidable significant impacts at the above three freeway
segments remain.

It is noted that the commentor agrees with the results of the traffic operational analysis of various
Caltrans’ highway system elements presented in Section 4.12.2, Off-Airport Transportation, and

LAX Landside Access Modernization Program
Final EIR



LOS ANGELES INTERNATIONAL AIRPORT FEBRUARY 2017

Appendix O, Off-Airport Traffic Study, of the Draft EIR, as well as the proposed Project's
mitigation measures and fair share contribution towards these various mitigation measures
discussed in Section 4.12.2.9 of the Draft EIR. It should be noted that, as shown in Tables 4.12.2-
39 and 4.12.2-41 and discussed on pages 4.12-186 and 4.12-189 of the Draft EIR, with
implementation of mitigation proposed in Section 4.12.2.9 of the Draft EIR, impacts at two (not
three) freeway segments would remain significant and unavoidable (I-405 at La Tijera Boulevard
and |-405 at La Cienega Boulevard); with mitigation, the impact at [-105 West of Crenshaw
Boulevard would be reduced to a level less than significant. However, as discussed on page
4.12-189 of the Draft EIR, because implementation of mitigation to the State highway system is
within the responsibility and jurisdiction of a public agency other than LAWA (i.e., Caltrans),
LAWA cannot require it to be implemented. Significant (cumulatively considerable) impacts to
freeway segments may not be reduced to less than significant if Caltrans does not adopt effective
mitigation measures or if mitigation is infeasible. In that case, the proposed Project’s
cumulatively considerable impacts on these freeway segments would remain significant and
unavoidable.

LAMP-AS00002-10

Comment:

Response:

- An analysis was conducted to quantify potential impacts of the Project on the ramp junctions
and arterial intersections within Caltrans jurisdiction, it was determined that there would be no
significant impact at any of the ramp junctions and arterial intersections under Existing, Future
(2024) and Future (2035) with Project conditions.

It is noted that the commentor agrees with the results of the impact analysis at all ramp junctions
for the Project under Existing (2015), Future (2024) with Phase 1 Project, and Future (2035) with
Project Scenarios presented in Section 4.12.2, Off-Airport Transportation, and Appendix O, Off-
Airport Traffic Study, of the Draft EIR.

LAMP-AS00002-11

Comment:

Response:

All mitigation discussed were developed and accepted in agreement with Caltrans staff. Caltrans
also acknowledges the project applicant has agreed to pay its fair-share of any feasible
improvements that may be implemented at the significantly impacted segments.

It is noted that the commentor agrees with and accepts the proposed mitigation measures for the
Project presented in the Section 4.12.2.9 of the Draft EIR. Please note that formal “agreement” to
pay fair share of mitigation costs would occur after LAWA adopts CEQA findings and approves
the proposed Project.

LAMP-AS00002-12

Comment:

Response:

LAWA states it wants to encourage alternative travel modes and Caltrans supports this effort to
provide alternative travel modes access such as bicycle lanes and pedestrian paths. LAWA is
encouraged to provide more details on specific bicycle and pedestrian improvement, i.e.
sidewalks, bike lanes, bike parking, way-finding, as these improvements provided important
alternative travel modes access to the LAMP improvements.

The LAX Landside Access Modernization Program proposes to modify the Bike Plan as included
in the existing Mobility Plan 2035 (see Figure 2-55 of the Draft EIR). In addition, the proposed
ITFs would be designed to incorporate bicycle and pedestrian facilities, including bicycle parking
and changing/shower facilities (see page 2-147 of the Draft EIR). Pedestrian access adjacent to
the ITFs is discussed on pages 2-89, 2-90 and 2-109 of the Draft EIR. Sidewalk specifications for
proposed roadway improvements are shown in Table 2-8 of the Draft EIR. See also Responses

LAX Landside Access Modernization Program

Final EIR

[2-7]



LOS ANGELES INTERNATIONAL AIRPORT FEBRUARY 2017

to Comments LAMP-PC00021-14, LAMP-PC00026-4, LAMP-PC00031-6, and LAMP-PC00030-
12. More details on these features would be provided during the design process after project
approvals are obtained.

LAMP-AS00002-13

Comment: Several of the proposed improvement and mitigation will occur on the State Highway System ( I-
105, 1-405 and Sepulveda Blvd). For those improvements, Caltrans project development
procedures will need to be followed and completed for implementation.

Response: LAWA will continue to coordinate with Caltrans on components of the LAX Landside Access
Modernization Program. All Caltrans development procedures would be followed during
implementation.

LAMP-AS00002-14

Comment: In the spirit of mutual cooperation, Caltrans staff is available to work with your planners and traffic
engineers for this project, if needed. If you have any questions regarding these comments, please
contact project coordinator Ms. Miya Edmonson, at (213) 897-6536 and refer to GTS# LA-2016-
00219ME.

Response: The availability of Caltrans’ staff for continued coordination with LAWA planners and engineers on
the components of the LAX Landside Access Modernization Program is appreciated.

LAMP-AR00001 Wong, Jillian South Coast Air Quality 10/28/2016
Management District

LAMP-AR00001-1

Comment: Review of the Draft Environmental Impact Report (DEIR) for the LAX Landside Access
Modernization Project (LAMP)

The South Coast Air Quality Management District (SCAQMD) appreciates the opportunity to
comment on the above-mentioned document. The following comments are intended to provide
guidance to the Lead Agency and should be incorporated into the Final EIR.

Based on a review of the DEIR’s air quality analyses for the proposed LAX Landside Access
Modernization Project (LAMP), the SCAQMD staff has the following comments:

Response: Please see Responses to Comments LAMP-ARO00001-2 through LAMP-ARO00001-7 below.
LAWA has incorporated SCAQMD's comments into the Final EIR.

LAMP-AR00001-2
Comment: Overlapping Project Phase 1 Regional Operation and Phase 2 Construction Emissions

Based on the proposed phasing schedule, Phase 1 operation emissions will be generated starting
between years 2023-2024. These emissions will overlap with emissions generated during the
Project’s Phase 2 construction planned to start in 2025 and end in 2035." Therefore, SCAQMD
staff recommends combining these overlapping emissions and comparing them with the
SCAQMD’s operational thresholds of significance in the Final EIR.

LAX Landside Access Modernization Program
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Response:

' For analysis purposes, the air quality and other related studies analyzed impacts

through Year 2030.

In response to the SCAQMD's comment requesting that the overlapping operational and
construction emissions be estimated and compared to the appropriate thresholds, the tables
presented below provide such information based on the following considerations:

By 2024, when the LAX Landside Access Modernization Program Project becomes
operational, the air quality analysis assumed that the Phase 2 roadways would be
constructed by the end of 2027); therefore, the overlapping operational and construction
emissions should be compared to CEQA construction emission thresholds since this overlap
is temporary in duration.

The LAX Landside Access Modernization Program Project construction emissions would end
in 2027, per the schedule included in the Draft EIR, Appendix F, Attachment F.1 —
Construction-Criteria Pollutant and Greenhouse Gas Emissions: Master Construction
Schedule (beginning on page 55 of the Appendix F PDF file). The LAX Landside Access
Modernization Program Project elements include Project #s 5 through 507 in this Master
Construction Schedule table.”

The peak daily LAX Landside Access Modernization Program Project incremental operational
emissions are summarized for 2024 and 2035, and are less than or equal to zero for all
criteria air pollutants (Draft EIR, Tables 4.2.1-10 and 4.2.1-11, pages 4.2-37 and 4.2-38,
respectively).

The peak daily emissions between 2024 and 2027 for both construction and operational
activities are included in Tables 1 and 2 below for unmitigated and mitigated scenarios,
respectively. These comparisons for the LAX Landside Access Modernization Program
Project indicate that the combined emissions would be less than significant during the period
of overlapping construction and operations.

In response to SCAQMD'’s request, the construction and operational emissions that overlap
in time were reviewed. The SCAQMD CEQA operational emission thresholds only differ from
the SCAQMD CEQA construction thresholds for NOx and VOC. The operational thresholds
for NOx and VOC are 55 Ibs/day, each. Comparing the combined peak daily NOx and VOC
emissions for the overlapping period from the tables below to the operational thresholds (55
Ibs/day, each) indicates that NOx and VOC emission impacts would still be less than
significant for the LAX Landside Access Modernization Program Project.

' The emissions associated with potential future related development, Project #'s
509 through 548 in the Master Construction Schedule, are not included in this
comparison since the timing of construction of these elements is speculative at
this time; construction emissions would be addressed with more detail and
precision in future project-level CEQA documents.

LAX Landside Access Modernization Program
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TABLE 1

UNMITIGATED LAMP PROJECT CONSTRUCTION AND OPERATIONAL EMISSIONS 2024-2027

LAMP Unmitigated Project Peak Day Emissions, Ibs/day Construction
Pollutant 2024 2025 2026 2027 Peak Day CEQA Thresholds Significant?
CO Construction® 60 22 2 21
CO Operation® -233 -233 -233 -233
CO Total -173 -211 -231 -212 -173 550 NO
VOC
Construction® 14 2 4 23
VOC Operation® -1 -1 -1 -1
VOC Total 13 1 3 22 22 75 NO
NOx Construction® 51 26 3 22
NOx Operation® 0 0 0 0
NOXx Total 51 26 3 22 51 100 NO
S02 Construction® <1 <1 <1 <1
S02 Operation® 0 0 0 0
S0O2 Total <1 <1 <1 <1 <1 150 NO
PM10
Construction® 26 25 1 19
PM10 Operation® -33 -33 -33 -33
PM10 Total -7 -8 -32 -14 -7 150 NO
PM2.5
Construction® 6 7 <1 5
PM2.5 Operation® -9 -9 -9 9
PM2.5 Total -3 2 -9 -4 -2 55 NO
Notes:

a. Construction emissions for LAX Landside Access Modernization Program Project Phase 2 roadways were derived from the
Construction Emissions Inventory files developed for the LAX Landside Access Modernization Program Draft EIR (CDM Smith 2016).
b. The maximum operational emissions from 2024 or 2035 LAX Landside Access Modernization Program Project operational emission
increments (Draft EIR, Tables 4.2.1-10 and 4.2.1-11 (pages 4.2-37 and 4.2-38, respectively) were included in this table.

LAX Landside Access Modernization Program
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TABLE 2

MITIGATED LAMP PROJECT CONSTRUCTION AND OPERATIONAL EMISSIONS 2024-2027

LAMP Mitigated Project Peak Day Emissions, Ibs/day Construction
CEQA
Pollutant 2024 2025 2026 2027 Peak Day Thresholds Significant?
CO Construction® 53 18 2 17
CO Operation® -233 -233 -233 -233
CO Total -180 -215 -231 -216 -180 550 NO
VOC Construction® 13 2 4 22
VOC Operation® -1 -1 -1 -1
VOC Total 12 1 3 21 21 75 NO
NOx Construction® 40 22 3 19
NOx Operation® 0 0 0 0
NOx Total 40 22 3 19 40 100 NO
S02 Construction® <1 <1 <1 <1
S02 Operation® 0 0 0 0
SO2 Total <1 <1 <1 <1 <1 150 NO
PM10
Construction® 20 18 1 14
PM10 Operation® -33 -33 -33 -33
PM10 Total -13 -15 -32 -19 -14 150 NO
PM2.5
Construction® 4 4 <1 3
PM2.5 Operation® 9 -9 -9 -9
PM2.5 Total -5 -5 -9 -6 -5 55 NO
Notes:

a. Construction emissions for LAX Landside Access Modernization Program Project Phase 2 were derived from the Construction
Emissions Inventory files developed for the LAX Landside Access Modernization Program Draft EIR (CDM Smith 2016).
b. The maximum operational emissions from 2024 or 2035 LAX Landside Access Modernization Program Project operational

emission increments (Draft EIR, Tables 4.2.1-10 and 4.2.1-11 (pages 4.2-37 and 4.2-38, respectively) were included in this table.

LAMP- AR00001-3
Comment: SCAQMD as a Responsible Agency

Since SCAQMD permits will be required, the Final EIR should identify the SCAQMD as a
responsible agency.

Response: The South Coast Air Quality Management District (SCAQMD) has been identified as a
responsible agency in the Preface of the Final EIR.

LAX Landside Access Modernization Program
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LAMP- AR00001-4

Comment:

Response:

Based on the project description, gasoline fueling equipment is planned for use in the proposed
Consolidated Rental Car Facility (CONRAC). The applicable air quality analyses and health risk
assessment in the Final EIR should be revised to include fueling equipment emissions generated
during operations in order to account for those project emissions and health impacts. For permit
questions, please contact SCAQMD Engineering staff at (909) 396-2551.

The analyses for the Final EIR have been updated to include emissions associated with the
gasoline fueling equipment in the CONRAC. Please see Chapter 3, Corrections and Additions to
the Draft EIR.

LAMP- AR00001-5

Comment:

Response:

In addition, concrete batch plant and rock crushing equipment will be used during construction of
the proposed LAMP. If permit modifications are required, the Lead Agency should be aware that
the SCAQMD permits will include emission limits consistent what was analyzed in the Final EIR.
Permit questions can be directed to SCAQMD Engineering staff at (909) 396-2504.

The emissions from concrete batching were calculated and included in the peak daily
construction emission inventories included in the Draft EIR, Section 4.2.1, Air Quality, Table
4.2.1-7 (page 4.2-34), Table 4.2.1-8 (page 4.2-35), Table 4.2.1-26 (page 4.2-59), and Table
4.2.1-27 (page 4.2-60). The peak batching emissions were based on a peak concrete production
of approximately 61,300 cubic yards per month’ from up to three (3) batch plants. The current
LAX Title V permit issued on April 29, 2015, indicates that the maximum allowable concrete
production rate totaled across all batch plants is 78,830 cubic yards per month.? Based on this
analysis, modification to the existing batch plant permit would not be necessary for the LAX
Landside Access Modernization Program Project construction.

' The monthly throughput is not explicitly included in the Draft EIR, although total
concrete deliveries by project element were included in Appendix F.1 of the Draft
EIR, page 63 of the Appendix F PDF file. That summary of concrete demand
was based on project component delivery data contained in the LAX Landside
Access Modernization Program Air Quality Modeling & Assumptions document
prepared March 9, 2016 (CONNICO Incorporated, Los Angeles International
Airport Landside Access Modernization Program (LAMP) — Air Quality Modeling
Data & Assumptions, March 9, 2016). Peak month concrete batching volumes
were calculated by applying a ratio (number of construction days in each month
versus total number construction days of a given project component) to the total
cubic yards of concrete required for each project component. The start and end
dates of construction for each project component are available in the Master
Schedule provided in Appendix F of the Draft EIR (pages 55 through 61), and
total cubic yards of concrete for each project component were calculated from
the number of required concrete deliveries with a concrete delivery truck volume
of 10 cubic yards. The calculation of concrete demand is now included in the
Final EIR, Appendix F.1, Batch Plant Permit Analysis.

Los Angeles World Airports, Construction and Operation Compliance Manual to
LAWA Operators for SCAQMD Air Quality Permit for Concrete/Asphalt Crushing
Operations and Concrete Batch Plants and Baghouses, May 12, 2015.
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LAMP- AR00001-6

Comment:

Response:

Recommended Change to Construction Mitigation Measure MM-1e:

Because the Lead Agency has determined that Project construction emissions will exceed the
SCAQMD recommended daily construction threshold for Oxides of N|trogen (NOx), the SCAQMD
staff recommends the following change to Mitigation Measure Number 1e:?

“All diesel-fueled equipment used for construction will be outfitted with the best available emission
control devices, where technologically feasible, primarily to reduce emissions of diesel particulate
matter (PM), including fine PM (PM2.5), and secondarily, to reduce emissions of NOx. This
requirement shall apply to diesel-fueled off-road equipment (such as construction machinery),
diesel-fueled on-road vehicles (such as trucks), and stationary diesel-fueled engines (such as
electric generators). (It is unlikely that this measure will apply to equipment with Tier 4 engines.)
The emission control devices utilized in construction equipment shall be verified or certified by
California Air Resources Board or US Environmental Protection Agency for use in on-road or off-
road vehicles or engines. For multi-year construction projects, a reassessment of equipment
availability, equipment fleet mlxtures and best available em|SS|ons control devices shaII be
conducted annually. . , ,

> DEIR, Page 4.2-54, Table 4.2.1-23 Construction-Related Air Quality Control
Measures.

The SCAQMD proposed revisions to the Construction-Related Air Quality Mitigation Measure 1e.
LAWA generally agrees with the proposed revisions, with some modification. LAWA’s existing
construction policy includes third-party mitigation monitoring compliance by an on-site monitor
who reviews all equipment utilized on LAX construction projects. Because of this existing third-
party monitoring, the modification of the revised measure limits annual reviews to equipment
brought on site in that year. In response, Table 4.2.1-23 in Section 4.2.1.7 of the Draft EIR has
been revised as shown below. Please also see Chapter 3, Corrections and Additions to the Draft
EIR.

1.e All diesel-fueled equipment used for construction will be outfitted with the best available
emission control devices, where technologically feasible, primarily to reduce emissions of
diesel particulate matter (PM), including fine PM (PM2.5), and secondarily, to reduce
emissions of NOx. This requirement shall apply to diesel-fueled off-road equipment (such
as construction machinery), diesel-fueled on-road vehicles (such as trucks), and
stationary diesel-fueled engines (such as electric generators). (It is unlikely that this
measure will apply to equipment with Tier 4 engines, as these engines typically already
incorporate the best available emission control devices.) The emission control devices
utilized in construction equipment shall be verified or certified by California Air Resources
Board or US Environmental Protection Agency for use in on-road or off-road vehicles or
engines. For multi-year construction projects, a reassessment of equipment availability,
equipment fleet mixtures, and best available emissions control devices shall be
conducted annually for equipment new/v brouqht to the prolect site _each yearte

LAMP- AR00001-7

Comment:

Pursuant to Public Resources Code Section 21092.5, SCAQMD staff requests that the Lead
Agency provide the SCAQMD with written responses to all comments contained herein prior to
the adoption of the Final EIR. Further, staff is available to work with the Lead Agency to address
these issues and any other questions that may arise. Please contact Gordon Mize, Air Quality

LAX Landside Access Modernization Program
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Specialist CEQA Section, at (909) 396-3302, if you have any questions regarding the enclosed
comments.

Response: Written responses to all comments contained in the letter from SCAQMD will be sent to SCAQMD
at least 10 days prior to certification of the Final EIR. The availability of SCAQMD’s staff for
continued coordination with LAWA regarding the LAX Landside Access Modernization Program is
appreciated.

LAMP-AL00001 Poosti, Ali City of Los Angeles 10/24/2016

Bureau of Sanitation

LAMP-AL00001-1

Comment:

Response:

LOS ANGELES INTERNATIONAL AIRPORT (LAX) LANDSIDE ACCESS MODERNIZATION
PROJECT (LAMP) - DRAFT ENVIRONMENTAL IMPACT REPORT (EIR)

This is in response to your September 15, 2016 letter requesting a review of your proposed
landside access modernization project located at 380 World Way, Los Angeles CA 90045. The
Bureau of Sanitation, Wastewater Engineering Services Division (WESD) has reviewed the
request and found the project to be related to roadway improvements and the Automated People
Mover (APM) system only. Currently, the project description does not identify facilities that will
have a significant impact to the capacity upon the sanitary sewer network.

Based on the project description, at this time we have determined the project is unrelated to
sewer capacity availability and therefore do not have sufficient details to offer an analysis at this
time. Should the project description change, please continue to send us information so that we
may determine if a sewer assessment is required in the future.

If you have any questions, please call Eduardo Perez of my staff at (323) 342-1562.

As discussed in Chapter 2, Description of the Proposed Project, of the Draft EIR, the proposed
Project involves an airport modernization program that contains several individual components
that would collectively improve access to and from LAX. These components include an
Automated People Mover (APM) system, Intermodal Transportation Faciliies (ITFs), a
Consolidated Rental Car Facility (CONRAC), pedestrian walkway connections, and roadway
improvements. The development of these proposed Project components would introduce new
occupied uses that would contribute wastewater demand within the City.

Section 4.13, Utilities and Service Systems, of the Draft EIR contains information related to
existing wastewater conditions (see Section 4.13.3.4.2). As noted on page 4.13-29 of the Draft
EIR, the proposed Project’s potential interference with major utility facilities including wastewater
lines located within roadways that would need to be widened or may need to be shifted to match
new roadway improvements. However, as noted, most utility lines, including wastewater lines,
are located under the existing streets and would not be affected.

As part of the construction permitting, precise locations of existing and future utility features within
the roadway rights-of-way would be identified in coordination with responsible agencies, including
the City of Los Angeles Bureau of Engineering. To accommodate the construction of the APM
Guideway and support columns, water and sewer utilities that the proposed Project would
potentially affect during construction would be relocated or protected in place. As noted on page
4.13-38 of the Draft EIR, once construction is complete and infrastructure within the Project area
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has been relocated or protected, the proposed Project would not substantially interfere with
wastewater infrastructure. No impacts would occur.

Section 4.13.3.6 of the Draft EIR identifies water demand estimates for the proposed Project
based on land use generation factors development by the City of Los Angeles Department of
Public Works, Bureau of Sanitation Sewer Generation Rates. As indicated on page 4.13-35 of
the Draft EIR, it is estimated that 80 percent of the Project's anticipated water demand
(approximately 122,000 gallons per day) would be conveyed into the local sewer system.

As discussed in Section 4.13.3.4.2, of the Draft EIR, the Hyperion Treatment Plant (HTP)
provides treatment capacity for all wastewater flows generated within the Project area. The HTP
currently processes average wastewater flows of approximately 275 million gallons per day
(mgd), but has a capacity to process dry weather flows of approximately 450 mgd. The proposed
Project’s estimated wastewater demand would represent less than 1 percent of HTP’s available
flow capacity.

The proposed Project would not require new wastewater facilities and infrastructure, or capacity-
enhancing alterations to existing facilities (refer to page 4.13-38 of the Draft EIR). The proposed
Project would only require new connections at the point of contact to existing mains, trunk lines,
and service lines currently providing wastewater service throughout the Project area. As such,
the proposed Project impacts on wastewater facilities would be less than significant.

LAMP-AL00001-2

Comment:

Response:

STORMWATER REQUIREMENTS

LA Sanitation, Watershed Protection Division (WPD) is charged with the task of ensuring the
implementation of the Municipal Stormwater Permit requirements within the City of Los Angeles.
We anticipate the following requirements would apply for this project.

POST-CONSTRUCTION MITIGATION REQUIREMENTS

The project requires implementation of stormwater mitigation measures. These requirements are
based on the Standard Urban Stormwater Mitigation Plan (SUSMP) and the recently adopted
Low Impact Development (LID) requirements. The projects that are subject to SUSMP/LID are
required to incorporate measures to mitigate the impact of stormwater runoff. The requirements
are outlined in the guidance manual titled "Development Best Management Practices Handbook -
Part B: Planning Activities". Current regulations prioritize infiltration, capture/use, and then
biofiltration as the preferred stormwater control measures. The relevant documents can be found
at: www.lastormwater.org. It is advised that input regarding SUSMP requirements be received in
the early phases of the project from WPD's plan-checking staff.

As presented in Section 4.7.7 of the Draft EIR, beginning on page 4.7-42, the proposed Project
includes three mitigation measures related to stormwater management: specifically, MM-HWA
(LAMP)-1. Stormwater Management Facilities (Project-Specific); MM-HWA (LAMP)-2.
Stormwater Management Facilities (Project-Specific); and, MM-HWA (LAMP)-3. Stormwater
Management Facilities (Programmatic). Additionally, as discussed in Section 4.7.5.1.2 of the
Draft EIR, the update to the existing Conceptual Drainage Plan for LAX that occurs with the
completion of the comprehensive Stormwater Management Plan for LAX would integrate the
applicable BMP requirements related to the SUSMP and the City’'s LID Ordinance. The
stormwater LID Ordinance requires 100 percent of rain water from a 0.75-inch rainstorm to be
completely captured, infiltrated, and/or used on-site for development and redevelopment projects
using capture methods and BMPs. The SUSMP BMP design criteria require a retention volume to
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the 0.75 inch, 24-hour rain event or the 85th percentile, 24-hour rain event.  The overall BMP
program for the proposed Project would be sized to meet the LID specifications relative to
addressing runoff volumes for the 85th percentile storm event.  Table 4.7-8 on page 4.7-37 of
the Draft EIR presents the runoff volumes associated with the 85th percentile storm event that
would be addressed in the BMP program for each Project component, and Mitigation Measure
MM-HWA (LAMP)-1 on pages 4.7-42 and 4.7-43 describes the general types of BMPs available
to meet the stormwater management requirements of each Project component. The specifics of
the stormwater management BMPs to be implemented for each Project component would be
defined in conjunction with SUSMP/LID plan review through the City of Los Angeles, Bureau of
Sanitation, Watershed Protection Division.

LAMP-AL00001-3

Comment:

Response:

GREEN STREETS

The City is developing a Green Street Initiative that will require projects to implement Green
Street elements in the parkway areas between the roadway and sidewalk of the public right-of-
away to capture and retain stormwater and urban runoff to mitigate the impact of stormwater
runoff and other environmental concerns. The goals of the Green Street elements are to improve
the water quality of stormwater runoff, recharge local ground water basins, improve air quality,
reduce the heat island effect of street pavement, enhance pedestrian use of sidewalks, and
encourage alternate means of transportation. The Green Street elements may include infiltration
systems, biofiltration swales, and permeable pavements where stormwater can be easily directed
from the streets into the parkways and can be implemented in conjunction with the SUSMP/LID
requirements.

Implementation of the proposed Project will comply with all applicable requirements of the City,
including applicable provisions of the Green Street Initiative once approved/adopted by the City.
Additionally, it should be noted that Mitigation Measure MM-HWA (LAMP)-1, Stormwater
Management Facilities (Project-Specific), presented on pages 4.7-42 and 4.7-43 of the Draft EIR
indicates that approximately 2.5 acres of swales will be provided for Project roadways, which is
consistent with the goals of the Green Street Initiative, as described in the comment. As part of
the LAX Landside Access Modernization Program, LAWA is adopting Design Guidelines (see
Appendix B of the Draft EIR), which are also consistent with the Green Street Initiative.

LAMP-AL00001-4

Comment:

CONSTRUCTION REQUIREMENTS

The project is required to implement stormwater control measures during its construction phase.
All projects are subject to a set of minimum control measures to lessen the impact of stormwater
pollution. In addition for projects that involve construction during the rainy season that is between
October 1 and April 15, a Wet Weather Erosion Control Plan is required to be prepared. Also
projects that disturb more than one-acre of land are subject to the California General Construction
Stormwater Permit. As part of this requirement a Notice of Intent (NOI) needs to be filed with the
State of California and a Storm Water Pollution Prevention Plan (SWPPP) needs to be prepared.
The SWPPP must be maintained on-site during the duration of construction.

If there are questions regarding the stormwater requirements, please call Kosta Kaporis at (213)
485- 0586, or WPD's plan-checking counter at (213) 482-7066. WPD's plan-checking counter can
also be visited at 201 N. Figueroa, 3rd Fl, Station 18.
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Response:

As acknowledged in Section 4.7.5.1.2 of the Draft EIR, beginning on page 4.7-33, the Project
would be required to develop a site-specific Stormwater Pollution Prevention Plan (SWPPP) in
accordance with the National Pollutant Discharge Elimination System Program General permits
authorized under the Clean Water Act for construction activities. As required under the State
Water Resources Control Board (SWRCB) General Permit for Construction Activities, LAWA has
prepared stormwater BMP guidance instructions in the Design and Construction Handbook
applicable to airport improvement projects. This document outlines the procedures for preparing
and implementing a construction SWPPP before beginning any construction activities so that the
activities are in compliance with the general permit, and water quality impacts are minimized. In
addition to specifications for meeting SWRCB General Permit requirements for construction
projects that disturb more than one acre, including, but not limited to, the requirement to file a
Notice of Intent with the state, LAWA'’s construction stormwater guidance includes provisions for
construction projects that disturb less than one acre, with such requirements being consistent
with those of the City’'s Wet Weather Erosion Control Plan requirements.

LAWA appreciates the Watershed Protection Division (WPD) contact information provided in the
comment, and will continue to work closely with WPD in addressing stormwater matters.

LAMP-AL00001-5

Comment:

Response:

GROUNDWATER DEWATERING REUSE OPTIONS

The Los Angeles Department of Water and Power (LADWP) is charged with the task of supplying
water and power to the residents and businesses in the City of Los Angeles. One of the sources
of water includes groundwater. The majority of groundwater in the City of Los Angeles is
adjudicated, and the rights of which are owned and managed by various parties. Extraction of
groundwater within the City from any depth by law requires metering and regular reporting to the
appropriate Court-appointed Watermaster. LADWP facilitates this reporting process, and may
assess and collect associated fees for the usage of the City's water rights. The party performing
the dewatering should inform the property owners about the reporting requirement and
associated usage fees.

As indicated on page 4.7-37 in Section 4.7.5.1.3 of the Draft EIR, construction and operation of
the proposed Project would not require the use of groundwater, and thus, would not draw upon
groundwater supplies.

LAMP-AL00001-6

Comment:

On April 22, 2016 the City of Los Angeles Council passed Ordinance 184248 amending the City
of Los Angeles Building Code, requiring developers to consider beneficial reuse of groundwater
as a conservation measure and alternative to the common practice of discharging groundwater to
the storm drain (SEC. 99.04.305.4). It reads as follows: "Where groundwater is being extracted
and discharged, a system for onsite reuse of the groundwater, shall be developed and
constructed. Alternatively, the groundwater may be discharged to the sewer."

Groundwater may be beneficially used as landscape irrigation, cooling tower make-up, and
construction (dust control, concrete mixing, soil compaction, etc.). Different applications may
require various levels of treatment ranging from chemical additives to filtration systems. When
onsite reuse is not available the groundwater may be discharged to the sewer system. This
allows the water to be potentially reused as recycled water once it has been treated at a water
reclamation plant. If groundwater is discharged into the storm drain it offers no potential for reuse.
The onsite beneficial reuse of groundwater can reduce or eliminate costs associated with sewer
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Response:

and storm drain permitting and monitoring. Opting for onsite reuse or discharge to the sewer
system are the preferred methods for disposing of groundwater.

Please see Response to Comment LAMP-AL00001-5 above.

LAMP-AL00001-7

Comment:

Response:

To help offset costs of water conservation and reuse systems, LADWP offers the Technical
Assistance Program (TAP), which provides engineering and technical assistance for qualified
projects. Financial incentives are also available. Currently, LADWP provides an incentive of $1.75
for every 1,000 gallons of water saved during the first two years of a five-year conservation
project. Conservation projects that last 10 years are eligible to receive the incentive during the
first four years. Other water conservation assistance programs may be available from
Metropolitan Water District of Southern California. To learn more about available water
conservation assistance programs, please contact LADWP Rebate Programs 1-888-376-3314
and LADWP TAP 1-800-544-4498, selection "3".

For more information related to beneficial reuse of groundwater, please contact Greg Reed,
Manager of Water Rights and Groundwater Management, at (213)367-2117 or
greg.reed@ladwp.com.

LAWA appreciates the offer from LADWP for engineering and technical assistance on qualified
projects, and the information provided regarding financial incentives and other water conservation
assistance programs.

LAMP-AL00001-8

Comment:

Response:

SOLID RESOURCE REQUIREMENTS

The City has a standard requirement that applies to all proposed residential developments of four
or more units or where the addition of floor areas is 25 percent or more, and all other
development projects where the addition of floor area is 30 percent or more. Such developments
must set aside a recycling area or room for onsite recycling activities. For more details of this
requirement, please contact Daniel Hackney of the Special Project Division at (213)485-3684.

The comment notes that the City of Los Angeles has recycling requirements for development
projects. As such, development projects must set aside a recycling area or room for onsite
recycling activities.

As discussed on page 4.13-1 in Section 4.13, Utilities and Service Systems, of the Draft EIR, the
proposed Project’s potential impacts on landfill capacity and solid waste were determined to be
less than significant as part of the Initial Study for the proposed Project (refer to Appendix A of the
Draft EIR). The proposed Project would include recycling during construction and operation as
required. As noted on page 4.13-1 of the Draft EIR, the proposed Project would comply with
federal, state, and local statutes and regulations related to solid waste, as well as LAWA’s
recycling program. As discussed in Section 3.3.12 of the Draft EIR, LAWA'’s recycling program,
which has been in place since 1992, is a comprehensive, facility-wide recycling program aimed to
reduce solid waste generated and disposal at LAX. LAWA’s recycling program includes
collection of recyclable materials generated by LAWA and within airport terminals and airfield
areas, collection of materials from airlines and tenants; independent airline and tenant recycling
programs; and source reduction through purchase of recycled products and reuse of materials.
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In regards to construction and demolition activities, the proposed Project would adhere to LAWA'’s
Sustainable Airport Planning, Design and Construction Guidelines, described on pages 4.13-7
and 4.13-8 of the Draft EIR. These Guidelines provide goals and performance standards for
recycling of materials during both construction and operation of airport facilities. For example, as
noted on page 119 of the Initial Study (see Appendix A of the Draft EIR), pavement removed from
the Project site would be used as filler below any new paving, and any materials would be reused
to the extent possible to reduce the amount of construction waste taken to a City-certified
construction demolition waste processing facility.

LAMP-AL00002 Pullen-Miles, Robert City of Lawndale 10/27/2016

LAMP-AL00002-1

Comment:

Response:

On behalf of the City Council of the City of Lawndale, | would like to take this opportunity to
provide comments and express concerns on the proposed LAX Landside Access
Modernization Program (LAMP), as outlined in the Draft Environmental Impact Report (DEIR).
While the City understands that there are a number of potential benefits associated with the
project, the City remains concerned that substantial impacts to the citizens of Lawndale are
not being adequately presented in the DEIR. Similarly, those impacts are not targeted for
potential mitigation or improvements that could reduce the effects to be endured by the
community as a result of the project. We respectfully submit these comments to help ensure that
local decision makers fully comply with the California Environmental Quality Act (Public
Resources Code § 21000 et seq., "CEQA") and the CEQA Guidelines (14 Cal. Code of
Regulations §§ 15000 - 15387) with respect to the project. The following list outlines the City's
comments and concerns:

Please see Responses to Comments LAMP-AL00002-2 through LAMP-AL00002-18 below
regarding the adequacy of the analysis and mitigation in the LAX Landside Access Modernization
Program Draft EIR.

LAMP-AL00002-2

Comment:

Response:

- Aesthetics. The Aesthetics section of the program DEIR is inadequate. The Aesthetics section
of the DEIR did not identify, study, or mitigate the potential impacts on the surrounding areas of
the project. The proposed project will have significant impacts on the surrounding environment
including businesses and neighborhoods.

Section 4.1, Aesthetics, of the Draft EIR evaluates the impacts of the proposed Project on
aesthetics and visual character, obstruction of views, nighttime illumination, light and glare, and
shading. As discussed in Section 4.1.2.1, Visual Character, of the Draft EIR, “[t]he study area for
the aesthetics analysis comprises LAX property and areas surrounding LAX potentially affected
by implementation of the proposed Project.” As noted in Section 4.1.4. Thresholds of
Significance, the evaluation of aesthetic impacts considered several different thresholds that
address not only the Project site but the “neighborhood, community, or localized area”.

As discussed on pages 4.1-1 through 4.1-5 of the Draft EIR, the study of the existing visual
character of the Project site included the photo reconnaissance of the significant views of the
Project area along major roadways and other public viewpoints on and surrounding the Project
site to the north, east, south, and west where substantial visual change would occur with
implementation of the proposed Project. As shown on Figure 4.1-1, as well as in Figures 4.1-2
through 4.1-23 of the Draft EIR, 22 viewpoint locations were considered in the analysis of the
proposed Project. As identified on pages 4.1-5 through 4.1-7 of the Draft EIR, the shading
impacts were evaluated using simulated shading diagrams that illustrate the shading patterns
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associated with the proposed Project. Lastly, as identified on page 4.1-7 of the Draft EIR, the
light and glare impacts were analyzed based on the potential for the proposed Project to
introduce new lighting and glare sources that could cause light spillover or adversely affect day or
nighttime views. The evaluation of these visual character, shading, and light and glare impacts
considered the potential changes to the Project site and surrounding areas.

As indicated in Section 4.1.5 of the Draft EIR, the Project site consists of high-density
development that currently limits available views. Additionally, the Project site currently contains
many sources of shading and sources of light and glare typical of a highly-developed area. The
proposed Project would introduce a modern airport transportation system that would support the
function of a transportation-oriented environment near the Airport. As discussed on page 4.1-74
of the Draft EIR, as the Project site does not contain any notable views or valued aesthetic
resources, the development of the proposed Project components would not obstruct, interrupt, or
diminish a valued focal or panoramic view from any designated scenic highway, corridor, or
parkway. Further, the analysis concluded on pages 4.1-86 to 4.1-88 of the Draft EIR that the
proposed Project would not introduce any structures or sources of light that would result in
signific1ant impacts to shadow- and light-sensitive uses, as defined by the L.A. CEQA Thresholds
Guide.

In summary, the evaluation of aesthetic impacts in Section 4.1 of the Draft EIR is complete,
adequate, and meets the requirements of CEQA. Furthermore, the City of Lawndale is located
approximately 3 miles southeast of the proposed structural elements of the LAX Landside Access
Modernization Program (the Consolidated Rental Car Facility, Automated People Mover, and
Intermodal Transportation Facilities). At this distance, the proposed LAX Landside Access
Modernization Program would have no aesthetic impact on the City of Lawndale or its residents.

! City of Los Angeles, L.A. CEQA Thresholds Guide, Your Resource for Preparing
CEQA Analyses in Los Angeles, 2006.

LAMP-AL00002-3

Comment:

Response:

- Air Quality. The Air Quality section of the program DEIR is inadequate and incomplete. The Air
Quality sections of the Program DEIR did not address or identify traffic trips and the emissions
generated from the significant amount of traffic trips that will be generated as a result of this
proposed project. This proposed project will create a significant amount of air quality issues
locally and regionally.

Emissions from motor vehicles on the roadways and parking lots around LAX represent the
primary source of emissions analyzed for LAX Landside Access Modernization Program Project
operations, as noted in Draft EIR Section 4.2.1, Air Quality (see Section 4.2.1.3, Methodology, for
operational mobile sources on pages 4.2-10 and 4.2-11). In addition, trucks and worker vehicles
associated with LAX Landside Access Modernization Program Project construction were also
analyzed (see Section 4.2.1.3, Methodology, for construction on-road off-site equipment on pages
4.2-8 and 4.2-9). Air quality emissions, concentrations, and health risk impacts from roadway
traffic are summarized in the Draft EIR Section 4.2.1, Air Quality, and Section 4.2.2, Human
Health Risk Assessment and detailed in Appendix F as noted below.

The LAX Landside Access Modernization Program Project operational traffic roadway link
volumes and parking volumes as well as associated emissions are presented in Appendix F,
Attachment F.4 of the Draft EIR (pages 571 through 736). The regional operational roadway
traffic and parking criteria air pollutant emissions are summarized in the Draft EIR, Section 4.2.1,
Air Quality, Tables 4.2.1-9, 10, 11, 12, 13, 28, 29, 30, and 31 (pages 4.2-36, 37, 38, 39, 40, 61,
61, 62, and 63, respectively). The local roadway ftraffic criteria pollutant concentrations are
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summarized in the Draft EIR, Section 4.2.1, Air Quality, Tables 4.2.1-14, 15, 16, and 17 (page
4.2-41, 42, 44, and 45, respectively). Regional construction criteria pollutant emissions are
summarized in the Draft EIR, Section 4.2.1, Air Quality, Table 4.2.1-7 on page 4.2-34. The local
construction criteria pollutant concentrations are summarized in the Draft EIR, Section 4.2.1, Air
Quality, Table 4.2.1-8 on page 4.2-35.

Regional construction criteria pollutant emissions, local construction criteria pollutant
concentrations, operational regional criteria pollutant emissions, and local operational criteria
pollutant concentrations for the potential future related development are identified and discussed
in Section 4.2.1.6.2 of the Draft EIR, and presented in Tables 4.2.1-18 through 4.2.1-21 (pages
4.2-43 through 4.2-50).

Operational traffic-related health risks are summarized in the Draft EIR, Section 4.2.2, Human
Health Risk Assessment, Tables 4.2.2-7, 8, 9, 10, and 11 (pages 4.2-111, 127, 134, 135, and
137, respectively), and Figures 4.2.2-8, 9, 10, 11, 12, 13, 14, 15, 16, and 17 (pages 4.2-113, 115,
119, 121, 123, 125, 129, 131, 139, and 141, respectively). Construction-related health risks are
summarized in the Draft EIR, Section 4.2.2.4.1, Tables 4.2.2-2 through 4.2.2-6 (pages 4.2-92
through 4.2-108).

Therefore, the Draft EIR analyzed traffic-related emissions and impacts on air quality, including
human health risk. The Draft EIR is not inadequate with regard to these analyses as claimed by
the commentor.

LAMP-AL00002-4

Comment:

Response:

- Lack of Mitigation Measures. The Initial Study prepared for the project identified several areas of
significant environmental impacts including: Aesthesis; Greenhouse Gases; Land Use Planning;
Transportation/Traffic; Hazards & Hazardous Materials; Air Quality; and Noise sections. However,
despite this acknowledgement of significant environmental impacts, the Program DEIR lacked,
deferred, and obfuscated proposing adequate mitigation measures to address the issues outlined
in the Initial Study.

The Initial Study prepared for the LAX Landside Access Modernization Program did not identify a
significant impact for the resource areas listed by the commentor, but rather a potential for
significant impact, to be studied further in the EIR. Analyses of these resource areas were
discussed in the Draft EIR in the following locations:

« Aesthetics, Section 4.1 (significant impacts identified, mitigation measures proposed)

« Greenhouse Gases, Section 4.5 (significant impacts identified, mitigation measures
proposed)

« Land Use Planning, Section 4.8 (no significant impacts identified)

o Transportation/Traffic, Section 4.12 (significant impacts identified, mitigation measures
proposed)

o Hazards and Hazardous Materials, Section 4.6 (significant impacts identified, mitigation
measures proposed)

« Air Quality, Section 4.2 (significant impacts identified, mitigation measures proposed)
« Noise, Section 4.9 (significant impacts identified, mitigation measures proposed))

The LAX Landside Access Modernization Program Draft EIR proposed mitigation for all
significant impacts. While it is not possible to mitigate some impacts to a less than significant
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level, the Draft EIR proposes all feasible measures to lessen the impact to the extent feasible.
Additionally, LAWA identified Standard Control Measures that would be applied to the proposed
Project even though a particular Project impact might be less than significant (see Section
4.13.2.10 on page 4.13-21 in Section 4.13.2, Energy/Appendix F, of the Draft EIR). Standard
Control Measures are measures that implement existing regulations and/or LAWA plans and
policies that would reduce or avoid potential environmental impacts. This comment does not
identify any specific mitigation measures claimed to be inadequate, or suggest any specific
additional mitigation measures that the Draft EIR failed to consider.

LAMP-AL00002-5

Comment:

Response:

The ftraffic study includes "Fair Share" mitigation solutions to impacts created on the area
freeways; however, funding for construction of these projects is not identified.

During preparation of the traffic study for the LAX Landside Access Modernization Program Draft
EIR, LAWA worked closely with Caltrans to develop and reach agreement on the study’'s
methodology, analysis, impacts and mitigation measures on the state highway system, including
the freeways within the Project study area. Caltrans’ Guide For The Preparation of Impact
Studies’ includes information on methods for determining a project’s equitable share
responsibility of agreed upon mitigation measures.

Caltrans’ November 15, 2016 comment letter regarding the LAX Landside Access Modernization
Program Draft EIR (LAMP-AS00002) included the following information related to this subject:

o “Caltrans staff met with LAWA, the City of Los Angeles, and Metro on numerous occasions to
identify and discuss the study area. Early coordination meetings provided several
opportunities to collectively identify the potential impacts this project may have on the State
Highway System and develop mitigation measures to minimize those effects.” (see Comment
LAMP-AS00002-3)

« “We acknowledge the traffic analysis identifies various segments along I-105 and 1-405 that
operate deficiently under conditions. The proposed Project will fund a fair-share contribution
to the improvements ... to address the significant freeway impacts.” (see Comment LAMP-
AS00002-9)

« “Provision of fair-share contribution to these cumulative impacts are considered as mitigation,
per Caltrans’ guidelines.” (see Comment LAMP-AS00002-9)

« “All mitigation discussed were developed and accepted in agreement with Caltrans staff.
Caltrans also acknowledges the project applicant has agreed to pay its fair-share of any
feasible improvements that may be implemented at the significantly impacted segments.”
(see Comment LAMP-AS00002-11)

' State of California, Department of Transportation, Caltrans, Guide for the

Preparation of Traffic Impact Studies, Appendix B, December 2002, Available:

http://www.dot.ca.gov/hqg/tpp/offices/ocpl/igr_ceqa_files/tisguide.pdf.

LAMP-AL00002-6

Comment:

- Land Use Planning. The Program DEIR mentions amendments to the City of Los Angeles Land
Use Element, Transportation Element, LAX Plan, the LAX Specific Plan, yet does not provide any
analysis or propose any mitigation measures. The Program DEIR does not mention or address
the environmental impacts associated with changes to community plans or zoning designations.
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Response:

The information provided in the Program DEIR is incomplete, deficient, and lacks clarity with
regards to the potential environmental impacts.

The various plan modifications proposed as part of the LAX Landside Access Modernization
Program are described in Section 2.8 of Chapter 2, Description of the Proposed Project, of the
Draft EIR. The changes proposed to the LAX Plan and LAX Specific Plan are further described
Chapter 7, Evaluation of Amendments to the LAX Plan and the LAX Specific Plan, of the Draft
EIR, and are set forth in full in Draft EIR Appendix C and Appendix D (as revised in Chapter 3,
Corrections and Additions to the Draft EIR). As stated in Chapter 7, Evaluation of Amendments
to the LAX Plan and LAX Specific Plan, of the Draft EIR, the proposed Project would include
amendments to the LAX Plan (which is part of the City of Los Angeles General Plan Land Use
Element) to include descriptions of the proposed transportation facilities. In addition, the Belford
Special Study Area would be updated to reflect the proposed use of this area under the Project,
Airport Landside. Amendments would include changes to the text of the LAX Plan as well as
updates to the associated figures. Text changes to the LAX Plan include updating the Vision for
LAX; updating the goals and objectives to reflect the proposed Project; adding a description of a
new Airport Landside Support Area; updating policies to reflect the proposed Project and other
programs; and removing text regarding projects that are no longer relevant. Plan Areas would be
updated to include: additional areas that are currently located in the Westchester-Playa del Rey
Community Plan; areas in which the proposed facilities would be located; and to change the
designation of the Belford Special Study Area to Airport Landside. In addition, LAX Plan maps
and diagrams would be updated to reflect the proposed plan area changes.

Section 2.8.1.3 in Chapter 2 of the Draft EIR discusses the amendments to the Mobility Plan 2035
(Transportation Element of the General Plan). Amendments to the Mobility Plan 2035 are map
changes to reflect the proposed classification of streets that would be modified by the proposed
Project and changes to the Bike Plan that would be modified by the proposed Project.

The proposed Project would also include amendments to the LAX Specific Plan to update the text
of the plan to reflect the proposed transportation components. Amendments would include:
changes in the text of the LAX Specific Plan to facilitate implementation of the programs and
policies in the plan; the addition of an Airport Landside Support Subarea; reorganization of text for
consistency and clarity; removal of the parking regulations which are specific to the LAX Master
Plan; clarification of which parcels within the LAX Specific Plan are subject to the trip generation
provisions of the LAX Specific Plan; changes to the LAX Specific Plan compliance review;
replacement of mitigation and reporting requirements for traffic generation and aviation activity
related to the LAX Master Plan with reporting requirements that would be standard practice for all
projects; removal of certain additional study requirements that would be fulfilled as part of the
Landside Access Modernization Program Project; and the addition of LAX Design Guidelines, as
well as updates to the associated figures. The LAX Specific Plan would also be amended to
allow the Executive Director to authorize the sale, dispensing, and consumption of alcohol
beverages within sterile areas of the Airport or related off-site sterile areas without having to
obtain a Conditional Use Permit from the Department of City Planning.

Contrary to the commentor’s assertion, Section 4.8.5.1.1 of the Draft EIR contains an analysis of
the land use impacts associated with the proposed Land Use Plan amendments, Section
4.8.5.1.2 of the Draft EIR contains an analysis of Land Use Plan Consistency, the remainder of
Chapter 4 contains an analysis of the impacts of the Project including land use changes
associated with plan amendments that would occur as part of the Project, and Section 7.3 of the
Draft EIR contains an environmental analysis of the changes to the plans that were not discussed
in Chapter 4. As stated in Section 7.3, the proposed amendments to the LAX Plan and LAX
Specific plan would not result in any additional impacts beyond those described in Chapter 4.
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Mitigation measures are proposed, as appropriate, for significant impacts associated with the
proposed Project, including the plan amendments.

LAMP-AL00002-7

Comment:

Response:

The DEIR appears to understate impacts to residential uses, as well as homeless populations.
The DEIR appears to underestimate homeless populations that will be impacted by the project.
Other than underestimating the number of people directly impacted, the DEIR is silent on this
enormous social impact on the area. The DEIR concludes that there is not a "substantial number
of people" being displaced and that the impacts will be "less than significant". Lawndale
disagrees with these conclusions. There are a "substantial" number of people who are being
impacted by this project and this should require that LAWA participate financially in the
construction of transitional and replacement housing.

Section 4.10.5.1.2 in Section 4.10, Population and Housing, addresses the housing that would be
displaced as a result of the proposed Project. Section 4.10.5.1.3 in Section 4.10, Population and
Housing, addresses the population in the housing to be relocated as part of the proposed Project.
As discussed on page 4.10-19 of the Draft EIR, the housing and associated population being
displaced by the proposed Project are located in areas that have been part of the Los Angeles
World Airports Relocation Plan: Manchester Square and the Belford Area,’ also known as the
Aircraft Noise Mitigation Plan (ANMP) for the Belford and Manchester Square areas, since 2000.
As of June 2016, all but 38 residential parcels between the Belford and Manchester Square areas
have been acquired through this voluntary acquisition program. The following address the issues
raised by the commentor related to the homeless population that would be impacted by the
proposed Project.

Homeless Population Estimates

Section 4.10, Population and Housing, of the Draft EIR includes a description of the Population
and Housing Study Area evaluated (see Section 4.10.2.1). As shown on Figure 4.10-1 of the
Draft EIR, the Population and Housing Study Area includes the Project site and several
surrounding communities. As identified on page 4.10-13 of the Draft EIR, the City of Lawndale
falls within the Southern California Association of Government (SCAG) South Bay Cities
Association Subregion, which encompasses a portion of the Population and Housing Study Area.

Section 4.10.2 of the Draft EIR provides a description of the methodology used to assess existing
conditions. As noted therein, the primary source for homeless data used for the analysis in the
Draft EIR is from the Los Angeles Homeless Services Authority (LAHSA), which presents
homeless counts according to U.S. Census tracts. As identified on page 4.10-19 of the Draft EIR,
six U.S. Census tracts fall within the boundaries of the Project site (2772.00, 2774.00, 6014.01,
6014.02, 6015.01, and 9800.28). The Belford and Manchester Square areas of the Project site
are the two portions of the Project site to contain a known homeless population that would be
affected by the proposed Project. The Belford and Manchester Square areas are identified by
U.S. Census tracts, 2772.00 and 2774.00, respectively. The estimate of homeless presented in
the Draft EIR was based on 2015 homeless count data as made available by the LAHSA. As
indicated on page 4.10-23 of the Draft EIR, the 2015 homeless count data for Census Tracts
2772.00 and 2774.00 indicated that there were approximately 80 people living within the Project
site in some state of homelessness. This data was reflective of the homeless population at the
time the Notice of Preparation (NOP) for this EIR was published on February 5, 2015. As
discussed on page 4-4 in Chapter 4, Environmental Impact Analysis, of the Draft EIR, in
accordance with the provisions of CEQA, 2015 is the baseline year for characterizing existing
conditions in the environmental analysis of the Draft EIR.
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For informational purposes, please note that the LAHSA has updated their information and
estimates since the preparation of the Draft EIR with LAHSA’s 2016 homeless count data. For
the portions of the Project site known to contain a homeless population (U.S. Census Tracts
2772.00 and 2774.00), LAHSA’s most recent estimate indicates that there are approximately 360
homeless people living within the Project Site.”

As demonstrated by the differential between 2015 and 2016, the homeless counts are variable.
Since 2005, LAHSA annually conducts its homeless counts to understand how to better meet the
needs of the existing homeless population by improving the quality and variety of housing and
services available.® The annual homeless counts are “Point-In-Time,” or in other words a
snapshot of the City’s homeless population on the day the counts are conducted.”

Even when considering the most recent LAHSA 2016 homeless counts for the portions of the
Project site known to contain a homeless population (U.S. Census Tracts 2772.00 and 2774.00),
the conclusions presented in the Draft EIR would not change as discussed below.

Potential Impacts and Need for Additional Mitigation

Section 4.10.5.1.3, Displace Substantial Number of Existing People, of the Draft EIR notes that
the existing homeless population would be relocated prior to the start of the Project (see page
4.10-31). As noted, this homeless population would likely be absorbed into the nearby
surrounding communities, and not require the construction of new replacement housing
elsewhere. Page 4.10-31 of the Draft EIR further notes that the County and City of Los Angeles
currently offer a variety of services and housing opportunities that would be available to homeless
population affected by the proposed Project. In addition, organizations, such as LAHSA, would
participate in the coordination of programs and funding to address homeless needs, such as
providing available housing, emergency shelters, and other programs and services. As
discussed on page 4.10-31 of the Draft EIR, LAWA would coordinate with the City of Los Angeles
to ensure the homeless population is aware of the available services and programs. This
interagency coordination would occur prior to the start of construction of the proposed Project.

The change in the number of estimated homeless between the 2015 and 2016 would not result in
any change in available services to address the homeless. Although the estimate has grown
from approximately 80 in 2015 to 360 in 2016, the available services remain to serve this larger
population, and LAWA would continue to work with the City to ensure that the homeless
displaced by the proposed Project are made aware of the available services and programs.

The homeless population that would be displaced by the proposed Project would be accounted
for through LAHSA'’s annual homeless count. Implementation of the proposed Project would not
interfere with the ability for the County and City to combat homelessness and provide appropriate
mechanisms for homeless individuals seeking available services. Councilmember Mike Bonin, in
partnership with the Los Angeles Mayor's Office, County Supervisor Mark Ridley Thomas' Office
and LAWA, have developed a City/County Task Force focused on providing outreach services
and housing opportunities to homeless individuals residing in the Manchester Square
neighborhood near LAX, and increasing law enforcement patrols to maintain a high quality of life
for the remaining residents still living in the neighborhood. The Task Force consists of various
City and County Departments responsible for providing homeless outreach services in
Manchester Square including the Los Angeles Homeless Services Authority (LAHSA), the Los
Angeles County Department of Mental Health, the Los Angeles Police Department's Homeless
Outreach Partnership Endeavor (HOPE) Team, and non-profit outreach service provider People
Assisting the Homeless (PATH). This team is augmented by the Los Angeles World Airports
Police Division, Los Angeles Police Department, and other necessary City Departments such as
the Los Angeles Bureau of Sanitation. Over the past year, the Task Force has provided a number
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of individuals with access to housing, with many more currently in the process of searching for
housing opportunities. The Task Force will continue to focus on this as the City and County work
together to increase services in the area.

Also, the comment expresses concern about the social impact of homeless population relocation.
However, under CEQA, social effects of a project are not treated as significant effects on the
environment. CEQA Guidelines Section 15131(a).

' City of Los Angeles, Los Angeles World Airports, Final LAX Los Angeles World
Airports Relocation Plan Voluntary Residential Acquisition/Relocation Program
for the Areas Manchester Square and Airport/Belford, adopted by the Board of
Airport Commissioners, June 2000.

Los Angeles Homeless Services Authority, “Homeless Count 2016 Result by
Census Tract.” Total homeless population estimate for the Belford and
Manchester Square areas is based on U.S. Census tracts 2772.00 and 2774.00.

Los Angeles Homeless Services Authority, “Data & Reports—Information on Los
Angeles County’s Homeless Population,” https://www.lahsa.org/homeless-
count/reports, accessed December 2016.

Los Angeles Homeless Services Authority, “Data & Reports—Information on Los
Angeles County’s Homeless Population,” https://www.lahsa.org/homeless-
count/reports, accessed December 2016.

LAMP-AL00002-8

Comment:

Response:

- Program EIR/Project Specific EIR. The scope and scale for the proposed project is detailed
enough to have completed a project level DEIR. The Program EIR does not identify, study, or
mitigate the potential impacts on the surrounding areas, even though those impacts are already
known to the Los Angeles World Airports (LAWA). Thus, a Project Level DEIR must be prepared
for the proposed project and the Program DEIR is inadequate and incomplete pursuant to CEQA.

As specified in Section 1.2 of the Draft EIR, the EIR was prepared in accordance with Section
15151 of the State CEQA Guidelines for the following purposes:

« To evaluate the potentially significant environmental effects associated with the
implementation of the proposed Project, as required by CEQA,;

o To indicate the manner in which those significant impacts can be avoided or significantly
lessened;

« Toidentify any significant and unavoidable adverse impacts that cannot be mitigated;

« To identify reasonable and feasible alternatives to the proposed Project that would eliminate
any significant adverse environmental impacts or reduce the impacts to less-than-significant
levels;

« To inform the general public, the local community, and responsible trustee, State, and federal
agencies of the nature of the proposed Project, its potentially significant environmental
effects, feasible mitigation measures to mitigate those effects, and reasonable and feasible
alternatives;

« To enable LAWA decision-makers to consider the environmental consequences of the
proposed Project and make findings regarding each significant effect that is identified;
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« To provide a basis for preparation of any future environmental documents; and

« To facilitate responsible agencies in issuing permits and approvals for the proposed Project.

Chapter 4 of the Draft EIR identifies and discusses the potential impacts of the proposed Project
within the Study Area. For most resource areas, the potential effects of the Project are limited to
areas close-in to the Airport. However, for traffic and air quality, the Study Area included 183
intersections located in 8 jurisdictions (see Section 4.12.2.2.1 in Chapter 4 of the Draft EIR). The
LAX Landside Access Modernization Program is defined as a “Project” on page 2-4 of the Draft
EIR and was analyzed at a project-level throughout the Draft EIR. Page 2-6 of the Draft EIR
notes the following elements only were examined at a program level:

LAWA would utilize adjacent land for construction staging, construction activities, and/or
temporary relocation areas to build the APM, CONRAC, ITFs, roadway improvements
and other Project elements. Once the APM, CONRAC, and ITFs are constructed and
operational, which is anticipated by early 2024, additional future complementary
development may occur on land owned by LAWA located adjacent to these facilities.
Such future development is envisioned to support the needs of passengers, visitors,
employees, and guests of hotels in the area. Because no specific development projects
are proposed for these areas, certain assumptions concerning this potential future related
development are identified, and impacts are assessed in this EIR at a program level.
Accordingly, such future related development would be subject to subsequent
environmental review once LAWA develops more detailed and definitive plans for these
areas.

Section 2.9, Intended Uses of this Draft EIR, located in Chapter 2, Description of the Proposed
Project, identifies which elements of the LAX Landside Access Modernization Program were
analyzed at a project level versus program level. All elements of the LAX Landside Access
Modernization Program that LAWA has sufficient planning information were assessed at a project
level except for the potential related future development, where no specific development projects
have been proposed. See also Section 2.7 of the Draft EIR for additional discussion on the
potential related future development. In addition, the labeling of an EIR as “program” versus
“project” does not determine the adequacy of an EIR; rather EIR adequacy is determined by
whether EIR impact analyses provide the appropriate level of detail for a given proposed project.
(See Citizens for Sustainable Development v. City and County of San Francisco (2014) Cal.App.
4th 1036, 1051.)

LAMP-AL00002-9

Comment:

- Piecemealing. The impacts of the entire project, not just individual segments, should be
analyzed. CEQA forbids "piecemealing" projects. Pursuant to CEQA, the whole of the entire
project must be analyzed and those environmental considerations related to project(s) broken
down into little projects. Reducing or minimizing the potential impacts to the environment through
"piecemeal" is prohibited. Potential growth impacts, such as new development projects, cannot
be deferred to be analyzed in a piecemeal fashion at a later time. Rather, "the need for regional
environmental consideration [must be made] at the earliest stage of a planned development
before it gains irreversible momentum." (Bozung v. Local Agency Formation Commission of
Ventura County (1975) 13 Cal.3d 263, 284, fn. 28.) An agency cannot treat one integrated large
project as a succession of smaller projects to avoid analyzing the environmental impacts of the
whole project. (See, CASDBA v. County of Inyo (1985) 172 Cal. App. 3d 151, 165-166 [two
separate "packages" of entitlements for one project, each analyzed in a separate Negative
Declaration, improper].)
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Response:

The DEIR's project description mentions the proposed future Metro 96th Street Connector project
which also includes the future extension of the Metro's Green Line. However, the entire DEIR is
deficient in identifying and analyzing the potential impacts of the proposed future Green Line
extension. Additionally, there are two separate EIR's currently being drafted by Metro dealing with
another segment for the proposed South Bay Green Line extension. Drafting three different EIR's
documents for the same Green Line project is in violation of the CEQA and considered
"piecemeal" in violation of CEQA and understates the cumulative environmental impacts of the
whole project.

This proposed project, as well as the 96th Street Connector transit station should be proposed in
conjunction with the Draft EIR for the South Bay Metro Green Line Extension and not as a
separate projects.

As the CEQA Lead Agency, LAWA has adequately analyzed and assessed the potential
environmental effects of the proposed LAX Landside Access Modernization Program, the Project
that LAWA proposes to implement, including impacts of potential future related development. As
discussed below, the Metro projects discussed in the comment are not part of the proposed
Project, are proposed by another agency (Metro), and have independent utility from the proposed
Project. Thus, the Draft EIR did not improperly “piecemeal” the proposed Project.

As part of the proposed Project, LAWA would provide a connection to the Metro Crenshaw/LAX
light rail line at Metro’s proposed Airport Metro Connector (AMC) 96th Street Transit Station to be
located at Aviation Boulevard and 96th Street. The Draft EIR notes on page 2-5 that Metro is
independently working on a connection to the airport along the Metro Crenshaw/LAX light rail line
at their proposed AMC 96th Street Transit Station. Metro released a Draft EIR assessing the
potential environmental effects of the proposed AMC 96th Street Transit Station in June 2016,
released a Final EIR on November 2, 2016, and certified the Final EIR on December 1, 2016.°

The proposed AMC 96th Street Transit Station is a separate and independent project from the
LAX Landside Access Modernization Program. LAWA proposes to implement the LAX Landside
Access Modernization Program regardless of whether Metro constructs the AMC 96th Street
Transit Station; furthermore, the LAX Landside Access Modernization Program is not dependent
on whether or not the AMC 96th Street Station is constructed. The Crenshaw/LAX light rail line is
also a separate and independent project undertaken by Metro, that is currently under
construction. Please note that the Draft EIR includes both the Crenshaw/LAX light rail line and
AMC 96th Street Station as cumulative projects for purposes of cumulative impact analysis; see
Section 3.4 and Table 3-1, as revised in Chapter 3, Corrections and Additions to the Draft EIR.

' Los Angeles County Metropolitan Transportation Authority (Metro), Airport Metro
Connector 96th Street Transit Station, Draft Environmental Impact Report, June
2016, Available: https://www.metro.net/projects/lax-extension/.

2 Los Angeles County Metropolitan Transportation Authority (Metro), Airport Metro
Connector 96th Street Transit Station, Final Environmental Impact Report,
November 2016, Available: https://www.metro.net/projects/lax-extension/.

®* Los Angeles County Metropolitan Transportation Authority (Metro), “First
Measure M Project; Metro Rail Connection to LAX Metro Board Certifies Final
EIR for Airport Metro Connector 96th Street Transit Station, December 1, 2016,
Available: https://www.metro.net/news/simple_pr/first-measure-m-project-metro-
rail-connection-lax-/.
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LAMP-AL00002-10

Comment:

Response:

- Program DEIR Project Description/Setting. The project description in the program DEIR is
inadequate, inaccurate, and incomplete. The project description appears to be fluid and inter-
changeable. CEQA mandates that the whole of the project be analyzed and that the entire
project's scope must be analyzed and not deferred or relied upon for another lead agency to
complete at some future date.

The commentor asserts that the project description is inadequate, inaccurate, and incomplete, yet
provides no specific references, substantial evidence or any other information in support of those
claims. Chapter 2, Description of the Proposed Project, in the Draft EIR identifies all of the
components of the proposed Project, which were analyzed in detail in Chapter 4, Environmental
Impact Analysis, of the Draft EIR.

Page 4-4 of the Draft EIR identifies that the proposed Project would be completed in two phases
consisting of the construction of all Project components, including: the Automated People Mover
(APM) and associated facilities, both Intermodal Transportation Facilities (ITFs), the Consolidated
Rental Car Facility (CONRAC), and a series of roadway improvements. The Draft EIR analyzes
these Project components at a “project level” of detail. Page 4-4 of the Draft EIR also identifies
that potential future related development of parcels that would be utilized for construction laydown
and staging areas during construction of the proposed Project, but for which LAWA has no
specific plans after that time. The Draft EIR analyzes this potential future development at a
“program level.”

Therefore, the Draft EIR’s project description is adequate, accurate, and complete.

LAMP-AL00002-11

Comment:

Response:

- Traffic Impacts. The proposed project will have tremendous traffic environmental impacts on the
regional and locally based on the scale and scope of the project. The Program DEIR is
incomplete, deficient, and inadequate and does not analyze traffic impacts to local roadways or to
CALTRANS freeways including the State Routes 405 and 105. The program DEIR failed to
address provide a traffic impact analysis or provide a measurable mitigation measures. Along
these lines, Lawndale specifically observes:

The Draft EIR is not a Program EIR. It presents project-level analyses other than for potential
future related development, and includes detailed traffic impact analyses and mitigation
measures.

Regarding operational traffic impacts, a comprehensive traffic study for the proposed LAX
Landside Access Modernization Program is provided in Section 4.12.2, Off-Airport
Transportation, and Appendix O, Off-Airport Traffic Study, of the Draft EIR. This study includes
analysis of 183 intersections in 8 jurisdictions, 26 Caltrans ramp junctions and 23 Caltrans
freeway segments along 1-405, 1-105, and SR-90.

The study scope, assumptions, parameters and analysis methodology were all coordinated with
Caltrans, the SCAG, Metro, and various affected cities and the County of Los Angeles. The
details of the traffic impact analyses can be found in Appendix O of the Draft EIR and results of
the same are summarized in Section 4.12.2. Details of the impact analyses of the proposed
Project in two phases are disclosed in Chapter 5 of Appendix O. Mitigation measures proposed
in each of these phases to alleviate the significant impacts of the proposed project and their
effectiveness are described in Chapter 6 of Appendix O.
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Please also see the comment letter submitted by Caltrans (LAMP-AS00002) which shows that
Caltrans agrees with the scope and methodology, the analysis results, and the proposed
mitigation measures included in the assessment of impacts on the State Highway System
presented in Section 4.12.2, Off-Airport Transportation, and Appendix O, Off-Airport Traffic Study,
of the Draft EIR.

Similarly, regarding construction traffic impacts, the Draft EIR presents detailed traffic impact
analyses and mitigation measures in Section 4.12.3 and Appendix P.

LAMP-AL00002-12

Comment:

Response:

The ftraffic analysis underestimates both traffic volume and the negative impacts on the
community. The analysis optimistically relies on "pricing strategies" to divert congestion and
offers programs such as the LAX TDM/TMA that have no measure of success. These programs
must have performance metrics included in order to determine the traffic reduction forecasts.

The Draft EIR did not underestimate traffic volume or underestimate negative traffic impacts.
Section 4.12.2 and Appendix O of the Draft EIR include detailed traffic analyses of operating
conditions at 183 study intersections and 23 freeway segments in both phases for both horizon
years 2024 and 2035, including growth associated with 86 Million Annual Passengers (MAP) in
2024 and 95 MAP in 2035 at LAX, as well as regional land use, socio-economic and demographic
growth projections provided in SCAG’s 2012 Regional Transportation Plan/Sustainable
Communities Strategies (RTP/SCS). The socio-economic and demographic growth projections
were refined further to include related (background) projects growth, which was incorporated as
part of the traffic study for the proposed project.

The Traffic Study’s scope, assumptions, parameters and methodology were coordinated with
Caltrans, City of Los Angeles, Metro, SCAG, County of Los Angeles, City of Inglewood, City of
Culver City, City of El Segundo and LAWA at the commencement of the Study. As described on
pages 4.12-72 to 4.12-74 and page 4.12-178 of the Draft EIR, a state-of-the-art travel demand
forecasting model, based on the SCAG Regional Transportation Plan (RTP) 2012 Transportation
Model and the City of Los Angeles’ Westside Mobility Plan model was prepared and traffic
forecasts for 2024 and 2035 conditions with and without the proposed Project were developed.
The SCAG and Westside Mobility Plan models include regional growth projections, including
housing and employment data, based on Los Angeles Department of Transportation (LADOT)
and SCAG growth projections for future horizon years (2024 and 2035). The model was refined
to include network and Traffic Analysis Zone (TAZ) enhancements to include more refined
roadway and land use systems in the Study Area. In addition, the model was updated to
incorporate traffic data from 212 probable development projects in surrounding jurisdictions (see
Table 3-2 in Chapter 3, Overview of Project Setting). Therefore, the model includes background
traffic volumes due to ambient area-wide growth for future horizon years, as well as changes in
the transportation network (i.e., roads and intersections) during the same period. Utilizing the
calibrated model, the future 2024 and 2035 conditions were forecast in a manner consistent with
the SCAG’s RTP and the City of Los Angeles Westside Mobility Plan Models.

Section 4.12.2 and Appendix O of the Draft EIR include detailed traffic analyses of operating
conditions at 183 study intersections and 23 freeway segments in both phases for both horizon
years 2024 and 2035, including growth associated with 86 Million Annual Passengers (MAP) in
2024 and 95 MAP in 2035 at LAX, as well as regional land use, socio-economic and demographic
growth projections provided in SCAG’s 2012 RTP/ Sustainable Communities Strategies (SCS).
The socio-economic and demographic growth projections were refined further to include related
(background) projects growth, which was incorporated as part of the traffic study for the proposed
Project. Traffic impacts were evaluated using significance criteria adopted by the various
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jurisdictions (see Section 4.12.2.4.1 of the Draft EIR), and where required, mitigation measures
were identified and recommended (see Section 4.12.2.9 of the Draft EIR). All these measures
were coordinated with the affected jurisdictions.

Importantly, while the project description states that operating system changes including potential
pricing strategies and other issues would be considered, the traffic analysis conducted for the
Project did not assume pricing strategies would be implemented to divert congestion from the
CTA.

The commentor’s statement on Travel Demand Management (TDM)/Transportation Management
Association (TMA) references one of the proposed mitigation measures for the proposed Project
(Mitigation Measure MM-ST (LAMP)-6. Transportation Demand Management (TDM) Program);
details relative to the TDM Program and its effects in reducing 5 percent of the employee trips
during the peak hours are provided in the Section 4.12.2.9.1 of the Draft EIR. New TDM/TMA
measures were not included in the proposed Project description and were not assumed for the
proposed Project traffic impact analysis.

LAMP-AL00002-13

Comment:

Response:

The traffic study assumptions/forecasts for 2024 need to be verified after Phase 1 has been in
operation for one year. Any inconsistencies with this DEIR Transportation Model forecast must be
rectified prior to any Phase 2 approvals.

The Traffic Study’s scope, assumptions, parameters and methodology were coordinated with
Caltrans, City of Los Angeles, Metro, SCAG, County of Los Angeles, City of Inglewood, City of
Culver City, City of El Segundo and LAWA at the commencement of the Study. As described on
pages 4.12-72 to 4.12-74 and page 4.12-178 of the Draft EIR, a state-of-the-art travel demand
forecasting model, based on the SCAG Regional Transportation Plan (RTP) 2012 Transportation
Model and the City of Los Angeles’ Westside Mobility Plan model was prepared and traffic
forecasts for 2024 and 2035 conditions with and without the proposed Project were developed.
The SCAG and Westside Mobility Plan models include regional growth projections, including
housing and employment data, based on LADOT and SCAG growth projections for future horizon
years (2024 and 2035). The model was refined to include network and Traffic Analysis Zone
(TAZ) enhancements to include more refined roadway and land use systems in the Study Area.
In addition, the model was updated to incorporate traffic data from 212 probable development
projects in surrounding jurisdictions (see Table 3-2 in Chapter 3, Overview of Project Setting).
Therefore, the model includes background traffic volumes due to ambient area-wide growth for
future horizon years, as well as changes in the transportation network (i.e., roads and
intersections) during the same period. Ultilizing the calibrated model, the future 2024 and 2035
conditions were forecast in a manner consistent with the SCAG’s RTP and the City of Los
Angeles Westside Mobility Plan Models.

These forecasts were updated using actual traffic count data and methods prescribed in the
National Cooperative Highway Research Program (NCHRP) 255 Report — Highway Traffic Data
for Urbanized Area Project Planning and Design, and were utilized in the development of traffic
forecasts at study area intersections, as described in on page 4.12.74 of the Draft EIR and
Appendix O, Off-Airport Traffic Study Appendices (PDF pages 644 and 646 in Appendix D,
Updated Model Development, Date Flow Process and Model Application, of Appendix O PDF), of
the Draft EIR.

Detailed validation checks were performed to ensure that the model provided consistent and
reliable travel forecasts and these forecasts were coordinated with all the affected jurisdictions,
and traffic analyses were performed utilizing methodologies and software acceptable to all these
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jurisdictions — CalcADB for City of Los Angeles, Intersection Capacity Utilization (ICU) for all other
cities and County, and Highway Capacity Manual 2010 for Caltrans (see Section 4.12.2.2.2 and
pages 646 and 647 in Appendix D, Updated Model Development, Date Flow Process and Model
Application, of Appendix O PDF), of the Draft EIR).

Please note that this comment does not raise a specific concern regarding the accuracy of the
Draft EIR’s traffic impact analyses. Phase 2 includes potential future related development, whose
impacts are evaluated at a programmatic level in the Draft EIR. As stated on page 2-188 of the
Draft EIR, when individual development projects are proposed for these parcels, additional CEQA
project-level review, including project-level traffic impact analyses, would be conducted, as
necessary. Furthermore, CEQA does not typically require the type of interim analysis requested
by the commentor. (See City of Irvine v. County of Orange (2015) 238 Cal.App.4th 526.) In
addition, the mitigation measures proposed will be subject to a mitigation monitoring and
reporting program. (CEQA Guidelines Section 15097.) The mitigation measures, such as MM-
ST (LAMP)-1, include ongoing monitoring efforts for traffic conditions. Intersections in the area
are also subject to monitoring pursuant to the County Congestion Management Program (CMP).
(See https://www.metro.net/projects/congestion_mgmt_pgm/.)

LAMP-AL00002-14

Comment:

Response:

A regional, all-inclusive transportation plan, including freeway improvements, intersection
improvements and mass transit additions, is needed to ensure transportation success of this
project. If one area is not addressed/implemented the entire proposed solution to decrease
congestion is jeopardized. Funding mandates from LAWA, various cities and state agencies,
including Cal Trans, must be required.

The Los Angeles Department of City Planning is responsible for preparing the Mobility Element of
the City’s General Plan, which also covers the LAX region. The plan was last amended in 2016,
adopted by the Los Angeles City Council on September 7, 2016. The purpose of this plan is to
guide the further development of a citywide transportation system which provides for the efficient
movement of people and goods. Freeway improvements are the responsibility of Caltrans; they
work with local jurisdictions to identify freeway improvement projects, funding needs, and
prioritization of projects. This information is provided to SCAG, the designated Metropolitan
Planning Organization (MPO), which is mandated by the federal government to develop a
multimodal long-range transportation plan that provides a 20-year vision and financial strategy for
investing in our transportation system, and to update that plan at least once every four years.
SCAG'’s plan, the Regional Transportation Plan/Sustainable Communities Strategy (RTP/SCS),
addresses all modes of our transportation system: active transportation, aviation and airport
ground access, corridor planning, goods movement, high-speed rail, intelligent transportation
systems, safety and security, transit, and transportation finance. The Final 2016-2040 RTP/SCS'
was adopted earlier this year on April 7, 2016.

At the commencement of the EIR’s Traffic Study, LAWA met with a Technical Advisory
Committee consisting of transportation engineering and planning representatives from Caltrans,
SCAG, LADOT, and Metro to present the assumptions, parameters and methodology associated
with the Traffic Study for the proposed Project.1 Also, please see Responses to Comment Letter
LAMP-AS00002 (comments submitted by Caltrans). LAWA coordinated with and provided details
of the elements of the proposed Project to SCAG, during the development of the 2016-2040
RTP/SCS. As such, the LAX Landside Access Modernization Program, freeway, local and other
improvements in the study area have been included in SCAG’s 2016-2040 RTP/SCS.

' Southern California Association of Governments, Final 2016-2040 Regional
Transportation Plan/Sustainable Communities Strategy: A Plan for Mobility,
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Accessibility, Sustainability and a High Quality of Life, Adopted April 7, 2016,
Available: http://scagrtpscs.net/Pages/FINAL2016RTPSCS.aspx

LAMP-AL00002-15

Comment: The DEIR does not address the years of neighborhood impacts resulting from reduced passenger
parking at the Central Terminal Area during demolition and construction, which will increase
parking and ride-sharing pick-ups.

Response: Section 2.6.1 in Chapter 2, Description of the Proposed Project, of the Draft EIR discusses the
construction phasing of the proposed Project. Table 2-15 on page 2-179 in Chapter 2 provides
an illustration of the anticipated phasing of the project. Specifically, Table 2-15 shows that
construction of the western public parking garage and curb associated with the Intermodal
Transportation Facility (ITF) West would be initiated in the first quarter of 2018 and completed by
the first quarter of 2020. The first parking lot to be impacted in the Central Terminal Area (CTA)
would be Parking Garage P2B, which is scheduled for demolition and reconstruction between the
fourth quarter of 2019 and the third quarter of 2021. LAWA would try and keep this garage open
and available for passenger parking until the western half of the ITF West parking garage is open
and available for parking. Similarly, as shown on Table 2-15, the other affected parking garages
within the CTA would remain open and available until Parking Garage P2B was re-opened; at that
time, Parking Garage P2A would be demolished and reconstructed. Once Parking Garage P2A
is re-opened, Parking Garage P5 would be demolished and reconstructed.

Thus, LAWA will strive to keep open at least the number of existing public parking spaces that
exists today; the number of available public parking spaces would increase once the western half
of the ITF West parking garage is opened in early 2020 (see Table 2-10 in Chapter 2, Description
of the Proposed Project, of the Draft EIR). In addition, it is unlikely that construction of the
proposed Project would result in increased parking in area neighborhoods or ride-share pickups.
Parking at the ITF West would most likely be more economical than the public parking garages
within the CTA as LAWA would implement differential pricing and other strategies to encourage
passengers, meet-and-greeters, and well-wishers to utilize the ITF West to access the Airport
instead of driving into the CTA (see Section 2.4.6.2.1 of the Draft EIR). Thus, the ITF West
should attract more parkers to this facility.

LAMP-AL00002-16

Comment: DEIR assumptions related to projected passenger counts and total operations in 2035 are
inconsistent with historical data. The forecast for 2035 has Million Annual Passengers (MAP) at
96 to total operations (in 000's) at 850, which is a ratio of .113. The ratio in 2015 was .127, and a
ratio of .113 is only found by looking back to 2010/2011. This indicates that the MAP is
understated by more than 12%.

Response: It appears that the commentor is referencing the results of the analysis of the ratio of million
annual passengers (MAP) per 100,000 operations developed by another commentor, the Alliance
for a Regional Solution to Airport Congestion (ARSAC). See Response to Comment LAMP-
PC00032-16, which demonstrates that the ratio calculated by ARSAC for 2035 is incorrect. The
MAP level used in the Draft EIR analyses, as discussed in the Introduction to Chapter 4,
Environmental Impact Analysis, is correct.

LAMP-AL00002-17

Comment: While construction haul routes have been identified, no mention is made of the commuter routes
for all other construction related traffic. All construction related traffic routes must be specified.
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Response:

As stated in Section 4.12.3.2.3 of the Draft EIR, the Draft EIR’s construction traffic analyses
include estimated construction employee commuter routes. The construction employee trip
distribution patterns were based on regional patterns developed for the proposed Project and
previous LAWA construction traffic studies, specific haul route information, airline passenger
survey information, and regional population distributions. Additionally, detailed information
regarding construction-related traffic distribution patterns is presented in Appendix P of the Draft
EIR (section on construction vehicle haul routes and distributions beginning on page 148 of the
pdf), which includes the assumed routes for both employee and haul truck trips.

LAMP-AL00002-18

Comment:

Response:

Further, LAWA should develop a robust communications plan for the next 10 years that
incorporates social media, email, outreach and print, to keep the area stakeholders apprised of
construction impacts (noise, late night work, road closures, haul route activity).

As indicated on pages 4.12-238 through 4.12-240 in Section 4.12.3, Construction Surface
Transportation, of the LAX Landside Access Modernization Program EIR, LAWA as part of
Mitigation Measure MM-ST (LAMP)-1, as revised in Chapter 3, Corrections and Additions to the
Draft EIR, would establish a Project Task Force specific to the LAX Landside Access
Modernization Program that may be comprised of key stakeholders from LAWA, the
Coordination and Logistic Management Team (CALM), other City departments, and others as
deemed appropriate. This Project Task Force would provide input into worksite traffic control
plans and other traffic management plans that are developed for the Project. The Project Task
Force would review the traffic management plans to ensure the following topics are considered:

o Coordination with all other LAWA construction projects;
o Coordination with other public infrastructure projects;

« Detour impact analysis for pedestrian, business, bicycle, and traffic flow;

« Coordinate closures and restricted access with all potential special events and holiday traffic
flow;

« Notification to the public with use of static signage, changeable message signs, media
announcements, Airport website, etc.;

«  Work with LAWA police and the Los Angeles Police Department to enforce delivery times and
routes;

« Coordinate with police and fire personnel regarding maintenance of emergency access and
response times;

« Monitor and coordinate deliveries;
« Establish detour routes;

« Work with residential and commercial neighbors regarding upcoming construction activities;
and

o Analyze traffic conditions to determine the need for additional traffic signals, signs, lane
restriping, signal modifications, etc.

The Project Task Force would collaborate with the appropriate groups to develop a
comprehensive and long-term communication and construction impact outreach strategy for
implementation during construction. The Task Force would work closely with other LAWA
departments, including Public Relations, Planning and Development, and Operations. The Task
Force would also ensure that an innovative and effective construction outreach and
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communication strategy is developed to keep key stakeholders, businesses, and residents
notified and informed during construction of the proposed Project, which is planned to occur
between the end of 2017 and 2030.

LAMP-AL00002-19

Comment:

Response:

The comments described above certainly do not represent a complete list, but are demonstrative
of the fact that there are many issues related to the proposed project that were not adequately
addressed in the Draft EIR.

The comment does not raise any specific additional environmental concerns that it alleges were
not adequately addressed in the Draft EIR. Please see Responses to Comments LAMP-
AL00002-2 through LAMP-AL00002-18 above regarding the adequacy of the analysis in the LAX
Landside Access Modernization Program Draft EIR.

LAMP-AL00002-20

Comment:

Response:

Moreover, Lawndale requests that the public be granted more than the minimum comment period
of forty-five (45) days. The LAMP is a very significant series of projects with massive impacts for
the future of the region surrounding LAX and our community. Forty-five days is insufficient time
for the public to review and comment upon a project of this magnitude and long-term planning
process. Lawndale respectfully suggests the comment period should be extended another forty-
five (45) days for a totally public comment period of ninety (90) days. To the extent comments are
submitted by other agencies or interested persons, Lawndale reserves the right to incorporate
and adopt such comments as its own.

LAWA provided a 60-day review period for the LAX Landside Access Modernization Program
Draft EIR. Section 21091(a) of the Public Resources Code requires that the review period for a
Draft EIR that is submitted to the State Clearinghouse for review shall be at least 45 days. (See
also State CEQA Guidelines Section 15105.) The review period for the LAX Landside Access
Modernization Program Draft EIR provided an additional 15 days for public comment beyond the
requirements of CEQA.

LAMP-AL00002-21

Comment:

Response:

The members of the Lawndale City Council would like to make it clear that the City has significant
concerns about the proposed project, as it is presented in the Draft EIR. Furthermore, we
encourage LAWA to work with Lawndale, as well as the communities adjacent to the project site,
to arrive at a solution that is a benefit, rather than a burden, to the surrounding area as a whole.

Please see Responses to Comments LAMP-AL00002-1 through LAMP-AL00002-20 above
regarding the issues the City of Lawndale raised on the Draft EIR. Additionally, it should be noted
that over the past two years LAWA has conducted over 120 Project-related public outreach
meetings with key stakeholders, agencies, and community groups. The City of Lawndale was
included in notifications related to the LAX Landside Access Modernization Program for two
elected officials’ briefings (Wednesday, May 27, 2015 and Thursday, February 11, 2016) as well
as invitations to the public workshops/meetings. Further, Mayor Robert Pullen-Miles was invited
to attend the Community Based Research Study, funded by LAWA as part of the LAX Landside
Access Modernization Program, an informational meeting held on Wednesday, October 14, 2015,
which he attended.
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LAMP-AL00003  Durbin, Bruce County of Los Angeles 11/1/2016

Airport Land Use Commission

LAMP-AL00003-1

Comment:

Response:

Thank you for the opportunity to comment on the Notice of Availability (NOA) of a Draft
Environmental Impact Report for the Landside Access Modernization Program at Los Angeles
International Airport (LAX) Plan, which include amendments to LAX Specific Plan, LAX Plan,
Westchester-Playa Community Plan, and City of Los Angeles General Plan. Staff of the Los
Angeles County Airport Land Use Commission (ALUC) has reviewed the NOA documents and
has the following comments:

- In December 1991, the Los Angeles County Regional Planning Commission in its
capacity as the ALUC adopted the Airport Land Use Plan (ALUP) for the county's fifteen
public use airports. For each airport the ALUC adopted planning boundaries, also known
as the airport influence area (AlA), within which certain proposed local actions must be
submitted to the ALUC for review. Staff has determined that the subject property is
located within the AIA for LAX.

- The proposed project is an amendment to the LAX Plan and LAX Specific Plan and
amendments to the General Plan for the City of Los Angeles. Pursuant to Public Utilities
Code Section 21676(b), amendments to General and Specific Plans are land use
actions which require ALUC review as listed in Sections 1.5.1 and 1.5.2 of the ALUC
Review Procedures and therefore requires review by the ALUC for an Airport Land Use
Plan consistency determination.

- The types of potential airport impacts which the ALUC considers are:
1) Exposure to aircraft noise in areas within the AlA;

2) Land use safety - the risks, both to people on the ground and the occupants of
aircraft, associated with aircraft accidents near airports;

3) Protection of airport airspace from hazards to flight, including smoke, light and glare;
and

4) General concerns, especially with annoyance, related to aircraft overflights.

- The relevant sections of the Draft EIR which the ALUC will review for this project are
Aesthetics (Light and Glare), Land Use & Planning, Noise, and Hazards/Hazardous
Materials. The ALUC is not concerned with all other matters addressed in the DEIR,
including air quality, traffic circulation and public services.

The timing of submission of materials for review by the ALUC should be after the Board of Airport
Commissioners and L.A. Planning Commission have taken preliminary action, but before the City
Council considers the project for final approval. All project information should be filed with the
Department of Regional Planning.

If you have any questions regarding this matter, please contact Bruce Durbin at (213) 974-6432
or via email at aluc@planning.lacounty.gov, between 7:30 am and 5:30 PM, Monday through
Thursday. Our office is closed on Fridays.

Page 2-219 in Chapter 2, Description of the Proposed Project, of the Draft EIR identifies that the
proposed Project will require review by the County of Los Angeles Airport Land Use Commission
(ALUC) to determine whether the Project is consistent with the County’s Airport Land Use Plan.
Additionally, Section 4.8.3.1.2 of the Draft EIR discusses the Airport Land Use Plan and pages
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4.8-42 and 4.8-43 in Section 4.8.5.1.2 of the Draft EIR discuss the proposed Project's
consistency with the Airport Land Use Plan.

LAWA thanks the staff of ALUC for meeting with LAWA during the preparation of the Draft EIR.
LAWA will continue its coordination efforts with the ALUC staff to determine the timing for
submission of materials and will also setup a pre-application meeting to review the planned
submittals in anticipation of ALUC review.

LAMP-AL00004 Hall, Thomas L. LA Community 11/15/2016

College District

LAMP-AL00004-1

Comment:

Ms. Quintanilla: On behalf of the Los Angeles Community College District (“District”) and West
Los Angeles College (“WLAC?”), thank you for the opportunity to provide comments on the Draft
Environmental Impact Report (“DEIR”) for Los Angeles International Airport (“LAX”) Landside
Access Modernization Program (“Project”). As you know, the District owns approximately 4.82
acres of land located at 9700 S. Sepulveda Boulevard (“Property” or “Site”). The Property lies on
the north side of 98th Street, and runs from Sepulveda Boulevard to Vicksburg Avenue. The
Property is adjacent to the land owned by Wally Park, which lies on the south side of 96th and
also runs from Sepulveda Boulevard to Vicksburg Avenue (“Adjacent Property”). The Property is
improved with two airplane hangars that WLAC currently uses for the warehousing of movie set
props and for instruction to support its Film/Television Production Crafts program. The type of
instructional services provided at the Property cannot be duplicated at other District-owned
facilities and as such is integral to the program’s educational purposes. The remaining portion of
the Property is generating revenue for WLAC via a surface parking ground-lease and providing
District headquarters with parking downtown in exchange for parking at the Site. We have the
following general comments: During the NOP comment stage, the Project drawings depicted the
construction of an underpass, underneath the Property, from southbound Sepulveda Boulevard.
The DEIR Project drawings, no longer depict the tunnel, the Project now anticipates acquiring the
Adjacent Property and constructing a new at-grade roadway having its inception north bound on
Sepulveda between 98th and 96th Street (“New Roadway”), cutting through a portion of the
District Property and running the length of the Adjacent Property. The New Roadway appears to
curve at New “A” Street and lead to the ITF West and CTA. Two main issues are of serious
concern. One: The New Road will be constructed partially on District Property impacting the
District’s ability to use the Site in the future, academically, as a revenue generator and with the
existing arrangement for District parking Downtown. It is unclear what at grade improvements will
be required on the Property and adjacent streets to support the New Road on the Site. We need
more detail to understand whether the New Road will be covered, retaining or sound walls
constructed, set-backs required, and if changes on Sepulveda will relocate the ingress and
egress to and from the Property to truly understand the practical implications of the Project during
construction and operation. Additional detail will make clear whether the Project will have the
effect of isolating the Site or making access to the Site extremely challenging that drivers simply
decide to park elsewhere or deters students from attending class. The numerous road closures,
new street configurations and construction of new streets will all impact access to the Site.
Construction of the New Roadway without taking/using a portion of the District Property should be
strongly considered and analyzed. DEIR indicates 96th Street between Sepulveda and Vicksburg
will be significantly improved and Vicksburg demolished. Perhaps the widening 96th Street may
wholly encompass the New Roadway. Constructing the New Roadway further north entirely on
the Adjacent Property is also an option.
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Response:

The commentor's statements refer to the proposed Project Phase 2 elements including the
northbound Sepulveda Boulevard access to 96th Street to New “A” Street. Access to the WLAC
property is currently off of 96th Street, 98th Street and Sepulveda Boulevard northbound roadway
(right-in and out only). Access to the WLAC property would remain unchanged during Phase 1 of
the proposed Project. With the proposed Project Phase 2 components, access to the WLAC
property would continue to be off of 98th Street (both east and west); access to the adjacent lot
would be provided off of 98th Street and Vicksburg Avenue.

Specifics relative to access and circulation associated with the WLAC property would be
coordinated at the time of final design when details relative to exact alignment, etc., would be
available. LAWA would seek design solutions that would not result in having the effect of isolating
the WLAC property nor make access to the WLAC property more challenging. Detailed
coordination with landowners relative to site access and circulation considerations, both during
construction and post-construction, would be conducted at the time of final design of the new
roadways and facilities. LAWA would also look at ways to avoid acquisition of the WLAC property
during the design process. If any acquisition is required, fair market value compensation would
be provided, ensuring no loss to educational funding or operations. This information has been
added to the Project Description and is reflected in Chapter 3, Corrections and Additions to the
Draft EIR.

As noted in Section 2.5.23 in Chapter 2, Description of the Proposed Project, the proposed
roadway improvement would require the construction of new driveways, curb cuts, and ramps.
These improvements would require easements or property acquisition. LAWA would utilize
easement and partial takes to the extent feasible, to minimize any acquisition required.

LAMP-AL00004-2

Comment:

Response:

Secondly, the DEIR does not recognize the Property as an educational facility. It is identified as a
purely commercially used Site. As explained above, the Site is an integral part to the WLAC
Film/Television Production Crafts Program and labs are held on Site. The DEIR fails to analyze
the impacts of the Project and New Road on sensitive users a few feet away and adjacent to
some of the other components of the Project. Additionally, expanding the academic component to
the entire Site is an option available to the District today. We also need more clarity as it relates
to other Entitlements that are being requested. The Property is uniquely positioned and the
District derives great benefits from its current uses as both a commercial and an educational site.
What are the General Plan Amendments, Specific Plan Amendments and Zone changes being
sought? Would they prohibit or limit the current uses and future uses on Site? We request that the
FEIR recognize the Property also as an academic use, in order for the correct impacts to be
determined and the correct mitigation measures be recommended.

The Draft EIR identifies the potential environmental effects of the proposed Project, including the
“‘New Road” proposed along the south side of 96th Street on all uses located in the vicinity of the
Project. The commentor is correct that the Draft EIR did not identify the WLAC property as
containing sensitive uses, since it does not have students there on a regular basis. Section
4.8.3.2, Existing Land Use Setting, on page 4.8-29 of the Draft EIR is revised as follows (italicized
and underlined text indicates new language added to the Draft EIR):

“As described in Section 4.8.2, Methodology, above, the Project area is encompassed
within the North Study Area and the South Study Area. The North Study Area (see
Figure 4.8-1) includes airport areas owned and controlled by LAWA and proposed
acquisition areas that are subject to improvements under the proposed Project. The
existing uses in this area include airport and airport support, including the CTA and
airport parking areas, and residential, commercial, and light industrial uses. Similarly,
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surrounding uses includes airport and airport support, residential,
commercial, educational (i.e., property at northeast corner of Sepulveda Boulevard and
96th Street, which contains two former airplane hangars which West Los Angeles College
reports it currently uses for the warehousing of movie set props and for instruction to
support its Film/Television Production Crafts certificate program), and light industrial
uses. The South Study Area (Figure 4.8-2), formerly vacant, is currently used as a
construction staging area for ongoing development projects at LAX. Surrounding uses
include LAX support facilities, a restaurant, and Imperial Highway and the 105 Freeway.
The following describes existing land uses where each of the main components of the
Project is proposed.”

The above revision is included in Chapter 3, Corrections and Additions to the Draft EIR.

As noted by the commentor, the subject property is adjacent to the lot owned and operated by
Wally Park, which is used for vehicle parking. As indicated above in Response to Comment
LAMP-AL00004-1, only the Wally Park parcel is proposed for acquisition, and not the property of
concern to the commentor. The proposed Project would not change the existing Commercial C2-
2 zoning that applies to the WLAC parcel. The proposed General Plan Amendment, Specific
Plan Amendments, and Zone Changes associated with the proposed Project are all described
and shown in Section 2.8, Entitlements, of the Draft EIR, and Appendices C and D of the Draft
EIR indicate how the LAX Plan (i.e., General Plan) and the LAX Specific Plan (Zoning),
respectively, would be modified under the proposed Project.

None of those entitlement actions would modify or expand existing uses on the WLAC parcel to
the extent allowed under the current C2-2 zoning and/or other applicable land use regulations.
Additionally, as further described in the responses below, implementation of the proposed Project
would not significantly change the existing environment in which WLAC reports the current
warehousing and instructional activities occur. As further described in the responses below,
recognition of the subject property as used for educational as well as commercial uses does not
result in any new or substantially more severe significant environmental impacts compared to
those disclosed in the Draft EIR, or require the development of any additional mitigation
measures.

LAMP-AL00004-3

Comment:

Response:

Air Quality Figure 4.2.2-1 identifies the Property as a commercial site only. As mentioned above,
the Property is being used for instructional purposes and a corresponding air quality analysis
should be made. Instruction at times is provided outdoors and the decrease in air quality due to
the New Roadway (construction and operation) just a few feet away should be analyzed
considering this use. Among other impacts, the exhaust from the vehicles travelling on the New
Roadway to the CTA and dust particles in the area will likely increase having a health impact on
the students. The DEIR states that with appropriate mitigation most of the impacts are reduced to
a level that is less than significant, and there are a few significant and unavoidable impacts with
mitigation. However, the DEIR did not recognize the Property as an academic use to arrive at the
conclusion. We request that the FEIR recognizes the Property as an academic use, in order for
the correct impacts to be determined and the correct mitigation measures to be in place.

As indicated above in Response to Comment LAMP-AL0O004-1, the “New Roadway” proposed
along the south side of 96th Street would not extend into the WLAC property and, as can be
determined from Figure 2-41 in the Draft EIR, the new roadway is north of the subject property,
approximately 200 feet away at its closest point. Additionally, as also reflected in Figure 2-41 in
the Draft EIR, implementation of the proposed Project would include the cul-de—sacking of
Vicksburg Avenue, which would remove traffic along the eastern boundary of the WLAC property.

LAX Landside Access Modernization Program

Final EIR

[2-39]



LOS ANGELES INTERNATIONAL AIRPORT FEBRUARY 2017

The air quality and human health risk impacts of the proposed Project were analyzed on or near
the WLAC property for both construction and operational activities. The analyses are
summarized in Section 4.2.1, Air Quality, and Section 4.2.2, Human Health Risk Assessment, of
the Draft EIR. Detailed information in inputs, assumptions, and results are included in Appendix
F, Air Quality, Greenhouse Gas Emissions, and Human Health Risk Assessment, of the Draft
EIR.

The air quality dispersion analysis includes impacts from construction activities. The roadways
near the WLAC property that were evaluated in the air quality impact analysis included West 96th
Street, West 98th Street, Sepulveda Boulevard, Century Boulevard, Vicksburg Avenue, New “A”
Street, New “B” Street, and the new and existing ramps connecting the LAX Central Terminal
Area to Sepulveda Boulevard and Century Boulevard. The peak unmitigated air pollutant
concentrations for construction are summarized in Table 4.2.1-8 on page 4.2-35 of the Draft EIR,
and peak mitigated concentrations for construction are summarized in Table 4.2.1-27 on page
4.2-60 of the Draft EIR. It is important to note that none of these peak values occur at or near the
WLAC property, given that the vast majority of Project-related construction activities would occur
east of, and well-removed from, the WLAC property. Similarly, most of the Project-related traffic
would occur along roadways that are not near the subject property. As such, the air quality
impacts at the WLAC property would be less than those identified in the Draft EIR. It is also
important to note that the air quality mitigation measures for construction and operations that are
presented in Section 4.2.1.7 of the Draft EIR apply to the Project overall, which would include
those aspects of the Project that occur in the vicinity of the WLAC property.

LAMP-AL00004-4

Comment:

Response:

In addition, dust particles may create additional maintenance costs for the District facility, this
should be analyzed and the impacts mitigated. As it relates to the parking use, the construction
and operation of the New Road will impact the amount of dust and debris accumulated on the
vehicles, which may then deter potential drivers from parking on the Property. Appropriate dust
mitigations should be implemented.

The air quality and human health risk impacts of the proposed Project, including those from road
and construction dust, were analyzed on or near the WLAC site in question for both construction
and operational activities. The analyses are summarized in Section 4.2.1, Air Quality, and
Section 4.2.2, Human Health Risk Assessment, of the Draft EIR. Detailed information in inputs,
assumptions, and results are included in Appendix F, Air Quality, Greenhouse Gas Emissions,
and Human Health Risk Assessment, of the Draft EIR.

The air quality dispersion analysis includes emissions from construction dust and road dust. The
roadways near the WLAC site that were evaluated in the air quality impact analysis included West
96th Street, West 98th Street, Sepulveda Boulevard, Century Boulevard, Vicksburg Avenue, New
“A” Street, New “B” Street, and the new and existing ramps connecting the LAX Central Terminal
Area to Sepulveda Boulevard and Century Boulevard. The peak unmitigated PM4, and PM,s
concentrations for construction are summarized in Table 4.2.1-8 on page 4.2-35 of the Draft EIR,
and peak mitigated PM,, and PM,5 concentrations for construction are summarized in Table
4.2.1-27 on page 4.2-60 of the Draft EIR. Note that these peak values do not fall in the WLAC
site; thus the WLAC site concentrations would be lower.

With regard to mitigation, as discussed on pages 4.2-7, 4.2-9, 4.2-23, and 4.2-33 in Section 4.2.1,
Air Quality, of the Draft EIR, the proposed Project would comply with South Coast Air Quality
Management District Rule 403, Fugitive Dust, to control construction generated dust emissions.
In addition, mitigation measures for the LAX Landside Access Modernization Program Project are
listed in Section 4.2.1.7, Tables 4.2.1-23 (construction-related air quality control measures), 4.2.1-
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24 (transportation-related air quality control measures), and 4.2.1-25 (operations-related air
quality control measures), on pages 4.2-54, 4.2-57, and 4.2-58, respectively, of the Draft EIR.
Implementation of these measures and compliance with SCAQMD Rule 403 are effective
approaches to reducing project-related dust emissions. The possible need for additional
maintenance at the District facility, and the possibility that potential drivers may be deterred from
parking at the District's property are not environmental impacts for which CEQA requires
mitigation. (See City of Hayward v. Bd. of Trustees of the Cal. State University (2015) 242
Cal.App.4th 833, 843 [additional need for fire protection services not an environmental impact
that CEQA requires a project proponent to mitigate].) Additionally, there is no evidence that the
commentor’s concerns regarding maintenance costs and parking would occur, and to assume
they would and mitigate accordingly would be speculative.

LAMP-AL00004-5

Comment:

Response:

Hazards and Hazardous Materials Allied Aviation Services Co. and Park One/Honeywell
International, both across the street from the Property, are listed in the Hazardous Material Sites
of Concern in Table 4.6.1-1 of the DEIR. The DEIR states that with appropriate mitigation the
impacts are reduced to a level that is less than significant. However, the DEIR did not recognize
the Property as an academic use to arrive at the conclusion. In the FEIR the Property should be
recognized as an academic use, in order for the correct: 1) mitigation measures to be in place;
and 2) procedures to be set in place should there be a release and exposure to the students.
LAWA should consider appropriate mitigation measures during the excavation, improvement,
demolition and construction of the New Road, Sepulveda, 96th Street, 98th Street, Vicksburg and
other surrounding streets given the proximity to the Property and the exposure to students.
Trucks transporting hazardous materials on the New Road should take appropriate mitigation
measures to reduce dangers associated with hazardous materials to students on Site and parking
customers.

As indicated on pages 4.6-21 and 4.6-22 of the Draft EIR, any contaminated soils or groundwater
encountered during construction, including the potential to encounter such materials at the Allied
Aviation Services Company site or the Park One/Honeywell International Site, would be subject to
the requirements of the applicable regulations described in Section 4.6.1.3 of the Draft EIR.
Those requirements would apply to the excavation, handling, storage, transport, and disposal of
such materials, and serve to be protective of human health and safety for the general public,
including, but not limited to, adult students attending the two-days-per-week, eight week course at
the WLAC facility.1 Hazards and hazardous materials impacts on academic users of the WLAC
facility would therefore be less than significant.

' West Los Angeles College, Course: Film Production 110-Set Dressing Crafts, as
indicated at http:webapps.wlac.edu. Last accessed on December 8, 2016.

LAMP-AL00004-6

Comment:

Hydrology and Water Quality The Project should analyze to determine if there will be a change in
the drainage pattern on the Property, that may result in flooding and damage to the hangars on
the Site as well as to the movie props inside. Page 38 of Appendix L of the DEIR states that the
existing drainage pattern is East and South, however, the drainage pattern is not analyzed on the
Property itself after the New Road is constructed. It is unclear if the drainage pattern is altered
due to the construction of the New Road and its related improvements. In addition, it is unclear if
the storm-water capture beneath the ConRAC facility would be effective in mitigating any run-off
from the Property. While the other project facilities have not proposed detention measures,
detention resulting from the New Road should be considered, especially since the hangars will
remain on Site.
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Response:

Detailed design engineering plans for the subject roadway improvement, including drainage
plans, have not yet been developed. Given that all the area where the roadway project would
occur is currently completely paved, no increase in surface water runoff, which could create or
exacerbate a flooding problem, would occur. Moreover, redevelopment of existing paved areas
within the northern portion of the Wally Park property with the new roadway would be subject to
the requirements of the City of Los Angeles Low Impact Development (LID) Ordinance and
Standard Urban Stormwater Mitigation Plan (SUSMP), which place an emphasis on stormwater
infiltration, retention/detention, and controlling peak stormwater discharge rates (see pages 4.7-4
through 4.7-6 and 4.7-37 of the Draft EIR). Such requirements would reduce the potential for
flooding compared to existing conditions.

Based on a review of topographical elevations on the Wally Park property, where the new
roadway would be constructed, the existing direction of drainage for the subject area is generally
towards the north, where there is an existing storm drain line along W. 96th Street. Drainage
from the new roadway would likely maintain the existing drainage direction, towards the north.
Drainage associated with the proposed roadways will be determined in accordance with City
standards during the design process.

Additionally, Mitigation Measure MM-HWA (LAMP)-1, Stormwater Management Facilities
(Project-Specific), in Section 4.7.7 of the Draft EIR identifies the storage volume requirements for
on-site stormwater management to meet water quality treatment requirements as well as
additional on-site runoff storage/detention that would be needed to fully mitigation peak runoff
depth downstream for the 10-year storm event. Table 4.7-9 in Section 4.7.7 of the Draft EIR
identifies requirements for the CONRAC, ITF West, and the new roadways, which will be
incorporated into the design of those facilities (among others).

Based on the above discussion, implementation of the proposed Project would not create a
flooding hazard at the WLAC property, and hydrology impacts on the property would be less than
significant.

LAMP-AL00004-7

Comment:

Response:

Noise & Vibration The DEIR does not recognize the Property as one with an academic use. Page
13 of Appendix M states that “sensitive land-uses and establishments situated close to future
construction zones were identified in the screening survey,” however the Property was not
identified as an academic use, accordingly the impacts to the District students were not analyzed.
The FEIR should recognize the Property as an academic use, in order for the correct impacts to
be determined and the correct mitigation measures be recommended during construction
(construction and equipment noise) and during operation. In this vein, our comments below relate
to a few intersections that omitted the specific analysis of the Property with the New Road and the
academic use:

Recognition of the subject property as used for educational as well as commercial uses does not
result in any new or substantially more severe significant environmental impacts compared to
those disclosed in the Draft EIR, or require the development of any additional mitigation
measures. The property where WLAC stores movie set props and elects to hold adult classes
two days a week in movie set dressing crafts has an existing Community Noise Equivalent Noise
Level (CNEL) estimated to be around 76.3 dB(A), based on the nearest location where ambient
noise level measurements were taken; specifically, the Concourse Hotel (at Sepulveda Boulevard
and Century Boulevard) as indicated in Table 4.9.3-3 of the Draft EIR, as revised in Chapter 3,
Corrections and Additions to the Draft EIR. The existing ambient noise level in that general area
is largely influenced by the proximity to both the north airfield complex and the south airfield
complex at LAX, as well as by existing traffic volumes on Sepulveda Boulevard. Implementation
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of the proposed Project would not affect aircraft operations at LAX. As reflected in the Draft EIR
tables that delineate the Project-related changes in roadway noise levels for the years 2015,
2024, and 2035, specifically Tables 4.9.2-4, 4.9.2-6, and 4.9.2-7, respectively, implementation of
the proposed project would result is a slight reduction (i.e., 0.2 to 0.4 dB(A) reduction) in roadway
noise levels on the roadway segment nearest to the WLAC property; Intersection 65 — Sepulveda
Boulevard north of Century Boulevard.

As described in the second paragraph on page 4.9-46 of the Draft EIR, the distance at which
construction equipment noise would result in a 5 dB(A) increase over the existing ambient noise
level, consequently resulting in a significant noise impact, would be approximately 100 feet where
the existing ambient noise level is 76.3 dB(A) CNEL, such as at the Concourse Hotel. Noise-
sensitive uses in areas with existing ambient noise of 76.3 dB(A) CNEL would be significantly
impacted if construction activity occurred within a distance of approximately 100 feet or less. This
distance does not account for any intervening topography, buildings, or other obstructions that
would further reduce noise. As indicated above in Response to Comment LAMP-AL00004-1,
construction of the New Roadway north of the WLAC property is anticipated to occur within the
Wally Park property. The proposed North Roadway would be approximately 175+ feet from the
WLAC buildings. As such, construction of the New Roadway would not result in a 5 dB(A)
increase over the existing ambient noise level. Therefore, no significant construction noise
impact would occur at the WLAC property.

LAMP-AL00004-8

Comment:

Response:

- Page 1018 of the DEIR erroneously states that the closest noise-sensitive receptor to 96th
Street and Vicksburg is the Courtyard Marriot at Vicksburg and 98th Street. In this particular
intersection, the Property is the closest noise sensitive receptor since it is on the same block.

The text that the commentor is referring to on page 4.9-51 of the Draft EIR (PDF page 1018)
pertains to the proposed removal of 96th Street, beginning just east of Vicksburg Avenue and
extending eastward approximately 1,700 feet. The distance from the west end of that proposed
street removal to the nearest point of the WLAC building complex is approximately 500 feet. The
first two paragraphs on page 4.9-51 of the Draft EIR, have been revised as follows as indicated in
Chapter 3, Corrections and Additions to the Draft EIR:

“The existing 1,700 feet of W. 96th Street from just east of Vicksburg Avenue to Airport
Boulevard would be closed and pavement would be demolished, including 96th Place.
The closest noise-sensitive receptor to the west end of this construction area would be
the West Los Angeles College (WLAC) facility, Ceurtyard-Marriot{RP2)} located at-the

i : approximately 6§75 500 feet southwest
from the closest point of construction-related activities.

Based on existing ambient noise levels of 74 76.3 dB(A) CNEL in the area of
the Courtyard-Marriot Concourse Hotel (refer to Table 4.9.3-3, as revised in Chapter 3 of
the Final EIR), which is south of, and near to, the WLAC site, the distance at which
construction equipment noise would result in a 5 dB(A) increase over the existing
ambient noise level would be approximately 485 700 feet. Noise sensitive uses with
existing ambient noise of 774 76.3 dB(A) CNEL would be significantly impacted if
construction activity occurred within a distance of 485 100 feet or less. These distances
do not account for any intervening topography, buildings, or other obstructions that would
further reduce noise. Given the distance to the closest sensitive receptor is greater
than 4886 100 feet, construction equipment noise impacts on sensitive receptors from
construction activities for the W. 96th Street closure and demolition would be less than
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significant because construction activities would not exceed ambient exterior noise level
by 5 dB(A) at a noise sensitive use.”

The above revisions to page 4.9-51 of the Draft do not change the conclusion of the Draft EIR
construction noise impact analysis; the construction noise impact associated with this element of
the proposed Project would be less than significant.

LAMP-AL00004-9

Comment:

Response:

- The Property is also the closest noise sensitive receptor to Southbound S. Sepulveda Boulevard
to World Way where the skyway is being replaced and new ramps will be constructed on
Sepulveda. It is unclear if drivers will be able to turn left onto the Property south of 96th Street or
on 96th Street.

The Southbound S. Sepulveda Boulevard to World Way Improvements would parallel, and extend
along, the west side of Sepulveda Boulevard, which is shown as Improvement No. 6 on Figure 2-
41 of the Draft EIR. The Concourse Hotel would be closer to the subject improvements than
would the WLAC facility. The Concourse Hotel building extends to the west end of the property,
with only approximately 25 feet between the building and Sepulveda Boulevard, whereas the
WLAC facility is set back from Sepulveda Boulevard by approximately 75 feet, with a parking lot
and sidewalk located between the subject facility and Sepulveda Boulevard.

Detailed design plans for the 96th Street modifications have not yet been prepared; therefore,
details regarding access to and from 96th Street are not currently known. Relative to the WLAC
site, the proposed Project would not affect access on 98™ Street between Sepulveda Boulevard
and Vicksburg Avenue, and there is an existing driveway at the WLAC site on that street
segment.

LAMP-AL00004-10

Comment:

Response:

- The closest Noise Survey Locations are Sepulveda & Century and 98th Street and Vicksburg.
Given the proximity of the construction and operation of the New Road, as wells as the
improvement, demolition and construction of new street, measurements should also be taken at
the Property particularly considering the academic use.

The ambient noise measurements taken near the intersection of Sepulveda Boulevard and
Century Boulevard (i.e., RP1 — Concourse Hotel) are considered to be reasonably representative
of existing ambient noise levels in that local area, which includes the WLAC site. Ambient noise
levels would be similar at the WLAC site and the RP1 site, given that there is only a one block
difference (approximately 700 feet) between the sites and that the major noise sources
influencing the ambient noise levels in the subject area, being aircraft activity at LAX and vehicle
traffic on Sepulveda Boulevard, are common to both areas.

LAMP-AL00004-11

Comment:

Response:

- The highest single-hour measurement collected was at Century & Sepulveda. This intersection
is one block from the Property. Noise and Vibration impacts on the academic use and the
commercial use due to the New Road and immediate street improvements should also be
analyzed.

The Responses to Comments LAMP-AL00004-7 and LAMP-AL00004-8 account for the ambient
noise measurements taken near the intersection of Sepulveda Boulevard and Century Boulevard
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(i.e., RP1 — Concourse Hotel). As discussed in those responses, construction and roadway noise
impacts on the WLAC facility would be less than significant.

Regarding vibration, the second and third paragraphs on page 4.9-58 of the Draft EIR address
impacts from construction equipment vibration. As described therein, there are various sensitive
receptors located in proximity to different areas of proposed Project-related construction, the
closest of which are approximately 50 feet from construction. At 50 feet, even the most
substantial vibration, that being from large bulldozers operating within 50 feet, would not exceed
the applicable threshold of significance. Table 4.9.3-8 on page 4.9-57 of the Draft EIR identifies
the vibration levels associated with various types of construction equipment operating at a
distance of 25 feet, 50 feet, 75 feet, and 100 feet. The WLAC facility is located approximately
175 feet from the proposed New Roadway and associated improvements. For the most vibration-
intensive construction equipment listed in Table 4.9.3-8, that being a large bulldozer, the vibration
level at a distance of 175 feet would be approximately 0.005 inches per second peak particle
velocity (PPV). That vibration level is well below any and all of the construction equipment
vibration thresholds of significance listed on page 4.9-40 of the Draft EIR, the most restrictive
being 0.12 PPV.

In terms of vibration from roadway traffic, the WLAC property is located on Sepulveda Boulevard,
a heavily travelled street, whose vehicles currently may create vibration. Specifically, the WLAC
facility is located closer to Sepulveda Boulevard than it is to the proposed new roadway, which
itself, is being constructed on top of the existing W. 96th Street, whose vehicles currently may
create vibration. Vibration from traffic would therefore not be significantly different than what is
experienced at the WLAC property today.

LAMP-AL00004-12

Comment:

Response:

- The DEIR Appendix M page 47 states that higher vibration levels were measured in the western
half of the study area, closer to the LAX CTA. It is unclear if this only considered the immediate
surrounding street improvements or the New Road as well. The traffic noise modeling should
measure the vibration and noise on the Property, given that it will be surrounded by Project
construction and new Project operational activity.

As indicated in the Summary at the bottom of page M-44 (PDF page 47) of Appendix M of the
Draft EIR, the ambient vibration survey was conducted to establish existing ground-borne
vibration conditions along the future corridor of the LAX Landside Access Modernization Program
Automated People Mover (APM) system. The data collected was used to predict maximum
vibration levels that would result from construction and operation of the LAX Landside Access
Modernization Program APM system.

Regarding potential construction-related vibration at the WLAC site, please see Response to
Comment LAMP-AL0O0001-11. Regarding potential operations-related vibration at the WLAC site,
Figure 4.9.4-2 in the Draft EIR delineates the projected vibration levels with Project
implementation. The transit vibration thresholds of significance presented on page 4.9-66 of the
Draft EIR apply to residences and buildings where people normally sleep, including hotels, with
those thresholds being 72 - 80 vibration decibels (VdB). Notwithstanding that the WLAC facility is
not the type of use considered to be vibration-sensitive relative to the thresholds of significance,
the transit vibration levels estimated to occur at the WLAC site would be less than 55 VdB, as can
be seen in Figure 4.9.4-2. See Response to Comment LAMP-AL00004-11 for a discussion of
vibration from roadway traffic.
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LAMP-AL00004-13
Comment: - The widening of 98th Street failed to identify the Property as noise sensitive receptors.

Response: As described on pages 4.9-52 and 4.9-53 of the Draft EIR, and depicted on Figure 2-42 of the
Draft EIR, the proposed widening of 98th Street would occur on the segment between the
proposed new “A” Street and Airport Boulevard. As such, the nearest point of construction for
this Project element would be approximately1,500 feet from the WLAC site. See Response to
Comment LAMP-AL00004-7 for a discussion of construction noise.

As described in the second paragraph on page 4.9-46 of the Draft EIR, the distance at which
construction equipment noise would result in a 5 dB(A) increase over the existing ambient noise
level, consequently resulting in a significant noise impact, would be approximately 100 feet where
the existing ambient noise level is 76.3 dB(A) CNEL, such as at the Concourse Hotel. Noise-
sensitive uses in areas with existing ambient noise of 76.3 dB(A) CNEL would be significantly
impacted if construction activity occurred within a distance of approximately 100 feet or less. This
distance does not account for any intervening topography, buildings, or other obstructions that
would further reduce noise. Because widening of W. 98th Street would be approximately 1,500
feet from the WLAC buildings, this construction element would not result in a 5 dB(A) increase
over the existing ambient noise level. No significant construction noise impact would occur at the
WLAC property.

LAMP-AL00004-14

Comment: - Sepulveda & Century is identified as a Ground Vibration Monitoring Location (pg 1004 or Figure
4.9.3-2). Given the proximity of the New Road and the immediate surrounding of street being
improved on the Property, vibration analysis should be made of the Site in which instruction will
be conducted a few feet away from the Road and vehicles will be parking.

Response: Please see Response to Comment LAMP-AL00004-11 regarding potential construction- and
operation-related vibration levels at the WLAC site.

LAMP-AL00004-15

Comment: - Impacts of “A” street, excavation utility relocation (pg 1017 DEIR) not too far from the Site
should also be analyzed to determine what if any impacts they will have on the Property. Due to
the anticipated various street improvements and New Road construction and operation on part of
the Property the traffic noise modeling and vibration should be measured on the segment of New
Road and the Property.

Response: The construction of ‘A’ Street, including the associated utility relocation work, would occur at a
distance of approximately 1,500 from (east of) the WLAC facility. At that distance, no significant
construction or operational noise and vibration impacts would occur at the subject facility.

LAMP-AL00004-16

Comment: Lastly, the impacts the vibration will have on the Property should consider the hangars and the
current and future structures on site. Will there be structural impacts due to the Project and if so
how will they be mitigated. Will vibration cause subsidence, settling, tilting, cracking, collapse of
existing and future structures or overall weakening?

Response: Please see Response to Comment LAMP-AL00004-11 regarding potential construction- and
operation- related vibration levels at the WLAC site.
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LAMP-AL00004-17

Comment:

Response:

Public Services The DEIR failed to recognize the Property as an academic institution. As
mentioned above, WLAC currently uses the Property for the warehousing of movie set props and
for instruction to support its Film/Television Production Crafts program. The type of instructional
services provided at the Property cannot be duplicated at other District-owned facilities and as
such is integral to the program’s educational purposes. Today, expanding the academic
component is an option available to the District today. The FEIR should recognize the Property as
an academic Site in order to analyze the impacts appropriately. An acceptable instructional and
training environment and the ability to maintain performance objectives will be impacted and thus
must be mitigated. The DEIR cites school relocation as a mitigation measure. This measure
should also be considered in relation to the District Property, as it is an active educational facility
and the New Road planned on a portion of it and its related improvements may be disruptive to
outdoor and indoor instruction.

Subsection 4.11.3, Schools, within the Public Services section of the Draft EIR addresses
Project-related impacts to the Stella Middle Charter Academy and Bright Star Secondary Charter
Academy, both of which are located in Manchester Square where LAX Landside Access
Modernization Program improvements, specifically the ITF East and CONRAC, are proposed. As
indicated on page 4.11-53 of the Draft EIR, implementation of the proposed Project would include
acquisition of the site that contains these schools. Relocation of these schools has already been
identified as part of LAWA’s ongoing Airport Noise Mitigation Program (ANMP). Based on the
potential that relocation of these two schools could result in indirect impacts (i.e., construction and
operation of the schools at a new location(s) could result in impacts specific to each relocation),
although the nature, extent, and location of such impacts is unknown at this time because
relocation specifics have not been determined, the Draft EIR includes Mitigation Measure MM-PS
(LAMP)-1, School Relocations," which acknowledges that Los Angeles Unified School District, as
lead agency, for school relocations, will evaluate the environmental impacts of the specific
relocation proposal(s) and adopt mitigation measures, as required by the California
Environmental Quality Act (CEQA).

Unlike the two schools referenced above, implementation of the proposed Project would not
require acquisition of the WLAC site or relocation of the subject facility, or result in the need for
new or physically altered school facilities. Neither the Draft EIR nor commentor identify any
impacts that would affect the ability of WLAC to maintain an acceptable instructional and training
environment; any potential impact on WLAC'’s ability to maintain an acceptable instructional and
training environment and maintain performance objectives is speculative and would not be
considered an impact on the physical environment under CEQA. (See CEQA Guidelines §
15131.) The types of Project-related impacts to the WLAC facility expressed in the commentor’'s
other comments have all been addressed in accordance with CEQA requirements; please see
Responses to Comments LAMP-AL00004-1 through LAMP-AL00004-31. Recognition of the
subject property as used for educational as well as commercial uses does not result in any new
or substantially more severe significant environmental impacts compared to those disclosed in
the Draft EIR, or require the development of any additional mitigation measures.

A typographical error in the Draft EIR pertaining to the title of this mitigation measure has been
corrected as follows to clarify that this mitigation measure is specific to the proposed Project and
is not a LAWA Standard Control Measure applicable to all LAX projects: EAX MM-PS (LAMP)-1,
School Relocations tmpaets. This typographical error has been corrected throughout the text of
the Draft EIR (See Chapter 3, Corrections and Additions to the Draft EIR).
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LAMP-AL00004-18

Comment:

Response:

Transportation/ Traffic Ease of ingress and egress to and from the Site is of grave importance as
well as access to LAX once the drivers have parked. It is unclear if customers parking on the Site
will have better access to the airport after the Project or if the Property will become an isolated. It
is also unclear whether the delays to the Property for students, staff and LAX passengers, due to
closures, re-routing, staging, will be mitigated. The DEIR takes a global approach and measures
to mitigate impacts to the Property should be analyzed. More details are needed to ascertain the
following: - Will drivers be able to park then walk to the ITF West or ride the APM directly into the
airport?

Please see Response to Comment LAMP-ALO0004-1 above in regards to comments concerning
site access. Mitigation Measure MM-ST (LAMP)-1, Construction Traffic Project Task Force,
discussed in Section 4.12.3.8 of the Draft EIR, and as revised in Chapter 3, Corrections and
Additions to the Draft EIR, requires LAWA to establish a Project Task Force to which would,
among other things, ensure that pedestrian, business, bicycle, and traffic flow is considered
during all phases of construction and that emergency access routes are maintained. The Project
Task Force that may be comprised of key stakeholders from LAWA, the Coordination and Logistic
Management Team (CALM), other City departments, and others as deemed appropriate. This
Project Task Force would provide input into worksite traffic control plans and other traffic
management plans that are developed for the Project. The Project Task Force would review the
traffic management plans to ensure the following topics are considered:

« Coordination with all other LAWA construction projects;
o Coordination with other public infrastructure projects;

« Detour impact analysis for pedestrian, business, bicycle, and traffic flow;

« Coordinate closures and restricted access with all potential special events and holiday traffic
flow;

« Notification to the public with use of static signage, changeable message signs, media
announcements, Airport website, etc.;

«  Work with LAWA police and the Los Angeles Police Department to enforce delivery times and
routes;

« Coordinate with police and fire personnel regarding maintenance of emergency access and
response times;

« Monitor and coordinate deliveries;
« Establish detour routes;

« Work with residential and commercial neighbors regarding upcoming construction activities;
and

o Analyze traffic conditions to determine the need for additional traffic signals, signs, lane
restriping, signal modifications, etc.

Regarding the query “Will drivers be able to park then walk to the ITF West and ride the APM
directly to the Airport?”, the drivers would be able to park at the WLAC site, then walk to the ITF
West and ride the APM directly to the Airport.

LAMP-AL00004-19

Comment:

- Will egress to the Site off-of Sepulveda be eliminated.
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Response: Please see Response to Comment LAMP-ALO0004-1. The access changes the commentor is
stating would potentially occur in Phase 2 of the proposed Project. All these changes would be
coordinated with WLAC at the time of final design of Phase 2 components of the proposed
Project, with the objective of not isolating the WLAC property nor making access to the WLAC
property more challenging.

LAMP-AL00004-20

Comment: - Will Vicksburg be entirely demolished (Pg. 4.12-96) so that access to the Site is only through
98th Street and drivers that are parking for the day and faculty and students are forced to use the
same entrance and exit?

Response: As indicated in Table 2-7 and shown on Figure 2-41 in Chapter 2, Description of the Proposed
Project, of the Draft EIR, Vicksburg Avenue at 96th Street would be demolished as part of the
proposed Project. In other words, the signalized intersection of Vicksburg at 96th Street would be
removed with both the north and south legs of the intersection vacated. However, Vicksburg
Avenue is planned to be retained between Century Boulevard and points north of 98th Street, so
that access to and from the WLAC and adjacent property could be maintained off of Vicksburg
Avenue.

LAMP-AL00004-21

Comment: - What will be constructed in Vicksburg's place? - Which intersections immediately surrounding
the Project will be signalized to manage traffic-flow and to increase pedestrian safety.

Response: As described in Chapter 2, Description of the Proposed Project, of the Draft EIR, the intersections
of Sepulveda Boulevard at 96th Street; 96th Street at New “A” Street; 98th Street at New “A”
Street; Century Boulevard at New “A” Street; and Vicksburg Avenue at Century Boulevard would
all be signalized to manage traffic and pedestrian flows. Vicksburg Avenue would remain in
place, but would have a cul-de-sac north of 98th Street. Figure 2-41 in Chapter 2, Description of
the Proposed Project, has been corrected as shown in Chapter 3, Corrections and Additions to
the Draft EIR.

LAMP-AL00004-22

Comment: - Page 4.12-96 mentions the W. 98th Street Underpass. What is the cross street where this
underpass is located? Was this meant to replace the New Road during the NOP stage?

Response: Table 2-7 in Section 2.4.4 of Chapter 2, Description of the Proposed Project, lists the proposed
roadway improvements, including the W. 98th Street underpass (see Item 36 in Table 2-7 on
page 2-132). As described in that table and depicted on Figure 2-42 in Chapter 2 of the Draft
EIR, the W. 98th Street Underpass refers to an improvement proposed between the new
Concourse Way and La Cienega Boulevard. An underpass of W. 98th Street would be
constructed in order to allow eastbound traffic on W. 98th Street to access the Consolidated
Rental Car Facility (CONRAC). It has nothing to do with the underpass identified in the NOP
along Sepulveda Boulevard, which was subsequently dropped from the Project, because it was
determined to be infeasible.

LAMP-AL00004-23

Comment: - Phase 2 at page 4-12-97 mentions a tunnel on Sepulveda and 96th street, is this similar to the
tunnel envisioned in the NOP?
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Response:

Page 4.12-97 in Section 4.12.2.6.2 of Section 4.12.2, Off-Airport Transportation, of the Draft EIR,
identifies a series of proposed Project improvements in Phase 2. The comment refers to the first
bullet item in this section, “S. Sepulveda Boulevard (LAX Airport Tunnel to W. 96th Street)”. This
improvement refers to improvements on S. Sepulveda Boulevard between the existing LAX
Airport Tunnel (also called the Sepulveda Boulevard Tunnel) and W. 96th Street. These
improvements are depicted on Figure 2-41 (see Iltems 6, 16, and 17) in Chapter 2, Description of
the Proposed Project.

LAMP-AL00004-24

Comment:

Response:

Many improvements are occurring around the property, along W. 96th Street, including street
closures (4.12-96), new street construction and Sky Bridge Removal. It is unclear whether
impacts to both the parking operation and the academic use specific to the Property were
analyzed. It is also unclear if the property will be so difficult to access that neither the commercial
nor the academic use will continue to be successful.

Please see Response to Comment LAMP-ALO0004-1 above. Vehicular and pedestrian access
and circulation to and from the WLAC property would be maintained at all times, both during and
post-construction, so that academic uses would not be significantly affected. Specific details
would be coordinated at the time of final design.

LAMP-AL00004-25

Comment:

Response:

The Project will create a significant impact at the intersection of Century and Sepulveda. It is
unclear the volume and speed of vehicles anticipated using the New Road coming north on
Sepulveda and the impact to the intersection of 98th and Sepulveda. The intersection of 98th and
Sepulveda becomes a critical intersection for the Property and drivers may no longer be able to
access the Property for airport parking off of Sepulveda or 96th and drivers and students would
be forced to go around if they miss the turn onto 98th. It does not appear the 98th will have a
signal light therefore access to the Property will become much more challenging with the Project.

As discussed in Response to Comment LAMP-AL00001-4 above, access to the WLAC property
would remain unchanged during Phase 1 of the proposed Project. With the proposed Project
Phase 2 components, access to the WLAC property would continue to be off of 98th Street (both
east and west) and Vicksburg Avenue. Additional specific property level changes would be
coordinated at the time of final design when precise details relative to roadway alignment, etc.
would be known, with the objective of not isolating the WLAC property nor making access to the
WLAC property more challenging.

LAMP-AL00004-26

Comment:

Response:

MM-ST (LAMP) 17-recommends modification of Sepulveda and Century Blvd. and it is unclear
what this would mean further north on Sepulveda.

As noted in Section 4.12.2.9.4 of the Draft EIR, mitigation proposed at the intersection of
Sepulveda Boulevard and Century Boulevard (MM-ST (LAMP)-17) would involve restriping the
westbound approach to provide three left-turn lanes and a separate right-turn lane. Sepulveda
Boulevard north of Century Boulevard would not have any changes due to this mitigation
measure and there would be no change to the intersection of Sepulveda Boulevard and 98th
Street. Access to the WLAC property would be available to/from 98th Street (both from the east
and west) and off of Vicksburg Avenue.
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LAMP-AL00004-27

Comment:

Response:

On Phase 2 (4.12.3.7.3) the Project has a significant impact on Sepulveda & Century and
Sepulveda & Lincoln, the Property is between these two intersections and mitigation measures
did not address direct impact to ingress and egress to the Property.

The commentor is referring to the construction traffic impact at the intersections of Sepulveda at
Lincoln and Century Boulevards. Mitigation Measure MM-ST (LAMP)-3, Worksite Traffic Control
Plans, discussed in Section 4.12.3.8 of the Draft EIR, requires that Worksite Traffic Control Plans
(WTCPs) with specific requirements to manage traffic flow, access and circulation around the
construction sites be prepared before the start of construction. LAWA and its contractors would
coordinate with WLAC at the time of preparation of WTCPs to address specific access and
circulation issues. Please also see Response to Comment LAMP-AL00002-18 which describes
the Project Task Force that would be established as part of Mitigation Measure MM-ST (LAMP)-1
to develop a comprehensive and long-term communication and construction impact outreach
strategy for implementation during construction of the proposed Project.

LAMP-AL00004-28

Comment:

Response:

With regards to MM-ST LAMP 3, LACCD would welcome being involved in the Worksite Traffic
Control Plans conversations in order to share parking ingress and egress concerns as well as to
share academic schedule and what works best for the commercial parking operation on Site.
(page 1373)

Please see Response to Comment LAMP-AL00004-27 above.

LAMP-AL00004-29

Comment:

Response:

District is in agreement with MM-ST LAMP 5 that access remains unobstructed for land uses in
proximity to the Project site during construction. As it relates to the academic use, we welcome an
opportunity to share the academic schedule with LAWA to ensure that there is no disruption to
the academic activities on Site.

Please see Response to Comments LAMP-AL00004-27 and 28 above.

LAMP-AL00004-30

Comment:

Response:

The Truck Routes down Sepulveda have been established (4.12-239) to travel from Sepulveda &
Westchester Parkway to Sepulveda & Imperial Highway. The impacts to the property ingress an
egress resulting from the travel of large trucks along with improvements on Sepulveda and
surrounding streets should be analyzed as the primary access to the Site is from Sepulveda and
96th fro Drivers and 98th Street for Students.

As described in Appendix P (section on construction vehicle haul routes and distributions
beginning on page 148 of the pdf) and shown on Figure 4.12.3-3 in Section 4.12.3, Construction
Surface Transportation, of the Draft EIR, haul trucks delivering materials to/from the staging
areas were assumed to use a combination of the freeway system (I-405, 1-105), Imperial
Highway, Aviation Boulevard, Century Boulevard, and Airport Boulevard. As stated in Mitigation
Measure MM-ST (LAMP)-1, for dirt, aggregate, bulk cement, and all other materials and
equipment, truck deliveries to the LAX area will be on designated routes only (freeways and non-
residential streets). Specifically, in regards to Sepulveda Boulevard, haul trucks are limited to the
section of roadway between Westchester Parkway and Imperial Highway. However, due to the
location of staging areas, and the haul truck routing assumptions, any haul truck traffic using
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Sepulveda Boulevard (for mitigation reasons) would only access the section of Sepulveda
Boulevard between Century Boulevard and Imperial Highway. Therefore, haul trucks would not
be included in either the Sepulveda Boulevard/96th Street intersection or the Sepulveda
Boulevard/98th Street intersection.

Additionally, as stated in Section 4.12.3.8 (MM-ST (LAMP)-1), a Project Task Force would be
established to work with residential and commercial neighbors, including Gateway BID members
such as the Los Angeles Community College District, regarding upcoming construction activities
and develop a comprehensive and long-term impact outreach strategy for implementation during
construction.

LAMP-AL00004-31

Comment:

Response:

The District is supportive of LAWA’s efforts to improve the passenger travel experience. We
request that the FEIR recognize the Property as an active academic use as well as a commercial
use and analyze the impacts and recommend mitigation measure accordingly. It is the District’s
intent to continue to provide instructional services on this very uniquely positioned asset and
continue with the current lease arrangement to generate revenue for WLAC and to provide
District staff parking in the Downtown Los Angeles area. Should you have any questions please
feel free to contact me directly at 213-891-2119. Sincerely, Thomas L. Hall Director of Facilities,
Planning & Development

Please see Responses to Comments LAMP-AL00004-1 through LAMP-AL00004-30 above. As
discussed in the above responses, the Final EIR recognizes the subject property as an active
academic use as well as a commercial use. Recognition of the subject property for educational as
well as commercial uses does not result in any new or substantially more severe significant
environmental impacts compared to those disclosed in the Draft EIR, or require the development
of any additional mitigation measures.

LAMP-AL00005 Saucedo, Silvia LA Community 11/15/2016

College District

LAMP-AL00005-1

Comment:

Ms. Quintanilla: On behalf of the Los Angeles Community College District (“District”) and West
Los Angeles College (“WLAC?”), thank you for the opportunity to provide comments on the Draft
Environmental Impact Report (“DEIR”) for Los Angeles International Airport (‘LAX”) Landside
Access Modernization Program (“Project”). As you know, the District owns approximately 4.82
acres of land located at 9700 S. Sepulveda Boulevard (“Property” or “Site”). The Property lies on
the north side of 98th Street, and runs from Sepulveda Boulevard to Vicksburg Avenue. The
Property is adjacent to the land owned by Wally Park, which lies on the south side of 96th and
also runs from Sepulveda Boulevard to Vicksburg Avenue (“Adjacent Property”). The Property is
improved with two airplane hangars that WLAC currently uses for the warehousing of movie set
props and for instruction to support its Film/Television Production Crafts program. The type of
instructional services provided at the Property cannot be duplicated at other District-owned
facilities and as such is integral to the program’s educational purposes. The remaining portion of
the Property is generating revenue for WLAC via a surface parking ground-lease and providing
District headquarters with parking downtown in exchange for parking at the Site. We have the
following general comments: During the NOP comment stage, the Project drawings depicted the
construction of an underpass, underneath the Property, from southbound Sepulveda Boulevard.
The DEIR Project drawings, no longer depict the tunnel, the Project now anticipates acquiring the
Adjacent Property and constructing a new at-grade roadway having its inception north bound on
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Sepulveda between 98th and 96th Street (“New Roadway”), cutting through a portion of the
District Property and running the length of the Adjacent Property. The New Roadway appears to
curve at New “A” Street and lead to the ITF West and CTA. Two main issues are of serious
concern. One: The New Road will be constructed partially on District Property impacting the
District’s ability to use the Site in the future, academically, as a revenue generator and with the
existing arrangement for District parking Downtown. It is unclear what at grade improvements will
be required on the Property and adjacent streets to support the New Road on the Site. We need
more detail to understand whether the New Road will be covered, retaining or sound walls
constructed, set-backs required, and if changes on Sepulveda will relocate the ingress and
egress to and from the Property to truly understand the practical implications of the Project during
construction and operation. Additional detail will make clear whether the Project will have the
effect of isolating the Site or making access to the Site extremely challenging that drivers simply
decide to park elsewhere or deters students from attending class. The numerous road closures,
new street configurations and construction of new streets will all impact access to the Site.
Construction of the New Roadway without taking/using a portion of the District Property should be
strongly considered and analyzed. DEIR indicates 96th Street between Sepulveda and Vicksburg
will be significantly improved and Vicksburg demolished. Perhaps the widening 96th Street may
wholly encompass the New Roadway. Constructing the New Roadway further north entirely on
the Adjacent Property is also an option. Secondly, the DEIR does not recognize the Property as
an educational facility. It is identified as a purely commercially used Site. As explained above, the
Site is an integral part to the WLAC Film/Television Production Crafts Program and labs are held
on Site. The DEIR fails to analyze the impacts of the Project and New Road on sensitive users a
few feet away and adjacent to some of the other components of the Project. Additionally,
expanding the academic component to the entire Site is an option available to the District today.
We also need more clarity as it relates to other Entitlements that are being requested. The
Property is uniquely positioned and the District derives great benefits from its current uses as
both a commercial and an educational site. What are the General Plan Amendments, Specific
Plan Amendments and Zone changes being sought? Would they prohibit or limit the current uses
and future uses on Site? We request that the FEIR recognize the Property also as an academic
use, in order for the correct impacts to be determined and the correct mitigation measures be
recommended. Air Quality Figure 4.2.2-1 identifies the Property as a commercial site only. As
mentioned above, the Property is being used for instructional purposes and a corresponding air
quality analysis should be made. Instruction at times is provided outdoors and the decrease in air
quality due to the New Roadway (construction and operation) just a few feet away should be
analyzed considering this use. Among other impacts, the exhaust from the vehicles travelling on
the New Roadway to the CTA and dust particles in the area will likely increase having a health
impact on the students. The DEIR states that with appropriate mitigation most of the impacts are
reduced to a level that is less than significant, and there are a few significant and unavoidable
impacts with mitigation. However, the DEIR did not recognize the Property as an academic use to
arrive at the conclusion. We request that the FEIR recognizes the Property as an academic use,
in order for the correct impacts to be determined and the correct mitigation measures to be in
place. In addition, dust particles may create additional maintenance costs for the District facility,
this should be analyzed and the impacts mitigated. As it relates to the parking use, the
construction and operation of the New Road will impact the amount of dust and debris
accumulated on the vehicles, which may then deter potential drivers from parking on the
Property. Appropriate dust mitigations should be implemented. Hazards and Hazardous Materials
Allied Aviation Services Co. and Park One/Honeywell International, both across the street from
the Property, are listed in the Hazardous Material Sites of Concern in Table 4.6.1-1 of the DEIR.
The DEIR states that with appropriate mitigation the impacts are reduced to a level that is less
than significant. However, the DEIR did not recognize the Property as an academic use to arrive
at the conclusion. In the FEIR the Property should be recognized as an academic use, in order for
the correct: 1) mitigation measures to be in place; and 2) procedures to be set in place should
there be a release and exposure to the students. LAWA should consider appropriate mitigation
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measures during the excavation, improvement, demolition and construction of the New Road,
Sepulveda, 96th Street, 98th Street, Vicksburg and other surrounding streets given the proximity
to the Property and the exposure to students. Trucks transporting hazardous materials on the
New Road should take appropriate mitigation measures to reduce dangers associated with
hazardous materials to students on Site and parking customers. Hydrology and Water Quality
The Project should analyze to determine if there will be a change in the drainage pattern on the
Property, that may result in flooding and damage to the hangars on the Site as well as to the
movie props inside. Page 38 of Appendix L of the DEIR states that the existing drainage pattern
is East and South, however, the drainage pattern is not analyzed on the Property itself after the
New Road is constructed. It is unclear if the drainage pattern is altered due to the construction of
the New Road and its related improvements. In addition, it is unclear if the storm-water capture
beneath the ConRAC facility would be effective in mitigating any run-off from the Property. While
the other project facilities have not proposed detention measures, detention resulting from the
New Road should be considered, especially since the hangars will remain on Site. Noise &
Vibration The DEIR does not recognize the Property as one with an academic use. Page 13 of
Appendix M states that “sensitive land-uses and establishments situated close to future
construction zones were identified in the screening survey,” however the Property was not
identified as an academic use, accordingly the impacts to the District students were not analyzed.
The FEIR should recognize the Property as an academic use, in order for the correct impacts to
be determined and the correct mitigation measures be recommended during construction
(construction and equipment noise) and during operation. In this vein, our comments below relate
to a few intersections that omitted the specific analysis of the Property with the New Road and the
academic use: - Page 1018 of the DEIR erroneously states that the closest noise-sensitive
receptor to 96th Street and Vicksburg is the Courtyard Marriot at Vicksburg and 98th Street. In
this particular intersection, the Property is the closest noise sensitive receptor since it is on the
same block. - The Property is also the closest noise sensitive receptor to Southbound S.
Sepulveda Boulevard to World Way where the skyway is being replaced and new ramps will be
constructed on Sepulveda. It is unclear if drivers will be able to turn left onto the Property south of
96th Street or on 96th Street. - The closest Noise Survey Locations are Sepulveda & Century and
98th Street and Vicksburg. Given the proximity of the construction and operation of the New
Road, as wells as the improvement, demolition and construction of new street, measurements
should also be taken at the Property particularly considering the academic use. - The highest
single-hour measurement collected was at Century & Sepulveda. This intersection is one block
from the Property. Noise and Vibration impacts on the academic use and the commercial use due
to the New Road and immediate street improvements should also be analyzed. - The DEIR
Appendix M page 47 states that higher vibration levels were measured in the western half of the
study area, closer to the LAX CTA. It is unclear if this only considered the immediate surrounding
street improvements or the New Road as well. The traffic noise modeling should measure the
vibration and noise on the Property, given that it will be surrounded by Project construction and
new Project operational activity. - The widening of 98th Street failed to identify the Property as
noise sensitive receptors. - Sepulveda & Century is identified as a Ground Vibration Monitoring
Location (pg 1004 or Figure 4.9.3-2). Given the proximity of the New Road and the immediate
surrounding of street being improved on the Property, vibration analysis should be made of the
Site in which instruction will be conducted a few feet away from the Road and vehicles will be
parking. - Impacts of “A” street, excavation utility relocation (pg 1017 DEIR) not too far from the
Site should also be analyzed to determine what if any impacts they will have on the Property. Due
to the anticipated various street improvements and New Road construction and operation on part
of the Property the traffic noise modeling and vibration should be measured on the segment of
New Road and the Property. Lastly, the impacts the vibration will have on the Property should
consider the hangars and the current and future structures on site. Will there be structural
impacts due to the Project and if so how will they be mitigated. Will vibration cause subsidence,
settling, tilting, cracking, collapse of existing and future structures or overall weakening? Public
Services The DEIR failed to recognize the Property as an academic institution. As mentioned
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above, WLAC currently uses the Property for the warehousing of movie set props and for
instruction to support its Film/Television Production Crafts program. The type of instructional
services provided at the Property cannot be duplicated at other District-owned facilities and as
such is integral to the program’s educational purposes. Today, expanding the academic
component is an option available to the District today. The FEIR should recognize the Property as
an academic Site in order to analyze the impacts appropriately. An acceptable instructional and
training environment and the ability to maintain performance objectives will be impacted and thus
must be mitigated. The DEIR cites school relocation as a mitigation measure. This measure
should also be considered in relation to the District Property, as it is an active educational facility
and the New Road planned on a portion of it and its related improvements may be disruptive to
outdoor and indoor instruction. Transportation/ Traffic Ease of ingress and egress to and from the
Site is of grave importance as well as access to LAX once the drivers have parked. It is unclear if
customers parking on the Site will have better access to the airport after the Project or if the
Property will become an isolated. It is also unclear whether the delays to the Property for
students, staff and LAX passengers, due to closures, re-routing, staging, will be mitigated. The
DEIR takes a global approach and measures to mitigate impacts to the Property should be
analyzed. More details are needed to ascertain the following: - Will drivers be able to park then
walk to the ITF West or ride the APM directly into the airport? - Will egress to the Site off-of
Sepulveda be eliminated. - Will Vicksburg be entirely demolished (Pg. 4.12-96) so that access to
the Site is only through 98th Street and drivers that are parking for the day and faculty and
students are forced to use the same entrance and exit? - What will be constructed in Vicksburg’'s
place? - Which intersections immediately surrounding the Project will be signalized to manage
traffic-flow and to increase pedestrian safety. - Page 4.12-96 mentions the W. 98th Street
Underpass. What is the cross street where this underpass is located? Was this meant to replace
the New Road during the NOP stage? - Phase 2 at page 4-12-97 mentions a tunnel on
Sepulveda and 96th street, is this similar to the tunnel envisioned in the NOP? Many
improvements are occurring around the property, along W. 96th Street, including street closures
(4.12-96), new street construction and Sky Bridge Removal. It is unclear whether impacts to both
the parking operation and the academic use specific to the Property were analyzed. It is also
unclear if the property will be so difficult to access that neither the commercial nor the academic
use will continue to be successful. The Project will create a significant impact at the intersection
of Century and Sepulveda. It is unclear the volume and speed of vehicles anticipated using the
New Road coming north on Sepulveda and the impact to the intersection of 98th and Sepulveda.
The intersection of 98th and Sepulveda becomes a critical intersection for the Property and
drivers may no longer be able to access the Property for airport parking off of Sepulveda or 96th
and drivers and students would be forced to go around if they miss the turn onto 98th. It does not
appear the 98th will have a signal light therefore access to the Property will become much more
challenging with the Project. MM-ST (LAMP) 17-recommends modification of Sepulveda and
Century Blvd. and it is unclear what this would mean further north on Sepulveda. On Phase 2
(4.12.3.7.3) the Project has a significant impact on Sepulveda & Century and Sepulveda &
Lincoln, the Property is between these two intersections and mitigation measures did not address
direct impact to ingress and egress to the Property. With regards to MM-ST LAMP 3, LACCD
would welcome being involved in the Worksite Traffic Control Plans conversations in order to
share parking ingress and egress concerns as well as to share academic schedule and what
works best for the commercial parking operation on Site. (page 1373) District is in agreement with
MM-ST LAMP 5 that access remains unobstructed for land uses in proximity to the Project site
during construction. As it relates to the academic use, we welcome an opportunity to share the
academic schedule with LAWA to ensure that there is no disruption to the academic activities on
Site. The Truck Routes down Sepulveda have been established (4.12-239) to travel from
Sepulveda & Westchester Parkway to Sepulveda & Imperial Highway. The impacts to the
property ingress an egress resulting from the travel of large trucks along with improvements on
Sepulveda and surrounding streets should be analyzed as the primary access to the Site is from
Sepulveda and 96th fro Drivers and 98th Street for Students. The District is supportive of LAWA’s
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efforts to improve the passenger travel experience. We request that the FEIR recognize the
Property as an active academic use as well as a commercial use and analyze the impacts and
recommend mitigation measure accordingly. It is the District's intent to continue to provide
instructional services on this very uniquely positioned asset and continue with the current lease
arrangement to generate revenue for WLAC and to provide District staff parking in the Downtown
Los Angeles area. Should you have any questions please feel free to contact me directly at 213-
891-2119. Sincerely, Thomas L. Hall Director of Facilities, Planning & Development

Response: The content of this comment letter is identical to comment letter LAMP-ALO0004; please refer to
the responses to comment letter LAMP-AL00004.
LAMP-AL00006 Lichman, Barbara, Buchalter Nemer, 11/15/2016

A Professional Law
Corporation (City of Culver City)

LAMP-AL00006-1

Comment:

Response:

The following constitutes the comments of the City of Culver City ("City") concerning the Draft
Environmental Impact Report for Los Angeles International Airport (LAX) Landside Access
Modernization Program ("Project" or 'LAMP").

l. THE USE OF A BASELINE DATE OTHER THAN 2015 IS QUESTIONABLE

The DEIR asserts that it uses a baseline date other than the year 2015 where 2015 "by itself
is not an appropriate representation of baseline conditions." Nevertheless, CEQA requires that
the baseline for analysis in an environmental document be 'the physical environmental
conditions in the vicinity of the project as they exist at the time the notice of preparation is
published, or, if no notice of preparation is published, at the time the environmental analysis is
commenced .. ." # Cal. Code Regs. § 15125(a). Thus, the DEIR must more specifically
define the circumstances, the environmental category, and reasons why it is not "appropriate”
to use, the CEQA specified baseline. Otherwise, there is a clear danger that environmental
impacts will be understated by the use of late baselines into which levels of environmental
impact have already been incorporated, thus minimizing the environmental impacts of the
Project.

CEQA Guidelines Section 15125(a) does require that the EIR include “a description of the
physical environmental conditions in the vicinity of the project, as they exist at the time the notice
of preparation is published.” However, the commentor is incorrect that CEQA requires this
description to be the baseline for analysis. CEQA Guidelines Section 15125(a) specifies that the
environmental setting “will normally constitute the baseline physical conditions by which a lead
agency determines whether an impact is significant.” (Emphasis added.) There are
circumstances where the time that the notice of preparation is published is not the best
representation of baseline physical conditions, and the Lead Agency has the discretion to decide
how the existing physical conditions without the project can most realistically be measured. (See
Neighbors for Smart Rail v. Exposition Metro Line Construction Authority (2013) 57 Cal.4th 439.)

As stated on page 4-4 of Chapter 4, Environmental Impact Analysis, of the Draft EIR, the Notice
of Preparation (NOP) for the LAX Landside Access Modernization Program EIR was published on
February 5, 2015. In accordance with the provisions of CEQA, 2015 is the baseline year for
characterizing existing conditions in the environmental analysis. Where existing conditions data
specific to 2015 were not available or where 2015, by itself, was not an appropriate
representation of baseline conditions, the Draft EIR identifies this fact, explains what data was
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used to determine existing conditions, and provides evidence of why this information is
representative of baseline conditions.

For certain analyses, a full year's worth of data was considered necessary and appropriate to
characterize existing baseline conditions. Such is the case relative to existing air pollutant
emissions and existing Airport traffic generation, whereby the variability in Airport operations
throughout the year, especially seasonal variations, results in "existing" conditions for those
topics being very different depending on time of year. For these analyses, data for the prior
calendar year, which in the case of this EIR is 2014, were used to define existing baseline
conditions for these topics.

CEQA does not require a public agency to wait until a calendar year ends to gather existing data
so that the baseline analysis is strictly confined to the calendar year in which the NOP was
published, nor would it be prudent to do so. Due to the highly developed nature of LAX and the
surrounding communities, and the lack of economic growth in recent years, there is substantial
evidence that site conditions at and around LAX did not materially change between 2014 and
2015. Therefore, the available information in 2014 that was used to characterize baseline
conditions, is considered to be generally representative of 2015 conditions.

LAMP-AL00006-2

Comment:

Response:

Il THE DEIR IMPROPERLY ANALYZES THE PROJECT'S 900,000 SQUARE FEET OF
FUTURE RELATED DEVELOPMENT AT THE "PROGRAM" LEVEL

The DEIR takes the position that the 900,000 square feet of "future related development" to be
located around the CONRAC and ITF is so amorphous in its development prospects that it is
impossible to adequately analyze at a project level of detail.

Nevertheless, the fact that specific development options have not yet been specified does not
preclude the possibility of some specific environmental review of potential uses as determined
by the Los Angeles City Zoning Code and other governing ordinances. In fact, the level of
detail should correspond to the level of detail of the program, plan, policy or ordinance that is
proposed," 14 Cal. Code Regs. § 15152(b). In this case, this "future related development” is
to take place on 47.3 acres of the total of 2 million square feet to be originally used for
construction staging. Despite the scope of the area involved, and despite that neither the uses
envisioned for this area, nor their impacts are described or analyzed with any specificity.

Therefore, it is entirely possible to provide more analysis on, among others, the parameters of
air quality and traffic impacts by referring to and relying on the zoning designations for the
areas covered by the 'future related development." That the DEIR does little more than
dismiss those impacts, stating that they will be analyzed at a future date when that aspect of
the Project is analyzed under a Program EIR, understates the full impacts of the Project, and,
thus, renders the DEIR inadequate.

As stated on page 2-188 in Chapter 2, Description of the Proposed Project, of the Draft EIR, the
proposed Project would require changes to the configuration and use of existing parcels
owned by LAWA where the new LAX ground transportation facilities are proposed to be
constructed. Associated changes to the existing land use and zoning designations are proposed,
as further discussed in Section 2.8 of the Draft EIR. These changes would create new parcels
owned by LAWA that would be needed for construction laydown and staging areas during
construction of the proposed Project until completion of Phase 1, but would be later available for
future development following the construction period. The parcels proposed for future related
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development are located adjacent to the CONRAC, ITF East, APM MSF, and ITF West, and are
shown on Figure 2-51 of the Draft EIR.

As discussed on page 2-188 of the Draft EIR, LAWA has no specific plans for development of
these parcels at this time. Thus, the potential for environmental effects from future development
of these parcels was examined at a programmatic level in this EIR. Development of these areas
would occur, if at all, after construction of the proposed components of the Project. At such time
as individual development projects are proposed on these parcels, additional CEQA project-level
environmental review would be conducted, as necessary.

Contrary to the commentor’s assertion, the Draft EIR identified potential uses and development of
these parcels, as shown on page 2-191 of Chapter 2, Description of the Proposed Project, of the
Draft EIR. LAWA assumed that these parcels would accommodate up to 900,000 sq. ft. of
commercial development. Such future development is envisioned to support the needs of
passengers, visitors, employees, and guests of hotels in the area. In the CONRAC area, the land
located between W. 98th Street and W. Century Boulevard (Sites 7 and 8) and the land located on
the corner of Aviation Boulevard and W. Arbor Vitae Street (Site 9) would be available after
construction of the Project facilities is completed. For purposes of analysis, the Draft EIR projects
and analyzes up to 450,000 sq. ft. of commercial development in these areas. In addition, the
areas located south of the ITF West along W. 98th Street (Sites 1 and 2) and along Airport
Boulevard (Sites 3, 4 and 5) would be available for future development, as would portions of the
Belford area located south of W. 96th Street (Site 6). For purposes of analysis, the Draft EIR
projects and analyzes up to 450,000 sq. ft. of commercial development in this area.

LAWA has developed land use designations (see Section 2.8 of the Draft EIR) and design
guidelines (see Appendix B of the Draft EIR) to guide the future development of these parcels.
Areas along W. Century Boulevard and Airport Boulevard would be developed consistent with
commercial uses by providing services to meet the needs of Airport passengers and visitors, as
well as guests of the nearby hotels on W. Century Boulevard. The portion of the Belford area
south of W. 96th Street and the area between W. 96th Street and W. Arbor Vitae Street would be
available to provide Airport-related support uses or commercial development. LAWA prepared an
illustrative, conceptual plan for future development in consultation with local stakeholders and
generated projections regarding the size and type of the potential future related development, as
shown in Table 2-16 of the Draft EIR. As discussed on page 2-191 of the Draft EIR, other
possible amenities could include: theaters; health and fitness centers; layover facilities; galleries
or museums; or community uses.

As stated on page 4-4 in Chapter 4, Environmental Impact Analysis, of the Draft EIR,
Section 15146(b) of the State CEQA Guidelines, states that an EIR prepared for program level
entitlements, "need not be as detailed as an EIR on the specific construction projects that might
follow." The State CEQA Guidelines incorporate the "rule of reason" and advise public agencies
to avoid "speculative analysis of environmental consequences for future and unspecified
development" that has not yet been formulated at greater levels of detail. (Discussion following
CEQA Guidelines Section 15146.) Analyzing the impacts of potential future related development
at a programmatic level of detail allows a lead agency to "consider broad policy alternatives and
program-wide mitigation measures at an early time when the agency has greater flexibility to deal
with basic problems or cumulative impacts.” (State CEQA Guidelines Section 15168(b)(4).) If and
when future development is proposed within these parcels, those proposals will be evaluated as
appropriate in compliance with CEQA. It would be speculative at this time to provide greater detail
on or analysis of the potential future development of these parcels.

Each section in Chapter 4 of the Draft EIR includes both a project-level analysis of the LAX
Landside Access Modernization Program and a program-level analysis of the LAX Landside
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Access Modernization Program Potential Future Related Development that describes and
analyzes the effects associated with the potential future related development based on the
assumptions for development of these parcels, in compliance with CEQA.

LAMP-AL00006-3

Comment:

Response:

I THE PURPOSE OF THE PROJECT IS OBVIATED BY ITS SIGNIFICANT TRAFFIC
IMPACTS

While the stated purpose of the Project is, among other things, to "improv[e] the efficiency and
operation of the surface transportation system which LAX operates," DEIR, § 1.1.3(d), that
purpose is belied by the DEIR's conclusions.  Specifically, the DEIR concludes that traffic
improvements, even without reference to the 900,000 square feet of "future related development,”
see, e.g., DEIR, § 1.4.2, Table 1-3, contemplated to be added to the Project for buildout by 2035,
will cause significant traffic impacts to certain intersections in 2024, without mitigation, and in
2035, even with appropriate mitigation. /d. Moreover, the DEIR further concludes that inclusion
of the "future related development" will create significant impacts both with and without
mitigation during both time periods.

The comment implies that the proposed Project is inconsistent with the project objectives
because there would be significant impacts associated with traffic. This assertion is incorrect; it
ignores: 1) the proposed Project’s consistency with numerous other project objectives and goals,
2) operating conditions at numerous intersections would be improved, and 3) LAWA'’s proposed
mitigation measures for significantly impacted intersections.

Section 2.2 of the Draft EIR provides the following description of the purpose, objectives and
goals of the proposed Project:

“The underlying purposes of the proposed Project are to improve access to LAX and relieve
congestion on Airport and surrounding roadways. The Project objectives for the LAX Landside
Access Modernization Program that support the underlying purposes are:

(a) Enhance the passenger experience by providing new access options for all modes of
travel, including direct connections to transit, convenient parking, and commercial
vehicles;

(b) Provide easier and more efficient access to rental cars and non-CTA parking facilities;
(c) Relieve congestion at LAX and on the surrounding street system by developing a flexible
transportation system that provides alternatives to the CTA for passengers, airport and

other employees, and airport-related vendors accessing LAX;

(d) Promote the sustainability of LAX by improving the efficiency and operation of the surface
transportation system in which LAX operates;

(e) Enhance and integrate the overall design of LAX Landside Access Modernization
Program facilities with existing CTA structures and new airport facilities both inside and
outside the CTA;

(f) Maintain airport operations during construction; and

(g) Ensure the highest and best use for reuse of any potential future surplus property in
compliance with FAA grant obligations.
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These objectives are consistent with the following general goals LAWA has established for LAX
as part of its sustainability program and policies that strive to minimize the impact of LAX
operations on the surrounding communities:

« Build new efficient transportation facilities that conserve energy, water, and other resources.
« Reduce traffic congestion and vehicle miles traveled, thereby improving air quality.
o Reduce air emissions from transportation sources to comply with Senate Bill (SB) 375.

o Design and construct the new transportation facilities in a manner that minimizes disruptions
to airport operations.

« Design and construct the new transportation facilities in a manner that integrates with existing
and new airport facilities.

o Utilize airport property located next to the new transportation facilities for construction
staging, construction activities, and/or temporary relocation areas to build the APM System,
CONRAC, ITFs, roadway improvements, and other Project elements. Upon completion of
the new transportation facilities, consider new uses complementary to LAX and the
surrounding uses that meet the needs of passengers, visitors, employees, and guests of
hotels in the area.

« Generate additional employment opportunities and economic activity that benefit the
communities located around LAX and the City of Los Angeles.”

The proposed Project, including the APM system, CONRAC, ITFs and roadway improvements,
would achieve these objectives and goals. Further, the proposed Project would provide a direct
and seamless mass-transit connection to regional transit (Metro Crenshaw/LAX Line at the
Airport Metro Connector (AMC) 96th Street Transit Station).

The provision of facilities such as the CONRAC and the ITF East within the Manchester Square
area adjacent to the 1-405 freeway and several arterial roadways would consolidate the traffic that
currently is spread out throughout the neighborhoods and then transport these passengers,
visitors and employees to and from the CTA using a time-certain mass transit (APM) system.
The ITF West would consolidate both the shuttles and private vehicles and connect them to the
same APM system to and from the CTA.

As indicated in Draft EIR Section 14.12.2.7 and Appendix O, Off-Airport Traffic Study, of the Draft
EIR, relative to the Future (2035) With Project and Future (2035) With Project and Potential
Future Related Development scenarios, the following information is relevant:

« The proposed Project with mitigation would improve system-wide traffic operating conditions
during both AM and PM peak hours and many of the congested intersections would be
improved. Intersection operations would be improved at 34 locations in the a.m. peak hours
and at 42 intersections during the p.m. peak hours compared to future (2035) baseline
conditions without the proposed Project (see Table 4.12.2-20 in Section 4.12.2 of the Draft
EIR, and pages 9-10 of Appendix O, Off-Airport Traffic Study, of the Draft EIR, as well as
Table 37A on pages 348-354 and Figures 76A and 76B on pages 410-411).

« The proposed Project with Potential Future Related Development with mitigation would
improve the system-wide operations during both the a.m. and p.m. peak hours in the future
(2035) conditions. Intersection operations would be improved at 32 intersections during the
a.m. peak hours and at 35 intersections during the p.m. peak hours compared to future
(2035) baseline conditions without the proposed Project (see Table 4.12.2-31 of the Draft
EIR, and pages 9-10 of Appendix O, Off-Airport Traffic Study, of the Draft EIR, as well as
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Table 40A on pages 359-365 and Figures 82A and 82B on pages 424-425).

Due to the consolidation of these trips adjacent to the 1-405 and adjacent arterials such as La
Cienega Boulevard, Arbor Vitae Street and Century Boulevard, certain intersections and freeway
segments along these corridors would experience significant and cumulatively significantly
impacts under various future conditions as noted in Sections 4.12.2.7.1 (With Project) and
4.12.2.7.2 (With Project and Potential Future Related Development) of the Draft EIR.

To address these significant and cumulatively considerable traffic impacts, LAWA has proposed
a detailed mitigation program as detailed in Section 4.12.2.9 of the Draft EIR. With the
implementation of these mitigation measures, as noted in Section 4.12.2.10.1 and Section
4.12.2.10.2, all significant impacts at intersections would be mitigated to less than significant
levels using both existing baseline and future baseline (2024) conditions. However, in future
(2035) With Project and future (2035) With Project and Potential Future Related Development
scenarios, all significant impacts at intersections, except one would be mitigated to less than
significant levels. Impacts on the La Cienega Boulevard at Arbor Vitae Street intersection would
be reduced, but not to less than significant levels. In order to mitigate the impact at this
intersection to less than significant levels, additional right-of-way within the City of Inglewood
would be required, and the City of Inglewood expressed its intent in meetings with LAWA staff not
to widen the intersection given the residential uses east of the 1-405 freeway along Arbor Vitae
Street. Therefore, working closely with Inglewood, LAWA proposed ITS improvements along La
Cienega Boulevard (including the intersection of La Cienega Boulevard and Arbor Vitae) and
along Century Boulevard (Mitigation Measure MM-ST (LAMP)-7); this mitigation measure would
further reduce the significant impact at the La Cienega Boulevard at Arbor Vitae Street
intersection, but the impact would remain significant and unavoidable.

Therefore, overall the proposed Project with mitigation measures identified in Section 4.12.2.9 of
the Draft EIR would meet the objectives supporting the stated objectives and goals, and would
not result in Draft EIR’s conclusions “belying” the stated purpose of the Project, as asserted in the
comment.

LAMP-AL00006-4

Comment:

Response:

The origin of these conclusions is clear. Not only does the Project Description include:

(1) dramatic changes to the alignment of streets and roadways; (2) new facilities for rental
cars in the Consolidated Rental Car Facility ("CONRAC"), and for the similar consolidation of
other modes of transportation in the Intermodal Transportation Facility ("ITF"), east of LAX;
but also (3) new freeway interchanges leading to local streets that are already heavily traveled,
such as La Cienega Boulevard and Arbor Vitae Street. In addition, Los Angeles Metropolitan
Transit Authority ("Metro") is planning a "separate and independent” 96" Street Metro Station
near the CONRAC which will also be a hub for parking of private cars and well as modes of
public transportation.

Please see Response to Comment LAMP-ALO0006-3 above. Section 2.4.4 in Chapter 2,
Description of the Proposed Project, of the Draft EIR describes the proposed roadway
improvements, which are not “dramatic changes” in alignments. The majority of the roadway
improvements are widening of existing streets within existing right-of-way. The purposes of these
roadway improvements are to facilitate the shift of traffic from the CTA to the proposed new
CONRAC and ITFs, and provide better access to the freeway system; the intent is to intercept
passengers and employees and remove those vehicles from the Airport circulation system and
surrounding streets to decrease traffic. The commentor incorrectly states that the proposed
Project includes new freeway interchanges leading to local streets that are already heavily
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traveled. Section 2.4.4 in Chapter 2, Description of the Proposed Project, of the Draft EIR
identifies all of the roadway improvements included as part of the proposed Project; LAWA is not
proposing any new freeway interchanges. Furthermore, the Draft EIR cumulative impacts
analyses included consideration of the “Metro Crenshaw/LAX Transit Corridor and Stations”
project, as noted on page 3-10 of the Draft EIR, which includes the “096™ Street Metro Station near
the CONRAC” referenced by the commentor. Please also see Response to Comments LAMP-
AL00006-11 and LAMP-AL00007-11 for additional details.

LAMP-AL00006-5

Comment:

Response:

A few specific areas of concern regarding traffic impacts are the use of a five percent
Transportation Demand Management (TDM) reduction for employee related trips with no
means of measuring the effectiveness of the TDM measures to see if they actually result in
this reduction.

The TDM Program mitigation measure, as described in Section 4.12.2.9.1 of the Draft EIR,
includes preparation and conduct of an employee travel demand survey. Based on the results of
the survey, design and implementation of an LAX TDM Program including formation of a
Transportation Management Organization (TMO) would occur. The TDM Program could include
choice of alternative transport, enhanced vanpool, carpool programs and provision of transit
passes; and car-share and employee shuttle programs.

After 9 months of launching the TDM Program, LAWA would conduct another follow-up survey to
ascertain the performance of the Program, pros and cons of the Program elements, and consider
re-tooling the Program to maximize its effectiveness.

The performance or effectiveness of these measures used in the estimation of mitigation was 5
percent of the employee drive-alone trips — equivalent to a reduction of 200 peak hour employee
drive-alone trips or 800 average daily one-way employee trips. These trip reduction estimates
are very conservative and small, given all the elements of the robust TDM Program mitigation
measure.

The past success of LAWA TDM measures is a predictor that the relatively modest 5 percent
additional trip reduction target can easily be achieved. LAWA has a comprehensive rideshare
and vanpool program available to all LAWA employees, which offers financial incentives and
discounts to participating employees. As noted in the annual Sustainability Report,1 LAWA's
Rideshare Program has a 23 percent participation rate and saved more than 300,000 gallons of
fuel in 2015. Additionally the U.S. Environmental Protection Agency (EPA) considers the LAWA
program to be one of the most comprehensive programs offered by an employer in Southern
California. It is part of the EPA's Best Workplaces for Commuters Program that distinguishes and
provides national recognition to employers offering outstanding commuter benefits. In order to
participate in this program, employers must meet the EPA's National Standard of Excellence in
commuter benefits. As noted in the Sustainability Report, based on a study conducted by the
Transportation Research Board in 2012, LAWA'’s voluntary rideshare program is the largest and
most comprehensive airport employee rideshare program in the U.S. While this program is
currently solely for LAWA employees, the proposed mitigation measure for the LAX Landside
Access Modernization Program would expand participation to any Airport employee (TSA, airline,
cargo, etc.).

Furthermore, it is legally infeasible to mandate ridesharing (e.g. vanpool, carpool). (See
California Health and Safety Code Sections 40454, 40716, 40717.5, and 40717.9; Merced
Alliance for Responsible Growth v. City of Merced (2012 Case No F062602) 2012 WL 5984917.)
As discussed in Merced:
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LAMP-AL00006-6

Comment:

The final EIR modified Mitigation Measure 4.2-2b to provide that “[t]he applicant shall
implement design features and develop program incentives that discourage employees
from commuting in single occupant vehicles ... in order to reduce associated mobile-
source emissions.” [{]] The challengers argue that the city’s interpretation of Health and
Safety Code section 40717.9 is wrong. The statute provides: [{] “(a) Notwithstanding
Section 40454, 40457, 40717, 407171, or 40717.5, or any other provision of law, a
district, congestion management agency, as defined in subdivision (b) of Section 65088.1
of the Government Code, or any other public agency shall not require an employer to
implement an employee trip reduction program unless the program is expressly required
by federal law and the elimination of the program will result in the imposition of federal
sanctions, including, but not limited to, the loss of federal funds for transportation
purposes. [1] “(b) Nothing in this section shall preclude a public agency from regulating
indirect sources in any manner that is not specifically prohibited by this section, where
otherwise authorized by law.” (Health and Safety. Code, Section 40717.9.)

The challengers argue that this statute applies to local air districts but not cities and
counties. They ignore the fact that the statute applies to “any other public agency,” not
just local air districts. The challengers also argue that the statute is only intended to
prevent local air districts from adopting regulations of general application to existing
businesses; it is not intended to prevent individual cities and counties from imposing
requirements on individual employers. The language of the statute does support their
interpretation. Health and Safety Code section 40717.9, subdivision (a), states, “any
other public agency shall not require an employer to implement an employee trip
reduction program unless the program is expressly required by federal law ....” The final
EIR reasonably interpreted the statute to mean that Merced, a lead agency, could not
require Wal-Mart, an employer, to implement such a program. (See Remy et. al., Guide
to CEQA (2006 ed.) p. 542 [Health and Safety. Code, Section 40717.9 “eliminates
employee trip reduction programs as one of the types of mitigation that cities and
counties can impose under CEQA for impacts on air quality and transportation facilities”].)
[l In any event, the challengers have not shown that the city’s modification of the
mitigation measure is a violation of CEQA....The respondents point out that the final EIR
concluded that implementation of another mitigation measure—an emission-reduction
agreement with the SUIVAPCD—would reduce NOx and PM10 emissions to less-than
significant levels.

However, as discussed by the Court of Appeal, “A public agency can make reasonable
assumptions based on substantial evidence about future conditions without guaranteeing that
those assumptions will remain true. (Pub. Resources Code, § 21080, subd. (e); City of Del Mar v.
City of San Diego (1982) 133 Cal.App.3d 401, 412.) The City made reasonable assumptions
regarding the efficacy of the TDM measures as outlined above.

City of Los Angeles, Los Angeles World Airports, Los Angeles World Airports
Sustainability Report 2015, Available:
http://www.laxsustainability.org/documents/Sustainability Report_2015.pdf.

Additionally, the traffic study identifies the existing Level of Service (LOS) of the Sepulveda
Boulevard and Centinela Avenue intersection as C in the AM and E in the PM. A 2016 traffic
study for another project in the vicinity showed a LOS of E in both the AM and PM for the
same intersection. Therefore the analysis of this intersection understates the potential impact.
In fact Table 40A suggests the intersection will see a reduced level of service for the "with
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Response:

project" condition which could in fact result in an impact if the proper baseline condition of
LOS E AM and PM is used.

At certain locations, traffic counts on different days show variation equivalent to approximately 10
percent or more. The traffic counts that were utilized for the Traffic Study at the Sepulveda
Boulevard/Centinela Avenue intersection were an appropriate CEQA baseline because they were
conducted at the time of release of the Notice of Preparation (NOP) of the Draft EIR for the
proposed Project (February 2015). The commentor is referring to counts and analysis conducted
approximately a year or more after the release of the NOP and without providing any specific
reference or context to those counts.

Notwithstanding the reasons for the differences, to respond to this comment an additional traffic
impact analysis at the intersection of Sepulveda Boulevard and Centinela Avenue was conducted
utilizing increased counts provided by Culver City. The results of that analysis showed that
significance of impacts at this location remained unchanged for all scenarios. In other words,
even with more recent traffic counts at this location, there would be no significant traffic impacts in
Baseline With Project, Future (2024) With Project, Future (2035) With Project and Future (2035)
With Project and Potential Future Related Development scenarios. Furthermore, the Draft EIR
provided multiple cumulative scenarios in the years 2024 and 2035. (Draft EIR Section 4.12.)
While the commentor appears to be requesting an analysis for the year 2016, an EIR is not
required to analyze multiple interim years. City of Irvine v. County of Orange (2015) 238
Cal.App.4th 526.

LAMP-AL00006-7

Comment:

Response:

Furthermore, the Project will add a significant amount of traffic to the Sepulveda Boulevard
and Jefferson Boulevard corridors, two key arterial corridors in Culver City that provide access
to the airport as alternate routes to using the 405 Freeway and on which Culver CityBus
operates three (3) regular fixed route bus service and one (1) rapid bus line. DEIR Section
2.4.6.2.3, "Transportation System Management," briefly suggests the use of Intelligent
Transportation System (ITS) improvements "along key north-south airport access routes
which may include corridors through neighboring jurisdictions such as Culver City and El
Segundo." The Project should include ITS improvements, such as Adaptive Traffic Control
Systems (ATCS) and Bus Signal Priority (BSP), Closed-circuit Television (CCTV), and
Changeable Message Signs (CMS), along the Sepulveda Boulevard and Jefferson Boulevard
corridors to work closely in conjunction with the freeway corridor ITS systems and provide
coordinated and improved regional and sub-regional access to the Los Angeles International
Airport (LAX) and its associated facilities.

The proposed Project is a transportation improvement project with provision of key consolidation
facilities, an APM system and additional roadway improvements to improve the landside access
and circulation system for Los Angeles International Airport. As indicated in Section 4.12.2.7 of
the Draft EIR, the proposed Project would not cause significant traffic impacts at any of the City of
Culver City intersection locations. However, the commentor’s statement “DEIR Section 2.4.6.2.3,
Transportation System Management,” briefly suggests the use of Intelligent Transportation
System (ITS) improvements “along the key north-south airport access routes which may include
corridors through neighboring jurisdictions such as Culver City and El Segundo”.

LAMP-AL00006-8

Comment:

The Project DEIR did not analyze the Project's impacts to Culver CityBus service along
Sepulveda Boulevard (Line 6 and Rapid 6) and Jefferson Boulevard (Lines 3 and 4). Given
that the Project will add significant amount of traffic to these corridors and these bus lines
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Response:

provide direct (Local 6 and Rapid 6) and indirect (Lines 3 and 4) access to Project area, the
DEIR should analyze the Project's impacts to these bus lines.

The commentor appears to be alleging delays to transit service due to concurrent use of the
roadways by other vehicles (i.e. the commentor asserts “[tjhe Project DEIR did not analyze the
Project’s impacts...[which] will add significant amount of traffic to these corridors...”

This concept was also expressly discussed in Section 4.12.2.3 of the Draft EIR, which explains in
part “The model produces a.m. and p.m. peak period results; midday off-peak period results;
vehicular and ftransit flows on the transportation network within the Study Area...” As also
discussed by the Court of Appeal, "Under CEQA, the question is whether a project will affect the
environment of persons in general, not whether a project will affect particular persons.” Mira Mar
Mobile Home Community v. City of Oceanside (2004) 119 Cal.App. 4™ 477,492. The Draft EIR
appropriately discloses LOS impacts for all users of the roadways; it is unnecessary and
infeasible to provide an individualized Level of Service analysis for every user of the roadways
(which includes numerous hotel shuttles, limousines, personal vehicles, parking shuttles, taxis,
etc.).

Furthermore, before the release of the Draft EIR, the EIR Project team coordinated with the City
of Culver City staff on the assumptions, parameters and methodology to be used for the traffic
impact analyses for the proposed Project. The scope of analysis, including intersection locations
and criteria to be used for assessment of significant traffic impacts were also part of the
Assumptions, Parameters and Methodology Memorandum prepared and coordinated at the
commencement of the Traffic Study for the proposed Project.1

Section 4.12.2.7.1 and 4.12.2.7.2 of the Draft EIR present the impacts analyses for the LAX
Landside Access Modernization Program Project and for the LAX Landside Access
Modernization Program Potential Future Related Development, respectively. Forty (40)
intersections within the City of Culver City (wholly or partially) were analyzed and significance of
impacts identified as part of the traffic analyses. The Culver City Bus lines that the commentor is
referring to traverse Sepulveda and Jefferson Boulevards within the City of Culver City and all key
intersection locations along these corridors were analyzed as part of the Traffic Study. No
significant traffic impacts were identified at any of the locations within the City of Culver City
under Existing Baseline With Project, Future (2024) With Project, Future (2035) With Project and
Future (2035) With Project and Potential Future Related Development scenarios, as described in
detail in Section 4.12.2.7.1 and Section 4.12.2.7.2 of the Draft EIR. No other significance criteria
have been adopted by the City of Culver City and noted in the City’s Traffic Study Guidelines?
that specifically address bus transit impacts beyond those detailed for roadway intersections upon
which these bus lines traverse as referenced above.

! Raju Associates, Inc., Technical Memorandum Landside Access Modernization
Program (LAMP) Project EIR Assumptions and Methodology for Traffic Study to
the City of Culver City, December 1, 2015.

2 City of Culver City, Public Works Department, Engineering Division and
Community Development Department, Planning Division, Traffic Study Criteria
for the Review of Proposed Development Projects within the City of Culver City,
July 2012.

LAMP-AL00006-9

Comment:

It should be noted that Sections 2.4.2.1.2, 2.4.2.2.2, and 2.4.3.1 indicated that the Project will
build 8,000 parking spaces at ITF West, 8,300 parking spaces at ITF East, and 8,000 parking
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Response:

spaces at CONRAC, totaling 24,300 parking spaces. The CONRAC includes both the
customer service building, 'the public hub of the CONRAC," and the employee and visitor
parking structures. The total amount of parking provided for at the CONRAC, ITF West, and
ITF East is indicative of the minimum number of cars that will access the airport through the
surface streets proximate to the airport.

Parking lots and parking spaces do not “create” traffic. The traffic generation associated with the
CONRAC, ITF East and ITF West referenced in the comment was modeled and accounted for in
the analyses of the alternatives, as presented in Table 4.12.2-7 (page 4.12-75) and Table 4.12.2-
8 (page 4.12-76) in Section 4.12.2.2.5 of the Draft EIR. All the traffic accommodated by and
associated with the parking lots and spaces referenced in the comment has been accounted for
in the traffic forecasts and analyses of the various scenarios presented in the Draft EIR. The
availability of parking at LAX has never been an accurate indicator of trip generation at LAX. The
CTA parking has generally been in place since 1984. However, when LAX prepared to the
Bradley West Final EIR in 2009, it noted that the CTA had an overall parking occupancy rate of
62 percent.1 An analysis of parking demand completed in 2015 identified that even in peak
periods at the Airport, there are available parking spaces within the CTA garages.2

Furthermore the commentor does not provide any references or discussion of the Draft EIR’s
detailed methodological discussion of the trip generation rates and methodology utilized. Contrary
to the implications in the comment, the Draft EIR roadway traffic analysis accounts for all of the
trips on the roadways associated with passenger activity levels under existing conditions as well
as cumulative conditions in 2024 and 2035 based on the traffic model output identified in Sections
4.12.1.2.4 through 4.12.1.2.7, 4.12.1.8.2, 4.12.1.9, and 4.12.2.2.5. As noted in these sections,
the vehicle trip generation and distribution model estimates future traffic volumes on the Airport’s
roadway system based on future passenger activities and has been calibrated and validated.
Furthermore, the cumulative scenario utilized highly conservative assumptions, including an
assumption of 2 percent annual ambient growth per year, and adding additional specific projects
on top of that cumulative growth rate, as outlined in Section 4.12.3.2.4.

! City of Los Angeles, Los Angeles World Airports, Final Environmental Impact
Report for Los Angeles International Airport (LAX) Bradley West Project, (SCH
2008121080), September 2009, Volume 8, Chapter 2, Comments and
Responses, page 2-95.

Walker Parking Consultants, Public and Employee Parking Demand Analysis
Draft Memorandum, August 4, 2015.

LAMP-AL00006-10

Comment:

Response:

Additionally, in all this, there is no analysis of the synergistic traffic impacts of the Northside
Project, planned contemporaneously for 2.3 million square feet of office and retail space
immediately to the north and east of LAX, and only passing reference to an additional 900,000
square feet of "future related development” being made available by the development of the
CONRAC and ITF.

Please see Responses to Comments LAMP-AL00002-8 and LAMP-AL0O0006-2 regarding the
program-level analysis of the LAX Landside Access Modernization Program Potential Future
Related Development that describes and analyzes the effects, including the traffic impacts,
associated with the potential future related development based on the assumptions for
development of these parcels, in compliance with CEQA. As identified in Table 3-1 on page 3-11
of Chapter 3, Overview of Project Setting, of the Draft EIR, the LAX Northside Development was
identified as a project that could, in conjunction with the proposed Project, result in cumulative
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impacts to the environment. Page 115 of Appendix O, Off-Airport Traffic Study, of the Draft EIR,
specifically notes that the land use and socio-economic data for the LAX Northside was used as
input to the traffic model. There is no evidence of how the LAX Northside and the proposed
Project could interact to “synergistically” create even more traffic than that generated by the
demographic, land use, and passenger forecasts already incorporated in the Draft EIR traffic
model.

All scenarios in Future (2024) and Future (2035) conditions with and without the Project and
Potential Future Related Development include all projected traffic associated with the LAX
Northside Development Project. Additionally, the cumulative effects of all of the cumulative
projects, including LAX Northside Development, were included in the Future with Project (2024
and 2035) traffic impact analyses presented Section 4.12.2.7 of the Draft EIR.

LAMP-AL00006-11

Comment:

Response:

In short, the DEIR minimizes both the projects themselves and their impacts. The new Metro
facility, and "future related development" should at least be analyzed, at minimum, as
"cumulative impacts" ["The project's incremental effects viewed in connection with the effects
of past projects, the effect of other current projects and the effect of probable future projects."
14 Cal. Code Regs. § 15065(a)(3)]. Instead, the DEIR's approach is facilitated by the
superficial program level of environmental review accorded to the almost 1 million square feet
of "future related development" ultimately planned for the Project area. Insofar as the planning
area is constrained by zoning, and given the CEQA requirement that even "program" level
analyses be studied with the greatest specificity possible, it is both necessary and appropriate
to analyze the potential impacts of committed levels of allowable uses within the area
allocated to "future related development,” without which the DEIR is notably deficient.
Nevertheless, and despite the looming prospect of additional, potentially significant traffic
impacts on already impacted surrounding streets, intersections, and freeway on-ramps, the
DEIR persists in categorizing the Project's surface traffic impacts as "insignificant.”

As explained in Response to Comment LAMP-AL00006-2, each section in Chapter 4 of the Draft
EIR includes both a project-level analysis of the LAX Landside Access Modernization Program
and a program-level analysis of the LAX Landside Access Modernization Program Potential
Future Related Development that describes and analyzes the effects associated with the potential
future related development based on the assumptions for development of these parcels, in
compliance with CEQA.

As identified in Table 3-1 on page 3-10 of Chapter 3, Overview of Project Setting, of the Draft
EIR, the Metro Crenshaw/LAX Transit Corridor and Stations’ projects were identified as projects
that could, in conjunction with the proposed Project, result in cumulative impacts to the
environment. Cumulative impacts of the proposed Project and other development projects within
the vicinity of LAX are discussed within each environmental resource section in Chapter 4,
Environmental Impact Analysis, of the EIR.

Finally, the amendments to the LAX Plan and LAX Specific Plan (see Chapter 7, Evaluation of
Amendments to the LAX Plan and LAX Specific Plan, of the Draft EIR) include provisions to add a
new land use area, the Airport Landside Support Area, specific to the parcels identified for
potential future related development. Page 7-7 of Chapter 7 includes a description of the Airport
Landside Support Area. Appendix D of the Draft EIR contains a mark-up copy of the proposed
revisions to the LAX Specific Plan. Page 22 of Appendix D lists the proposed Development
Standards for the Airport Landside Support Area, which states:
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The Airport Landside Support Subarea is divided into two areas. Area 1 contains parcels located
in_proximity to Aviation Boulevard and Century Boulevard; Area 2 contains parcels located in
proximity to Airport Boulevard.

1) The total floor area of all development within the Airport Landside Support Subarea shall
not exceed 900,000 square feet.

2) The total floor area within Area 1 shall not exceed 600,000 square feet and the maximum
allowable Floor Area Ratio (FAR) for a lot shall be 2.0.

3) The total floor area within Area 2 shall not exceed 600,000 square feet and the maximum
allowable Floor Area Ratio (FAR) for a lot shall be 2.0.

Contrary to the commentor’s assertion, the Draft EIR did analyze the reasonably foreseeable
potential effects of the potential future related development consistent with the zoning proposed
for these areas.

' As indicated in Response to Comment LAMP-AL00007-11, Project 9 information
in Table 3-1 on page 3-10 of the Draft EIR and Figure 3-1 on page 3-13 of the
Draft EIR have been revised to identify the Airport Metro Connector (AMC) 96th
Street Transit Station as a separate project from the Metro Crenshaw/LAX
Transit Project. Please see Chapter 3, Corrections and Additions to the Draft
EIR.

LAMP-AL00006-12

Comment:

V. THE PURPOSE OF THE PROJECT IS SIMILARLY CONTRAVENED BY ITS AS YET
UNANALYZED, BUT APPARENTLY SIGNIFICANT AIR QUALITY IMPACTS

The most prominent weakness of the LAMP air quality analysis is its omission to study the air
quality impacts of both the airside and landside portions of the total redesign of the airport.
Specifically, the LAMP DEIR attempts to single out only the landside portions of what was a
complete (airside, terminal and landside) redesign of LAX, as documented in the
Environmental Impact Report for the Los Angeles International Airport Specific Plan
Amendment Study ("SPAS EIR"). The LAMP Project, however, is acknowledged to be an
integral component of the larger SPAS project which, under accepted protocols of air quality
analysis, must be evaluated in total. Most importantly, even though a North Airfield
Improvement Project is listed as a reasonably foreseeable project in the LAMP DEIR,
emissions from aircraft (and other airside and terminal emission sources) are not estimated, or
included in the air quality analysis on the unsupported pretext that 'the proposed project would
not increase the number of flights or type of aircraft using the airfield because it affects only
efficiency of the landside/roadway system and landside development ..." LAMP DEIR, p. 4.2-
10.

Allowing EIR review to proceed as structured in the DEIR would set a precedent for staggering
improvement projects that would effectively defeat the environmental review process. If, for
example, landside capacity can be increased without an environmental accounting of aircraft
and terminal activity effects, then subsequent airside improvements will be facilitated, since the
capacity enabling effects of a previous landside modification will have been 'banked," or
included in the baseline for the next project review. This process can continue ad infinitum
with no environmental review ever being conducted on the full impacts of a given project
component. One project will simply leapfrog on the back of another such that projects
continue to grow while project reviews assume exactly the opposite about their emissions.
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Response:

As a consequence, the DEIR fails to properly address the Project's air quality impacts in that it
does not account for total airport emissions. This is because emissions from airside activities
can substantially influence whether emissions from the LAMP project can cause or contribute
to a violation of an ambient air quality standard (ie., influence a project's significance
decision). Therefore, non-quantification can only be justified if such non-LAMP airport related
emissions are properly accounted for in utilized air quality background concentrations.

The commentor indicates that the air quality impact analysis of the Landside Access
Modernization Program Draft EIR failed to analyze airside projects that were contemplated and
analyzed in the LAX Specific Plan Amendment Study (SPAS) Final EIR, published in January
2013. However, the air quality impact analysis included in the LAX SPAS Final EIR included
extensive programmatic analysis of multiple airside configurations, as well as multiple landside
configurations — one of which was the basis of the currently proposed Landside Access
Modernization Program Project (analyzed as Alternative 9 in the LAX SPAS EIR and ultimately
selected by the Los Angeles City Council as part of the “Staff Recommended Alternative”). See
Tables 4.2-13, 4.2-14, 4.2-15, and 4.2-16 in Section 4.2.6, Impacts Analysis, Section 4.2, Air
Quality, of the SPAS Draft EIR. Thus, LAWA and the City have already analyzed, at a
programmatic level, the air quality impacts of various options for airfield and landside components
at LAX, including the SPAS Staff Recommended Alternative.

The Landside Access Modernization Program Draft EIR addresses a more refined, project-level
design of the LAX SPAS Alternative 9 layout and systems. LAWA has not yet decided whether or
how to proceed with the airside options programmatically analyzed in the LAX SPAS Final EIR.
Therefore, it would not be appropriate or necessary under CEQA (i.e., it would be speculative) to
assess airside options beyond what was already disclosed and analyzed in the LAX SPAS Final
EIR, and what is included in the cumulative impacts analysis for the LAX Landside Access
Modernization Program Draft EIR (see Table 3-1 in Chapter 3, Overview of Project Setting, of the
Draft EIR). Furthermore, the SPAS airside options and the LAX Landside Access Modernization
Program Project have independent utility: the LAX Landside Access Modernization Program
Project can be successfully implemented regardless of the SPAS airside options, and does not
rely on the SPAS airside options for its justification.

With regard to the future passenger levels at LAX, as explained in Section 6.3.2 of the Draft EIR,
projected future increases in passenger activity levels, forecasted by the Southern California
Association of Governments (SCAG) and the Federal Aviation Administration (FAA), are
anticipated to be realized with or without the Landside Access Modernization Program. The
proposed Project simply provides a more convenient, transit-oriented system to enter and exit the
Airport. The long-range future impacts of regional activity, including those from passengers using
LAX, were analyzed in the approved Final 2016-2040 Regional Transportation Plan/ Sustainable
Communities Strategy and associated Program Environmental Impact Report (PEIR) published in
April 2016. The air quality impact analysis in Section 4.2.1 of the Draft EIR included air travel
passenger growth in the region up to 136.2 million annual passengers, with up to 96.6 million
annual passengers flying to and from LAX." Please also see Response to Comment LAMP-
ALO0008-2 regarding projected passenger and operations growth and capacity at LAX.

' Southern California Association of Governments, Final 2016-2040 Regional
Transportation Plan/Sustainable Communities Strategy: A Plan for Mobility,
Accessibility, Sustainability and a High Quality of Life, Aviation & Airport Ground
Access Appendix, Adopted April 7, 2016.
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LAMP-AL00006-13

Comment:

Response:

This might be substantiated if background concentrations were obtained at an air quality
monitor that was downstream of non-LAMP project airport related emissions sources, and
upstream of LAMP activity. Such is not, however, the case for the background concentrations
employed in the DEIR.

Specifically, for all emissions species except particulate matter ("PM"), background
concentrations were taken from the southwest coastal Los Angeles County Monitoring Station
on Hastings Avenue. This station is located approximately 2,000 feet to the north of the west
end of the northernmost runway at LAX (Runway 6L/24R). This station is very likely to
provide representative background concentrations onto which the effects of airport related
emissions can be added, but that only holds true if all airport emissions are considered. The
prevailing wind direction at LAX is from the west (off the ocean).1 Therefore, most of LAX
related emissions will be dispersed toward the east. Little of this dispersion will influence
readings of the Hastings location and this is precisely why the monitor serves as a reasonable
background monitor for the airport as a whole.

What the monitor is not, however, is a reasonable source of background information for
portions of the airport that are downwind of other, unaccounted for, airport emission sources.
Yet that is precisely what the DEIR is assuming. The DEIR makes no effort to account for
airside and terminal related emissions that occur upstream of the LAMP Project. These
emissions will substantially influence air quality concentrations east of their release points.
Since these emissions are not generally reflected in the background concentrations added to
the Project's modeled dispersion effects, they are entirely absent from the estimated air
quality concentrations. As a result, it is impossible, using the methodology currently employed
in the DEIR, to accurately determine the potential significance of the LAMP Project on air
quality.

1

The DEIR does not present any summary of the meteorological data used for
the dispersion modeling (most importantly wind speed and direction data).
However, previous EIR analyses have provided information on prevailing wind
directional data and that information is consistent with qualitative statements
included in the DEIR. See, for example, "the location tends to produce a
regular daily reversal of wind direction; onshore (from the west) during the day
and offshore (from the east) at night." DEIR, p. 4.2-19.

The comment assumes that the peak measured concentrations obtained from the LAX Hastings
monitoring site do not include contributions from Airport sources. The background concentrations
are presented in Table 4.2.1-3 on page 4.2-26 of the Draft EIR, and included in the ambient
concentration impacts summarized in Tables 4.2.1-8 (page 4.2-35), 4.2.1-14 (page 4.2-41), 4.2.1-
15 (page 4.2-42), 4.2.1-16 (page 4.2-44), 4.2.1-17 (page 4.2-45), and 4.2.1-19 (page 4.2-47) of
the Draft EIR. The assumption that Airport sources are not included in these background values
is incorrect. The peak background concentrations for the 1-hour CO, NO,, and SO,
concentrations, as well as 8-hour CO concentrations are presented below in Table 1. Also shown
in this table are the wind directions for the hours that produced these peak background
concentrations. The peak concentrations used as background in the air quality impact analysis
include contributions from sources that were located northeast, east, southeast and south of the
LAX Hastings monitoring station. The sources in those directions include motor vehicles on
streets such as Westchester Parkway, Lincoln Boulevard, Sepulveda Boulevard, and the 1-405
Freeway, as well as aircraft, ground support equipment and motor vehicles operating at LAX.
The Airport and local roadway sources were included in the peak background concentrations
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used in the air quality impact analysis presented in the Draft EIR. Therefore, the air quality
impact analysis presented in Section 4.2.1 and Appendix F of the Draft EIR correctly estimates
the potential significance of the LAX Landside Access Modernization Program Project on air
quality.

Furthermore, the methodology employed is consistent with the guidance provided by SCAQMD’s
CEQA handbook, which explains “Baseline information for the local air quality analysis should
include information obtained from the nearest or most appropriate District air quality monitoring
station...” As discussed on Draft EIR page 4.2-24:

The monitoring station that is most representative of existing air quality conditions in the
Project area is the Southwest Coastal Los Angeles Monitoring Station located at 7201 W.
Westchester Parkway (referred to as the LAX Hastings site), less than 0.5-mile from
Runway 6L-24R (northernmost LAX runway). Criteria pollutants monitoring at this station
include O3, CO, SO,, NO,, and PM4,. The nearest representative monitoring station that
monitors PM, 5 is the South Coastal Los Angeles County 1 Station, which is located 1305
E. Pacific Coast Highway (Long Beach).

Regarding the commentor’s assertion in FN1 that “The DEIR does not present any summary of
the meteorological data used,” page 4,2-19 of the Draft EIR went on to provide the
meteorological summary requested by the commentor, which explained:

The annual minimum mean, maximum mean, and overall mean temperatures at the
airport are 56 degrees Fahrenheit (°F), 70°F, and 63°F, respectively. The prevailing wind
direction at the airport is from the west-southwest with an average wind speed of roughly
6.4 knots (7.4 miles per hour [mph] or 3.3 meters per second [m/s]). Maximum recorded
gusts range from 27 knots (31 mph or 13.9 m/s) in July to 56 knots (64 mph or 28.6 m/s)
in March. The monthly average wind speeds range from 5.3 knots (6.1 mph or 2.7 m/s)
in November to 7.6 knots (8.7 mph or 3.9 m/s) in April.39

FN* Western Regional Climate Center, Los Angeles International Airport (KLAX), CA
Climatological Summary, Period of Record: Jul 1996 to Dec 2008, Available:
http//www.wrcc.dri.edu/summary/lax.ca.html, accessed August 1, 2016.

Draft EIR page 4.2-33 noted that “Details on modeling inputs, assumptions, and impact results
are included in Appendix F.” The input and output air quality files are available for review at
LAWA Environmental Programs Group, One World Way, Room 218, Los Angeles California,
90045.
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Table 1

Peak Background Concentration & Corresponding Wind Direction

Wind Direction

Pollutant Averaging Period Measurement Year Month Day Hour Degrees Compass
CcO 1-Hour 3.1 ppm 2013 1 9 8 98 E
1 9 4 63 ENE
1 9 5 55 NE
1 9 6 116 ESE
1 9 7 75 ENE
CO 8-Hour 2.5 ppm 2013 1 9 8 08 E
1 9 9 106 ESE
1 9 10 111 ESE
1 9 11 183 S
NO, 1-Hour CAAQS 0.087 ppm 2014 11 5 8 126 SE
NO, 1-Hour CAAQS 0.087 ppm 2015 1 25 9 107 ESE
NO, 1-Hour NAAQS 0.066 ppm 2014 4 30 22 124 SE
SO, 1-Hour CAAQS 0.015 ppm 2014 1 14 8 112 ESE
SO, 1-Hour CAAQS 0.015 ppm 2015 1 25 9 107 ESE
SO, 1-Hour NAAQS 0.006 ppm 2013 1 2 9 85 E

Source: National Oceanic and Atmospheric Administration. National Centers for Environmental Information — Land-
Based Station Data. Available at https://www.ncdc.noaa.gov/data-access/land-based-station-data. Last accessed
December 20, 2016.

LAMP-AL00006-14

Comment:

Response:

Further, the importance of ensuring that all airport emissions are considered is magnified by
the fact the LAMP Project will relocate a portion of airport emissions much closer to the airport
boundary with surrounding communities. The incremental effects of this movement is
presumably captured in the Landside air quality analysis performed for the DEIR, but it is not
possible to ascertain how this increment will affect overall National Ambient Air Quality
Standards/California Ambient Air Quality Standards ("NAAQS/CAAQS") compliance in the
absence of a full accounting of airport emissions.

The comment is similar to comment LAMP-AL00006-13 and the response to that comment,
above, is responsive to this comment. The LAX Landside Access Modernization Program Draft
EIR examined all emissions related to the proposed Project, specifically, construction emissions
associated with implementation of the proposed Project, and operational emissions associated
with the proposed new facilities (APM, CONRAC, ITF West, ITF East, and associated roadway
improvements. The proposed LAX Landside Access Modernization Program would result in a
shift of ground vehicle traffic from the CTA to the proposed facilities; all of the emissions
associated with this shift in traffic are analyzed and reported in the Draft EIR. A “full accounting
of airport emissions” is not necessary to understand the proposed Project’s incremental impacts
on air quality standards compliance because the proposed LAX Landside Access Modernization
Program would have no effect on any other source of Airport emissions as it would not change
any airfield components, would not alter or change any aircraft departure or arrival routes or
procedures, or in any way affect the operation of airfield vehicles and aircraft ground support
equipment. The air pollutant dispersion analyses conducted in the Draft EIR, when combined
with the background concentrations, show that NAAQS and CAAQS ambient standards would not
be exceeded in areas near Project construction or operations, including those where Airport
landside activity would shift to the east.

LAMP-AL00006-15

Comment:

In addition, the DEIR does not appear to have adequately estimated the contribution of
emissions from the 900,000 square feet of "future related development" as set forth above,
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Response:

this future related development is to take place on 47.3 acres (2 million square feet) of land
used for LAMP construction staging. The rationale for allocating only half the available
acreage to future development is unclear, which is yet another symptom of the defects in
the DEIR caused by the failure to analyze the impacts of 'future related development," at
least at a program level, coincidently with the LAMP Project DEIR.

As noted in Response to Comment LAMP-AL0O0006-2, each section in Chapter 4 — including Air
Quality - includes both a project-level analysis of the LAX Landside Access Modernization
Program and a program-level analysis of the LAX Landside Access Modernization Program
Potential Future Related Development that describes and analyzes the effects associated with
the potential future related development based on the assumptions for development of these
parcels, in compliance with CEQA.

As noted in Response to Comment LAMP-AL00006-11, the Draft EIR did analyze the reasonably
foreseeable potential effects of the potential future related development consistent with the
zoning proposed for these areas.

LAMP-AL00006-16

Comment:

Response:

Finally, the DEIR improperly dismisses Sulfate in its analysis of secondary pollutants.
DEIR, p. 4.2-2. The definition of Sulfate stated in the DEIR is correct, but its dismissal is
incorrect. Sulfur, emitted as Sulfur Dioxide ("S02"), reacts in the atmosphere to form
Sulfate, which is a significant contributor to total PM, PM10 and PM2.5. Nitrogen, emitted as
Nitrous Oxide ("NOx") undergoes similar post emission secondary reactions to form
particulate nitrates. Ignoring secondary Sulfate and Nitrate formation will underestimate all
PM impacts. The DEIR itself notes the importance of secondary PM formation on page
4.2-4, but does not appear to note the inconsistency of this correct recognition with the
decision not to estimate such impacts.

While the Southern California Air Quality Management District ("SCAQMD") CEQA
Guidelines significance thresholds appear to allow consideration of emitted PM2.5 only,
"Final — Methodology to Calculate Particulate Matter (PM) 2.5 and PM2.5 Significance
Thresholds," October 2006, the specific wording of the guidance s
"staff's recommendation for calculating PM2.5 focuses only on directly emitted PM2.5."
[Emphasis added.] This statement is merely a recommendation, and does not provide
sufficient specificity to determine whether the guidance does not cover the estimation of
Sulfate and Nitrate PM (the guidance does include a specific methodology to estimate
emitted PM2.5), or whether such estimation is not required. In the spirit anticipated by the
legislature and the Guidelines, in the face of such uncertainty, it is incumbent upon Los
Angeles World Airports ("LAWA") to perform the most complete and specific study
available under existing methodologies. The DEIR does not reflect this mandate in its
analysis of Sulfate.

The commentor notes that the air quality impact analysis of the LAX Landside Access
Modernization Program Draft EIR failed to analyze the impact of Project-related sulfate emissions
on particulate matter (PM) emissions. Sulfate emissions from the LAX Landside Access
Modernization Program Project would be due to the combustion of diesel and gasoline fuels that
contain trace amounts of sulfur; however, the directly emitted pollutant from this process is sulfur
dioxide (SO,), not sulfate. Sulfate, similar to ozone, is a regional pollutant created in the
atmosphere through a complex process of photochemical reactions, which result in the
conversion of SO, to sulfate. Thus, sulfate is not a directly emitted contributer to PM, but a
secondary pollutant formed in the atmosphere from the precursor pollutant SO,. Note, however,
that there are other, non-Project sources of both PM and sulfate, including sea-spray particles
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generated along the coast next to LAX, which would be captured and reflected in the air quality
monitoring data collected by the Southwest Coastal Los Angeles Monitoring Station located at
7201 W. Westchester Parkway (referred to as the LAX Hastings site). Criteria pollutants
monitoring at this station include O3, CO, SO,, NO,, and PMq. The commentor also recognizes
that the SCAQMD staff recommended guidance1 for assessing localized impacts focuses on
directly emitted PM, 5 (therefore does not include secondary PM pollutants). It should also be
noted that the comment offers no evidence that any impacts of the proposed Project on sulfates
would be significant.

One of the reasons sulfate is not included in local concentration impact analyses is that the
conversion of SO, to sulfate in the atmosphere is relatively slow, especially during dry ambient
conditions.? Oxidation rates of SO, are typically 1 to 5 percent per hour,’ indicating that the
directly emitted Project-related SO, would be quite some distance downwind of the Project site
before much sulfate is formed. For example, at an average wind speed of 7.4 miles per hour,*
the LAX Landside Access Modernization Program Project construction-related SO, would be at
least 15 miles and potentially up to 74 miles from the Airport before 10 percent of the SO, was
converted to sulfate. This is well beyond the local concentration impact zone around the Airport.
Project-related pollutant concentrations at these distances from the Airport would be
indistinguishable from background levels. The presence of fog increases the rate of sulfate
production, but also increases the deposition removal rate of sulfate from the atmosphere.3

' South Coast Air Quality Management District, Final — Methodology to Calculate
Particulate Matter (PM) 2.5 and PM 2.5 Significance Thresholds, October 2006,
Available: http://www.agmd.gov/docs/default-source/ceqa/handbook/localized-
significancethresholds/particulate-matter-(pm)-2.5-significance-thresholds-and-
calculationmethodology/final_pm2_5 methodology.pdf?sfvrsn =2, accessed
November 12, 2015.

2 Godish, Thad, Air Quality, Lewis Publishers, Inc., Chelsea, MI., 1985, p. 28.

Seinfeld and Pandis, Atmospheric Chemistry and Physics — From Air Pollution to
Climate Change, John Wiley & Sons, Inc., New York, 1998, p.1058.

Ruffner, J.A., Gale Research Company, Climates of the States: National Oceanic
and Atmospheric Administration Narrative Summaries, Table, and Maps for Each
State with Overview of State Climatologist Programs, Third Edition, Volume 1:
Alabama-New Mexico, 1985, p. 126.

LAMP-AL00006-17

Comment:

Response:

In the final analysis, the DEIR fails to analyze the joint impacts of operational and
construction activities. Air quality impacts for construction are based on peak day
emissions estimates, while operational impacts are assessed in both 2024 (completion of
phase 1 construction) and 2035 (following the completion of phase 2). However, at least
at some points between 2024 and 2035, both construction and operational activity will be
occurring simultaneously. Nevertheless, the combined effects on air quality during this
period are not analyzed in the DEIR.

This comment is similar to Comment LAMP-AR00001-2. Please see Response to Comment
LAMP-AR00001-2.
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LAMP-AL00006-18

Comment:

Response:

V. SUMMARY

While the LAMP Project offers some potential remedies for the surface traffic impacts that
now burden access to LAX, on some parameters, the DEIR falls short. LAWA has not
addressed potential attractants of traffic such as the '"future related development,” and
potential emissions from that development and its traffic, when coupled with the capacity
enhancing characteristics of the airside portion of the project, of which the LAMP Project is
part and parcel. As a consequence, the serious impacts arising from the as yet
unaddressed full development of the Project area remains similarly unanalyzed.

As noted in Response to Comment LAMP-AL0O0006-2, each section in Chapter 4 includes both a
project-level analysis of the LAX Landside Access Modernization Program and a program-level
analysis of the LAX Landside Access Modernization Program Potential Future Related
Development that describes and analyzes the effects associated with the potential future related
development based on the assumptions for development of these parcels, in compliance with
CEQA. The EIR also includes a thorough analysis of all cumulative impacts that would occur as a
result of the proposed Project in combination with past, present and reasonably foreseeable
future projects with the potential to impact the same resources as the proposed Project.
Additionally, contrary to the commentor’s assertion, the LAX Landside Access Modernization
Program does not include any changes to the airside facilities at LAX, and would not enhance
capacity of the Airport, as explained in Section 6.3.2 of the Draft EIR. Please also see Response
to Comment LAMP-AL00008-2 regarding projected passenger and operations growth and
capacity at LAX. The Draft EIR complies with CEQA by identifying and analyzing the effects of
the LAX Landside Access Modernization Program, both at a project-level for the project
components and at a program-level for the potential future related development.

LAMP-AL00006-19

Comment: Culver City looks forward to working with LAWA cooperatively toward full disclosure, analysis
and complete mitigation of the apparent environmental impacts of the LAMP Project.

Response: The comment is hereby part of the Final EIR, and will be forwarded to the decision-makers for
their consideration prior to taking any action on the LAX Landside Access Modernization
Program.

LAMP-AL00007  Carvajal, Elizabeth Los Angeles County 11/15/2016

Metropolitan
Transportation Authority

LAMP-AL00007-1

Comment:

Thank you for the opportunity to comment on the proposed LAX Landside Access Modernization
Project (LAMP). This letter conveys recommendations from the Los Angeles County Metropolitan
Transportation Authority (Metro) concerning issues that are germane to our agency’s statutory
responsibility in relation to our facilities and services that may be affected by the proposed
project.

Over the past several years, both Metro and Los Angeles World Airports (LAWA) have worked
closely to provide a connection between Metro’s regional transit system and the Los Angeles
International Airport (LAX). The proposed connection includes LAWA’s Automated People Mover
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Response:

(APM) System, which is planned as part of the LAMP. Metro and LAWA have been coordinating
on parallel planning and development efforts for the Airport Metro Connector (AMC) 96th Street
Transit Station and APM Station, respectively. Because both projects will be built in close
proximity and during the same time period, successful completion of the projects requires both
agencies to collaborate and coordinate with respect to the design and construction, as well as
potential roadway improvements, utility relocations, on-site work and other new accommodations
in the immediate vicinity of the AMC and APM Stations.

The connection between the proposed Intermodal Transportation Facility (ITF) East Automated
People Mover (APM) Station and the Los Angeles County Metropolitan Transportation Authority
(Metro) proposed Airport Metro Connector (AMC) 96th Street Transit Station is discussed on
page 2-90 and shown on Figure 2-31 in Chapter 2, Description of the Proposed Project, of the
Draft EIR. LAWA is committed to working with Metro on the design and construction, as well as
potential roadway improvements, utility relocations, on-site work and other issues related to the
LAX Landside Access Modernization Program throughout design, construction, and
implementation. LAWA thanks Metro for its continued support and interest in making a
connection between LAWA’s APM and Metro’s AMC 96th Street Transit Station and will continue
to coordinate with Metro to ensure that both projects are successful.

LAMP-AL00007-2

Comment:

Response:

To ensure continued coordination and communication between the two agencies, Metro is
providing the following comments on the LAWA’s LAMP Draft Environmental Impact Report
(DEIR):

- Design/Engineering Coordination of the APM Project: As a continuation of current coordination
activities, LAWA and Metro are striving to develop a mutually agreeable design that seamlessly
connects passengers between the APM Station and the AMC 96th Street Transit Station. Both
agencies need to ensure that the APM guideway structure and support columns do not conflict
with the construction or operation of Metro facilities, including the Crenshaw/LAX Transit Project,
the AMC 96th Street Transit Station, and the Southwestern Maintenance Yard.

The connection between the proposed ITF East APM Station and Metro’s proposed AMC 96th
Street Transit Station is discussed on page 2-90 and shown on Figure 2-31 in Chapter 2,
Description of the Proposed Project, of the Draft EIR. LAWA is committed to working with Metro
on this issue along with other issues related to the LAX Landside Access Modernization Program
throughout design, construction, and implementation. LAWA is working closely with Metro on the
preliminary design of the APM guideway structure and column placement to ensure that
construction of the APM does not interfere with Metro’s operation of the Crenshaw/LAX transit
line, the AMC 96th Street Transit Station, or the Southwestern Maintenance Yard.

LAMP-AL00007-3

Comment:

Response:

- Aviation Boulevard Roadway Improvements: The LAMP DEIR identifies roadway improvements
along Aviation Boulevard between W. 98th Street and W. Arbor Vitae Street, including additional
travel lanes, new driveways for LAWA’s proposed Intermodal Transportation Facility East (ITF
East), and Consolidated Rental Car Facility as well as a new signalized intersection. Both
agencies need to coordinate on the final configurations of the new driveways, intersections, and
traffic signal phasing.

The plans for improvements along Aviation Boulevard are discussed on page 2-141 and shown
on Figure 2-42, improvements for the ITF East are discussed on page 2-105 and shown on
Figure 2-29, and improvements for the Consolidated Rental Car Facility are discussed on page 2-
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126 and shown on Figure 2-37 in Chapter 2, Description of the Proposed Project, of the Draft
EIR. LAWA has conducted several coordination meetings with Metro on the proposed
improvements to Aviation Boulevard, particularly the locations of signalized intersections and
driveways, and will continue to coordinate with Metro on these issues as well as traffic signal
phasing throughout the design, construction, and implementation of both the LAX Landside
Access Modernization Program and Metro’s AMC 96th Street Transit Station.

LAMP-AL00007-4

Comment:

Response:

- Multi-use Path on Aviation Boulevard: The LAMP DEIR identifies a 17’ to 24’ multi-use path on
the west side of Aviation Boulevard between Arbor Aviate Street and 98th Street. Both agencies
need to coordinate on the funding, design, and construction of this multi-use path and its
integration with the AMC 96th Street Transit Station.

The plans for the multi-use path improvements along Aviation Boulevard are discussed on page
2-139 through 2-142 in Chapter 2, Description of the Proposed Project, of the Draft EIR. LAWA
has developed a cooperation protocol with Metro, conducted numerous coordination meetings
with Metro on the proposed multi-use path along Aviation Boulevard and will continue to
coordinate with Metro throughout the design, construction, and implementation of both the LAX
Landside Access Modernization Program and Metro’s AMC 96th Street Transit Station.

LAMP-AL00007-5

Comment:

Response:

- Arbor Vitae Street: The LAMP DEIR proposes a right-turn lane on eastbound Arbor Vitae Street
at Aviation Boulevard. Both agencies need to coordinate on the design and accommodation of
this right-turn pocket to avoid impacts to the AMC 96th Street Transit Station.

The plans for the right turn lane on eastbound W. Arbor Vitae Street at Aviation Boulevard are
discussed in Section 2.4.4 of Chapter 2, Description of the Proposed Project, of the Draft EIR and
provided in more detail on page 100 of Appendix O, Off-Airport Traffic Study. LAWA has
developed a cooperation protocol with Metro, conducted numerous coordination meetings with
Metro on the proposed improvements at the intersection of Aviation Boulevard and W. Arbor
Vitae Street and will continue to coordinate with Metro throughout the design, construction, and
implementation of both the LAX Landside Access Modernization Program and Metro’s AMC 96th
Street Transit Station.

LAMP-AL00007-6

Comment:

- Demolition of LAX City Bus Center: For the enabling projects, the LAMP DEIR proposes
demolishing the LAX City Bus Center and temporarily relocating most of this facility’s primary
functions to Metro’s Aviation/Century Station on the Metro Crenshaw/LAX Line, currently under
construction. In addition, other temporary relocation sites are also mentioned. As LAWA is aware,
the new bus plaza planned as part of the AMC 96th Street Transit Station is intended to
eventually replace the LAX City Bus Center. However, until the AMC 96th Street Transit Station is
opened for passenger service, LAWA must work with Metro and other municipal bus operators to
identify a temporary bus facility site that can accommodate the essential functions provided at the
existing LAX City Bus Center. Furthermore, in order to ensure continuous, uninterrupted bus
transit service within the LAX area, LAWA will need to coordinate with the bus transit operators,
currently using the LAX City Bus Center, to ensure a seamless transition of services to this new
temporary bus facility.

As the proposed bus plaza is now part of the AMC 96th Street Transit Station, the Crenshaw/LAX
Transit Project will not be constructing a bus plaza previously considered for the Aviation/Century
Station. As such, LAWA would need to identify and provide additional ROW near the
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Response:

Aviation/Century Station to accommodate a temporary bus facility of comparable size to the
existing LAX City Bus Center. Furthermore, if the LAX City Bus Center needs to be demolished
and relocated prior to the opening of Metro’'s AMC 96th Street Transit Station, LAWA must
coordinate with Metro on the construction of this temporary bus facility to avoid impacts to the
construction or operation of the Aviation/Century Station, Metro Rail service and connecting bus
service.

The demolition of the LAX City Bus Center is discussed in Section 2.5.5 of Chapter 2, Description
of the Proposed Project, of the Draft EIR. As discussed therein, the primary functions of this
facility are proposed to be relocated adjacent to Metro’s Aviation/Century Boulevard Station on
the Metro Crenshaw/LAX Line, currently under construction, adjacent to the proposed Metro AMC
96th Street Transit Station. As shown in Chapter 3, Corrections and Additions of the Draft EIR,
this language has been modified to state:

While some public transit buses would continue to board/de-board passengers in
the vicinity of the ITF West, the primary functions of this facility would be
relocated adjacent to Metro’s Aviation/Century Boulevard-Station—on-the-Metro
Crenshaw/LAX Line, currently under construction, adjacent to the proposed
Metro AMC 96th Street Transit Station.

Section 2.5.5 of the Draft EIR states that temporary bus facility sites for the LAX City Bus Center
could include other portions of Lot C, Lot E, or to the area north of Century Boulevard and east of
Aviation Boulevard that has been identified for construction staging and laydown. The demolition
and temporary relocation of the LAX City Bus Center is currently planned to start in the second
quarter of 2018 and be completed by the third quarter of 2019, as indicated on Table 2-15 of
Chapter 2, Description of the Proposed Project, of the Draft EIR. LAWA will continue to
coordinate with Metro throughout the design, construction, and implementation of both the LAX
Landside Access Modernization Program and Metro's AMC 96th Street Transit Station and will
coordinate with all affected bus line operators. LAWA is working with Metro to identify a suitable
location for the temporary bus facility that will accommodate the essential functions provided at
the existing LAX City Bus Center in order to help ensure bus transit service within the LAX area.

The original plans for the Metro Crenshaw/LAX Line called for a bus transit facility located
adjacent to the Aviation/Century Boulevard Station currently under construction. LAWA now
understands that those plans were abandoned and Metro did not acquire the right-of-way
necessary to construct a bus facility at this location when it was decided to construct the Airport
Metro Connector 96th Street Transit Station. As such, LAWA understands that the
Aviation/Century Boulevard Station is an infeasible location for a temporary bus facility and has
struck that language from the Draft EIR, as indicated above.

LAMP-AL00007-7

Comment:

Response:

- W. 98th Street Extension between Aviation Boulevard and Bellanca Avenue: The construction of
the 98th Street Extension may provide for the rerouting of bus transit service along W. 98th Street
between the ITF West and the new AMC 96th Street Transit Station. As part of this improvement,
please ensure that the design of the new signalized intersection at W. 98th Street and Aviation
Boulevard will accommodate the turning movements of bus transit vehicles.

The plans for the extension of W. 98th Street between Aviation Boulevard and Bellanca Avenue
are discussed in Section 2.4.4 of Chapter 2, Description of the Proposed Project, of the Draft EIR
and provided in more detail on page 98 of Appendix O, Off-Airport Traffic Study. LAWA has
developed a cooperation protocol with Metro, conducted numerous coordination meetings with
Metro on the proposed improvements associated with the extension of W. 98th Street and will
continue to coordinate with Metro throughout the design, construction, and implementation of
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both the LAX Landside Access Modernization Program and Metro’'s AMC 96th Street Transit
Station. The proposed intersection at W. 98th Street and Aviation Boulevard would be designed
to accommodate the turning movements of bus transit vehicles.

LAMP-AL00007-8

Comment: - Operational Options on W. 98th Street: For the segment between New A Street and Aviation
Boulevard, LAWA should take into consideration the potential bus transit service planned for the
ITF West and the new AMC 96th Street Transit Station.

Response: The operational options for W. 98th Street between Airport Boulevard and Bellanca Avenue are
discussed in Section 4.12.2.7.5 of Chapter 4, Environmental Impacts, of the Draft EIR and
provided in more detail in Appendix W, 98th Street Operational Options, of Appendix O, Off-
Airport Traffic Study. LAWA has developed a cooperation protocol with Metro, conducted
numerous coordination meetings with Metro on the proposed improvements associated with the
extension of W. 98th Street and will continue to coordinate with Metro throughout the design,
construction, and implementation of both the LAX Landside Access Modernization Program and
Metro’s Airport Metro Connector (AMC) 96th Street Transit Station. The analysis conducted by
LAWA included consideration of bus transit routes between the ITF West and Metro’'s AMC 96th
Street Transit Station.

LAMP-AL00007-9

Comment: - Revisions to the DEIR text:

- Table 2-8 on page 2-129 for Aviation Boulevard ROW — confirm multi-use path is included under
sidewalk column (12’ to 25’ width). If it is, revise to 17’ to 24’.

Response: The commentor is correct; the dimensions for the proposed Aviation Boulevard sidewalk should
include the multi-use path. In response, Table 2-8 in Section 2.4.4 of the Draft EIR has been
revised. Please see Chapter 3, Corrections and Additions to the Draft EIR.

LAMP-AL00007-10

Comment: - Show Southwestern Maintenance Yard as existing Metro property/future Metro facility on Figure
2-47 and all other relevant figures.

Response: Figure 2-47 has been updated to indicate that the location of the Southwestern Metro Yard is for
future Metro facilities. Please see Chapter 3, Corrections and Additions to the Draft EIR.

LAMP-AL00007-11

Comment: - Table 3-1 on Page 3-10 - identify AMC Project as a separate project from the Metro
Crenshaw/LAX Transit Project and stations with different dates/description.

Response: In response, Project 9 information in Table 3-1 on page 3-10 of the Draft EIR has been revised as
shown below. In addition, Figure 3-1 on page 3-13 of the Draft EIR has been revised to reflect
the revision to Table 3-1. Please see Chapter 3, Corrections and Additions to the Draft EIR.
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9a Metro Jan2015- The Los Angeles County Metropolitan
Crenshaw/LAX 2024 2019 Transportation Authority (Metro) is constructing
Transit - the Crenshaw/LAX Transit Corridor Project,
Corridor Project and which includes an 8.5-mile light-rail transit line
Stations that will connect the existing Metro Green Line

and the Metro Expo Line at Crenshaw and
Exposition Boulevards. As part of this
project, Fwe a stations-are-_is being constructed
in proximity to LAX;-ene-near the intersection of
Century Boulevard and Aviation Boulevard,—and

another proposed-—station—at-96th—Street—and
Aot g ; ¢ M

Connector.
9b Airport Metro 2020 - 2023 Metro will be constructing a new multi-modal
Connector __ (AMC) transportation center at 96th Street and Aviation
96th _Street Transit Boulevard to connect LAX to the regional bus and
Station transit system. Components of the AMC Station

include three at-grade light rail transit (LRT)
platforms, bus plaza, bicycle hub, pedestrian
plaza, passenger vehicle pick-up and drop-off
area_and Metro transit_center/terminal building
(“Metro Hub”) to connect passengers between
the muiltiple transportation modes.

LAMP-AL00007-12

Comment:

Response:

- When referencing the Metro Rail lines at the AMC 96th Street Transit Station, include both the
future Crenshaw/LAX Line as well as the Metro Green Line.

References to the Metro Rail lines at the AMC 96th Street Transit Station have been clarified to
include both the future Crenshaw/LAX Line as well as the Metro Green Line. Please see Chapter
3, Corrections and Additions to the Draft EIR.

LAMP-AL00007-13

Comment:

Response:

Metro looks forward to continuing our cooperative, working relationship with LAWA on our
respective projects. If you have any questions regarding this response, please contact Elizabeth
Carvajal at 213-922-3084 or by email at DevReview@metro.net. Metro looks forward to reviewing
the Final EIR. Please send it to the following address:

Metro Development Review
One Gateway Plaza MS 99-23-4
Los Angeles, CA 90012-2952

LAWA is committed to continuing its working relationship with Metro on the LAX Landside Access
Modernization Program throughout design, construction, and implementation. LAWA thanks
Metro for its continued support and interest in making a connection between LAWA’s APM and
Metro’s AMC 96th Street Transit Station and will continue to coordinate with Metro to ensure that
both projects are successful.
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LAMP-AL00008  Wolff, Osa Shute, Mihaly & Weinberger LLP 11/15/2016

(City of El Segundo)

LAMP-AL00008-1

Comment:

Response:

On behalf of the City of EI Segundo (“City”), we submit the following comments on the Draft
Environmental Impact Report (“Draft EIR” or “DEIR”) for the Landside Access Modernization
Program (“LAMP” or “Project”). As Los Angeles World Airports (“LAWA”) is aware, the City has a
number of longstanding concerns related to Los Angeles International Airport (“LAX”), including
noise, traffic and air quality impacts. The City appreciates that LAWA has, thus far, been
receptive to discussion regarding the environmental analysis of the Project, including the
proposed non-aviation, commercial development on surplus property (“Potential Future
Development”). In order to fully address the City’s concerns, however, the EIR must analyze the
full scope of the Project’s environmental effects, including the growth-inducing effects of removing
existing ground access constraints as proposed. To that end, this letter explains the City's
concerns about the Project and identifies specific impacts that LAWA should carefully evaluate as
part of an informative and comprehensive EIR.

The Draft EIR evaluates the proposed Project, as described and identified in Chapter 2,
Description of the Proposed Project, and identified the full scope of the Project’'s potential
environmental effects in Chapter 4, Environmental Impact Analysis, in compliance with CEQA.

LAMP-AL00008-2

Comment:

Response:

By removing existing ground access constraints, the Project will ultimately enable Los Angeles
International Airport to accommodate at least 95 million annual passengers (“MAP”) instead of the
78.9 MAP historically represented as the maximum capacity for LAX. Despite the City’s
comments on the previously released Notice of Preparation (“NOP”) and related National
Environmental Policy Act Scoping Document (“NEPA Scoping Document”), both of which are
attached to this letter, the DEIR fails to properly analyze the environmental effects of the Project.
It must be revised to address the Project’s substantial contribution to future growth in passenger
traffic at LAX and the resulting impacts of such growth on surrounding communities.

The commentor’s claim that LAWA has historically identified 78.9 million annual passengers
(MAP) as the “maximum capacity” of LAX is incorrect. It is true that prior LAWA documents,
including the 2004 LAX Master Plan, identified 78.9 MAP as the “practical capacity” of LAX.
“Practical capacity,” however, is not equivalent to “maximum capacity” or “actual capacity.” As
summarized in Section 6.3.2 of the LAX Landside Access Modernization Program Draft EIR,
practical capacity “takes into account market assumptions, expected physical characteristics of
various airport system functional elements and how they are planned and expected to work
together.” More specifically, “practical capacity” means “a forecast of activity determined by how
LAX’s various components will function together in the context of real-world market conditions,
particularly given the market conditions projected in LAX's forecast...” The LAX Master Plan
(“Alternative D”) was designed to serve the same practical capacity as the then-existing airport
would have served without the LAX Master Plan improvements (i.e., the same number of
passengers that would have been served if no LAX Master Plan improvements had been made.)
Both the existing airport design in 2004 and the approved LAX Master Plan design were projected
to serve approximately 78.9 million passengers in 2015. The LAX Master Plan projections were
based on an analysis of what elements at the airport (e.g., runways, airspace, terminals, or
ground access) constrained the practical capacity of LAX. These projections were also
predicated on an assumed aircraft fleet mix, load factor (number of passengers on each aircraft),
and number of aircraft operations each airline passenger gate would accommodate on a daily

LAX Landside Access Modernization Program

Final EIR

[2-81]



LOS ANGELES INTERNATIONAL AIRPORT FEBRUARY 2017

basis, among other factors. As a result of airline restructuring, consolidation, and increased
efficiencies, the assumptions made in the 2004 LAX Master Plan did not account for the much
larger average aircraft size (larger Boeing 737s, Airbus A-320, A-340, and A-350 aircraft), the
high (in excess of 80 percent) passenger load factors, and the faster turnarounds at each
passenger gate (i.e., more aircraft operations per gate on a daily basis) that is occurring today at
LAX.

When the City approved the LAX Master Plan® in 2004, passenger levels at LAX were projected
to reach 78.9 MAP sometime between 2005 and 2006. Between that time and 2012, significant
increases in the cost of aviation fuel, the ongoing global economic downturn, increased security
requirements, concerns about terrorism, and other market conditions caused significant
reductions in demand for air services. As a result, at no time between 2004 and 2012 did LAX
actually reach projected levels. In fact, passenger activity levels at LAX between 2007 and 2011
ranged from 56.5 MAP (in 2009) to 61.8 MAP (in 2011).

Thus, while passenger activity projections are based upon the best available evidence and expert
opinion, history demonstrates, and LAWA has consistently acknowledged, that unexpected
fluctuations in the economy, aviation industry practices, passenger demand, and other known and
unknown factors may result in LAX annual passengers increasing or decreasing at a different rate
than expected.

Similarly, LAWA acknowledges that the 2004 LAX Final Master Plan identified the curb and
roadways component of the LAX system as the primary constraint on capacity under the No
Action/No Project scenario, as discussed and depicted on Figure 1.2-1 of the LAX Final Master
Plan.* However, the analyses relied upon the LAX Master Plan to make that determination were
initiated in 1996 and were based on known conditions and assumptions made over 20 years
ago.”” Since 1996, LAWA has observed that passenger volumes and operations have fluctuated
with periods of growth (e.g., the last six consecutive years of sustained growth) and decline (e.g.,
due to the events of September 11, 2001 and the 2008 recession). These fluctuations in
passenger activity levels have occurred alongside heavy traffic congestion conditions at LAX with
some areas of the Central Terminal Area (CTA) operating at LOS F since 1996. For example, as
shown in Table 4.12.1-7 and discussed on page 4.12-20 of Section 4.12.1, On-Airport
Transportation, of the LAX Landside Access Modernization Program Draft EIR, over half of the
CTA roadways operated at LOS E or F at certain times of the day in 2014. Additionally,
passenger activity levels at LAX in 2014 and 2015 have increased 6-percent year-over-year and
8 percent between 2015 and 2016, compared to an average of 4.1 percent over the four previous
years (2010 to 2013), suggesting no direct statistical correlation between recent passenger
activity levels and the existing congested conditions of the CTA.® These data strongly support a
finding based on recorded passenger data that reducing airport roadway congestion would not
remove an obstacle to passenger growth.

Despite congestion in the CTA, LAX today is seeing traffic in excess of the projected capacity of
the curb and roadways component identified in the 2004 LAX Master Plan. Thus, the current
evidence indicates that the capacity of the existing curb and roadways component of the LAX
system is greater than previously thought and that LAX passenger activity levels can and will
exceed 78.9 MAP despite the currently constrained and congested ground access conditions.
Rather than ignore this reality, the LAX Landside Access Modernization Program Draft EIR
acknowledges, as discussed on page 2-201 in Section 2.8.2 of the Draft EIR, LAX was expected
to reach 78.9 MAP by the end of the year 2016 or in 2017. Based on LAWA'’s Traffic Comparison
(TCOM) report dated January 25, 2017, LAX reached 80.9 MAP in calendar year 2016.’

By contrast, there is no evidence or analysis to support the commentor’s statement that improving
existing ground access will ultimately enable LAX to accommodate at least 95 MAP. As
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discussed on page 6-7 in Section 6.3.2 of the Draft EIR, although congested traffic conditions in
the CTA at LAX may cause passengers to arrive at the Airport earlier to account for traffic delays,
the decision to choose to fly to, from, or through LAX is driven by many other factors. In its
guidance for developing local aviation forecasts, the FAA discusses the following factors affecting
aviation activity: socioeconomic data, demographics, disposable income, geographic attributes,
and external factors such as fuel costs and airline industry-related factors (airline mergers, airline
hubbing practices, and airfares).® Similarly, the Draft EIR acknowledges that airport accessibility
is one of the factors contributing to passenger decisions, but it is not the main element. As further
discussed in the Airport Cooperative Research Program (ACRP) Report 98, passengers will
consider the following elements in evaluating travel options: air service availability, price,
itineraries, flight schedules, airport convenience, airline quality, airport quality, and loyalty
programs.’ Airport accessibility is discussed in the Report as another contributing factor among
other factors, such as length of time to travel to the airport, reliability of other modes of
transportation, and access cost. ° In other words, passengers choosing whether to fly and which
airport to use are primarily motivated by airport destination options, flight frequency, fares and
similar patterns. An additional 10-15 minutes of surface congestion will generally not cause
passengers to change to another airport that may require even longer connecting flights, less
convenient flight times, similar surface traffic, and more expensive fares. Instead, passengers
build additional times into their surface transportation schedules.

Additionally, airline business decisions are the results of complex business models based upon
sophisticated revenue, inventory, and pricing management systems. As discussed on pages 6-7
to 6-8 in Section 6.3.2 of the Draft EIR, according to LAWA's aviation experts, airline operations
at LAX depend upon the following criteria:

« the ability to operate safely and efficiently on the airfield (with no or limited delays);

« the ability to have access to gates to accommodate their fleet at specific times throughout the
day;

« the ability to tie operations at LAX to the remainder of their network; and

« the ability to efficiently process their passengers through ticketing and baggage claim
processors.

There is no evidence airlines consider CTA or nearby surface traffic congestion as a factor in their
business decisions regarding scheduling. Traffic conditions in the CTA or in the vicinity of LAX
are not a direct input into flight scheduling models or airline decisions to add more seats or
frequencies at LAX. As discussed in the ACRP Report 98, airline business models are based on
“sophisticated revenue, inventory, and pricing management systems.”" The Report also
discusses the recent airline industry market conditions and how airlines have exhibited “great
care when adding capacity on existing routes or starting service on new routes”, especially in
multiple-airport regions such as the Los Angeles area. Airlines have continued to add seats at
LAX despite surface congestion and there is no indication that they will change this pattern.
Therefore, reduced traffic congestion in the CTA would not be an important factor in airlines
scheduling more flights or scheduling larger aircraft at LAX to accommodate any theoretical
additional demand for air travel resulting from less traffic congestion in the CTA.

It is also important to note that relieving traffic in the CTA does not directly increase the Airport’s
capacity for additional passengers. The ground access component is only one component of the
overall airport system, which includes other key components such as the runway and taxiway
system and passenger processing components (e.g., ticket counters, security screening
positions, holdrooms and gates).” The theoretical physical throughput capacity of any individual
component of an airport system (e.g., terminal facilities and gates, runways and taxiways, ground
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access and other components of the airport system) does not set the overall airport capacity.”
Rather, practical capacity takes into account market assumptions, expected physical
characteristics of various airport system functional elements and how they are planned and
expected to work together.” Even if, hypothetically, reducing congestion in the CTA could allow
more passengers to access the Airport, the practical capacity of the Airport and actual passenger
growth would still be determined by how all of the individual components of the airport system
function together. The 2016-2040 Regional Transportation Plan published by SCAG identifies the
airfield as the limiting factor of capacity at LAX, based on the existing runway configuration. The
proposed LAX Landside Access Modernization Program Project would not affect or change any
airfield components, including the runways, taxiways, or aircraft arrival and departure procedures,
and thus would not increase the overall capacity of LAX.

In light of these realities and the available evidence, LAWA determined, as explained in detail in
Section 6.3.2 of the Draft EIR, that reduced traffic congestion in the CTA associated with the
proposed Project would not directly or indirectly induce LAX passenger growth. Instead, the
Draft EIR relies on projected future increases in passenger activity levels forecasted by the
Federal Aviation Administration (FAA) and the Southern California Association of Governments
(SCAG) which is consistent with CEQA Guidelines Section 15130(b)(1)(B). For example, as
discussed on page 4-5 in Chapter 4, Environmental Impact Analysis, of the Draft EIR and
documented in the LAX 2024 and 2035 Passenger Flight Schedules Development Report®
prepared by LAWA’s expert aviation consultants, the projected increase in passengers and
operations at LAX assumed in the LAX Landside Access Modernization Program Draft EIR
analyses was based on the results of the FAA 2014 Terminal Area Forecast (TAF),” which was
prepared independently from the Draft EIR analyses. As discussed in the FAA 2014 TAF, the
FAA’s forecast is based on projected demand for air transportation considering local and
economic conditions, “independent of the ability of the airport and air traffic control system to
furnish the capacity required to meet the demand.”'” The FAA further acknowledges in the Report
that existing constraints at the airport are “embedded in historical data” used by the FAA as a
base for the forecast.” Accordingly, historical data on passenger activity levels reflect variations
in passenger activity levels that may be attributed to traffic conditions in the CTA.

LAWA relied on the results of the FAA TAF forecast associated with the horizon years of 2024
and 2035 to determine whether the proposed Project could accommodate projected levels of
activity and analyze potential impacts when compared to the without Project conditions.™

Based on the FAA 2014 TAF, passenger activity levels at LAX were assumed to reach 86 MAP in
2024 for Phase 1 of the LAX Landside Access Modernization Program and 95 MAP in 2035 for
Phase 2 of the LAX Landside Access Modernization Program.® These projections assumed a
2.5 percent compounded annual growth rate (CAGR) between 2014 and 2024, and a 1.9 percent
CAGR between 2024 and 2030. On average, over the TAF period of 2014-2040, passenger
activity levels are forecasted to grow at a 2.1 percent CAGR.”

In summary, based on the above analysis, reduced traffic congestion in the CTA associated with
the proposed Project would not directly or indirectly induce LAX passenger growth. The proposed
Project would not directly or indirectly cause passenger growth, which could occur with or without
the proposed Project. Based on FAA guidance and ACRP studies, reduced traffic congestion in
the CTA and other enhancements in passenger convenience provided by the proposed Project
are not primary consideration in passengers’ decisions to travel to, from or through LAX, and how
often they travel. Many other primary factors such as airfare prices and flight schedules more
directly influence these decisions. In addition, based on ACRP studies, relieving traffic congestion
in the CTA would not cause airlines to change their business decisions regarding adding more
seats and flights at LAX, and would not directly increase the Airport's capacity for additional
passengers.
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The commentor's statement that the Draft EIR must be revised to address the Project's
“substantial contribution to future growth in passenger traffic at LAX” is a summary statement.
The Draft EIR assessed the potential environmental effects of the proposed Project, as defined in
Chapter 2, Description of the Proposed Project, in compliance with the State CEQA Guidelines.
As explained above, and as described in Chapter 4, Environmental Impact Analysis, of the Draft
EIR, the proposed Project would not induce passenger growth; whether LAWA implements the
LAX Landside Access Modernization Program or not, projected passenger growth will continue at
LAX. The Draft EIR properly assesses what conditions would be like in 2024 and 2035 with
increased passenger activity at LAX. See Response to Comment LAMP-AL00008-4.

1

City of Los Angeles, Los Angeles World Airports, Preliminary LAX Specific Plan
Amendment Study Report, July 2012, Section 6.2, p. 6-2.

City of Los Angeles, Los Angeles World Airports, Preliminary LAX Specific Plan
Amendment Study Report, July 2012, Section 6.2, p. 6-2.

City of Los Angeles, Los Angeles World Airports, LAX Final Master Plan, April
2004, Section 1.2 on pages 1-4 and 1-7.

See Section 3.3.1.1 of the 2000 LAX Draft Master Plan, page V-3.22 for
information regarding the analysis of the LAX Master Plan No Action/No Project
Alternative.

Based on Table IlI-1.1 on page IlI-1.6 in Section 1.3 of the 2000 LAX Draft
Master Plan, LAX accommodated 51 MAP in 1994 (year 1996 was not reported
in Table IlI-1.1), and was forecasted to accommodate 74.2 MAP in 2005. In
comparison, LAX actually accommodated 61.5 MAP in 2005 and 74.9 MAP in
2015. Therefore, LAX reached the passenger activity levels forecasted by the
2000 LAX Draft Master Plan 10 years later than expected, i.e., in 2015.

LAX annual passenger activity levels: 2010: 59,070,127; 2011: 61,862,052;
2012: 63,688,121; 2013: 66,665,726; 2014: 70,663,519; 2015: 74,937,004; 2016:
80,921,527 — Source: City of Los Angeles, Los Angeles World Airports,
"Statistics - Ten Year Summary — Passengers," Available:
http://www.lawa.org/welcome_LAX.aspx?id=800, accessed August 17, 2016 and
January 26, 2017.
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Circular 150/5070-6B, Change 2, Airport Master Plans, January 27, 2015,
Chapter 7 Aviation Forecasts, pp. 37-38, Available:
http://www.faa.gov/documentLibrary/media/Advisory_Circular/150-5070-6B-
Change-2-Consolidated.pdf, accessed August 25, 2016.

Transportation Research Board of the National Academies, Airport Cooperative
Research Program, ACRP Report 98, Understanding Airline and Passenger
Choice in Multi-Airport Regions, 2013, p. 13, Available:
http://onlinepubs.trb.org/onlinepubs/acrp/acrp_rpt_098.pdf, accessed August 25,
2016.
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Transportation Research Board of the National Academies, Airport Cooperative
Research Program, ACRP Report 98, Understanding Airline and Passenger
Choice in Multi-Airport Regions, 2013, pp. 13 and 14, Available:
http://onlinepubs.trb.org/onlinepubs/acrp/acrp_rpt_098.pdf, accessed August 25,
2016.

Transportation Research Board of the National Academies, Airport Cooperative
Research Program, ACRP Report 98, Understanding Airline and Passenger
Choice in Multi-Airport Regions, 2013, p. 5, Available:
http://onlinepubs.trb.org/onlinepubs/acrp/acrp_rpt_098.pdf, accessed August 25,
2016.

Note that according to the 2016-2040 Regional Transportation Plan/ Sustainable
Communities Strategy (RTP/SCS) published by the Southern California
Association of Governments (SCAG) in April 2016, the airport system component
limiting capacity at LAX is the airfield component. See Aviation & Airport Ground
Access Appendix, p. 20.

U.S. Department of Transportation, Federal Aviation Administration, Record of
Decision, Proposed LAX Master Plan Improvements, Appendix B, Responses to
Comments on the Final Environmental Impact Statement, May 20, 2005, p. B2-
77, Available:
http://www.faa.gov/airports/environmental/records_decision/lax/#lax05, accessed
August 25, 2016.

City of Los Angeles, Los Angeles World Airports, Preliminary LAX Specific Plan
Amendment Study Report, July 2012, Section 6.2, p. 6-2, Available:
http://www.lawa.org/LAXSPAS/Reports.aspx.

Ricondo & Associates, Inc., LAX 2024 and 2035 Passenger Flight Schedules
Development Report, August 2016, p. 1.

Federal Aviation Administration, APO Terminal Area Forecast 2014, January
2015.

Federal Aviation Administration, APO Terminal Area Forecast 2014, January
2015, p. 4.

Federal Aviation Administration, Terminal Area Forecast Summary, Fiscal Years
2014-2040, p. 4, Available:
https://www.faa.gov/data_research/aviation/taf/media/taf_summary_fy2014-
2040.pdf, accessed August 25, 2016.

The FAA TAF forecast is a reliable source of forecast data for the following
reasons: 1) the FAA TAF is prepared and published by the FAA, a nationally and
internationally recognized agency; 2) the FAA TAF results are updated every
year based upon the previous year’s activity results and trends at each airport; 3)
the FAA TAF results are relied upon for all projects requiring FAA review and
approval; and 4) the FAA TAF results include passenger and operation forecasts
which are needed to develop flight schedules, as discussed in the LAX 2024 and
2035 Passenger Flight Schedules Development Report.
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2 For the purposes of the Draft EIR analyses, the 2030 passenger activity levels

from the FAA 2014 TAF were held constant to 2035 to be consistent with the
results of the Southern California Association of Governments’ (SCAG’s) Final
2016—-2040 Regional Transportation Plan/Sustainable Communities Strategy: A
Plan for Mobility, Accessibility, Sustainability and a High Quality of Life, Adopted
April 7, 2016, Available: http://scagrtpscs.net/Pages/FINAL2016RTPSCS.aspx.
?1 Federal Aviation Administration, APO Terminal Area Forecast 2014, January
2015.

LAMP-AL00008-3

Comment:

Response:

Please note that we will submit further comments on the LAMP DEIR’s traffic analysis, and
potentially other sections of the environmental document, once our traffic engineer completes his
analysis.

Comments from the City of El Segundo on the traffic analysis contained in the Draft EIR were
received on December 2, 2016. See Comment Letter LAMP-AL00012 and Responses to
Comments LAMP-AL00012-1 through LAMP-AL00012-19.

LAMP-AL00008-4

Comment:

I. The Project Would Remove Existing Ground Access Constraints and Allow LAX to
Process a Higher Volume of Passengers Than Previous Planning Documents Considered.

The Master Plan, Specific Plan Amendment Study (“SPAS”), and the 2006 Settlement establish
and relied on a maximum operational capacity of 78.9 MAP." In its Master Plan for LAX and all
subsequent proposed improvements prior to LAMP, LAWA represented that limiting the total
gates at LAX to 153 would result in a maximum practical capacity of 78.9 MAP. See SPAS Draft
EIR (2012) at 2-4. LAWA’s recent environmental review of airport development projects
consistently assumes this capacity for the purpose of evaluating projects’ environmental impact.
See, e.g., Draft EIR, Midfield Satellite Concourse (“MSC”) (March 2014) at 4-16, fn. 10 (stating
project would comply with LAX Master Plan gate cap limit); “MSC North FAQs,” available at
http://www.lawa.org/mscnorth/fag.aspx (last visited November 15, 2016) (stating MSC Program
will comply with 2006 Stipulated Settlement at all times). Furthermore, the LAX Specific Plan, with
which all future development at LAX must be consistent, required restudy and full California
Environmental Quality Act (“CEQA”) review if annual passenger activity levels were anticipated to
exceed 78.9 MAP.

With LAMP, however, LAWA abandons its commitment to a constrained LAX. The same 153
gates once represented as limiting LAX passenger growth effectively to 78.9 MAP are now
represented as able to accommodate at least 95 MAP. That growth apparently comes from
efficiencies gained through larger aircraft, fewer empty seats and shorter times between plane
arrivals and departures. Efficiency is, of course, generally a good thing. In this case, however,
some negative consequences will follow. If LAX is not, in fact, constrained to 78.9 MAP as LAWA
previously represented, then the communities around LAX, like El Segundo, will suffer impacts
resulting from that growth unless LAWA conducts appropriate analysis and applies effective
mitigation.

LAWA has stated that the LAMP Project EIR will serve as the required CEQA review under the
existing LAX Specific Plan. However, although the Project is scaled to accommodate ground
access ftraffic associated with passenger levels in excess of 78.9 million, the DEIR does not
adequately evaluate other operational impacts (e.g., noise and air pollution from aircraft
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operations and vehicular traffic) associated with passenger levels above 78.9 MAP. The DEIR
may not ignore the impacts of the increased activity that the Project will facilitate, and its potential
to further concentrate adverse impacts on nearby residents.

As the City has repeatedly emphasized to LAWA, the environmental analysis required by CEQA
may not simply assert that alleviating the significant and longstanding ground access constraints
at LAX will have no effect on airport operations; here, LAWA must provide substantial evidence to
support such a conclusion. Pub. Res. Code §21080(e).

Instead, the DEIR simply ignores these impacts by claiming that, by the target date for Project
completion, passenger levels will have grown to 95 MAP or higher regardless of whether the
Project is actually built. See, e.g., DEIR at 6-6 through 6-8. The DEIR fails to provide substantial
evidence that this assumption, which underlies all of the DEIR’s analysis of environmental
impacts, is true. In the CEQA context, substantial evidence means “enough relevant information
and reasonable inferences from this information that a fair argument can be made to support a
conclusion, even though other conclusions might also be reached. . . . Argument, speculation,
unsubstantiated opinion or narrative, evidence which is clearly erroneous or inaccurate . . . does
not constitute substantial evidence.” Cal. Code Regs., tit. 14 (“CEQA Guidelines”), § 15384(a).

The DEIR asserts that ground access has no bearing on airport capacity, thereby attempting to
portray the role of ground access in passenger operations in black and white. This
mischaracterizes what is in fact a very complex issue, particularly at LAX. As explained in the
memorandum by Adib Kanafani, Ph.D., N.A.E., attached hereto as Exhibit G and incorporated by
reference into this letter (“Kanafani Report”),2 the DEIR fails to support the assertion that the
Project will not enable any portion of the projected growth in passenger capacity. As the Kanafani
Report describes, each component of the airport, including the passenger terminals, the airfield,
and the ground access system, is a “link in a chain,” and the link with the lowest capacity
“determines the capacity of the whole system.” Passengers, in particular domestic travelers who
have a variety of other options in the LA region for airports that provide domestic flights, take
ground access congestion (along with other factors) into account when they choose an airport,
particularly when congestion gets very high.

Indeed, the data cited in the DEIR’s discussion of this issue states that ground access plays a
role in prospective passengers’ decisionmaking, thereby contradicting the assertion that removing
ground access constraints will not enable passenger growth. See DEIR at 6-7 (citing report of the
Transportation Research Board of the National Academies, Airport Cooperative Research
Program, which finds that that “[s]urface access issues . . . remain[] a primary passenger choice
driver in the Los Angeles Basin. Given the presence of several regional facilities across the area,
the traffic situation in the Basin drives the airport choice for a large proportion of travelers.”).
Other sources echo this finding; a 2013 report by the Eno Center for Transportation (“Eno
Report”) found that “[g]round access to the airport at LAX is the most significant chokehold in the
airport’'s system and according to [LAWA] airport access infrastructure was projected to hit
complete gridlock at 78.9 million annual passengers without improvements to the system.” See
Eno Report, attached hereto as Exhibit H, at 18. Similarly, the Southern California Association of
Governments (“SCAG”) 2040 Regional Transportation Plan / Sustainable Communities Strategy
(“2040 RTP/SCS”) states that “[p]assengers’ choice of airports is based in part on the travel time
to the airport and the convenience of access, so facilitating airport access is essential to the
efficient functioning of the aviation system.” 2040 RTP/SCS Aviation & Airport Ground Access
Appendix, attached hereto as Exhibit I, at 228

LAWA itself has previously asserted that the ground access system is a significant constraint on
passenger operations at LAX, and that it would need to be relieved to enable growth in passenger
operations beyond approximately 78 MAP. The 2004 Master Plan, which considered an
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Response:

unconstrained demand forecast of 98 MAP in 2015 and evaluated four alternative plans under
this demand scenario, stated that the No Action/No Project Alternative (i.e., no Master Plan
adopted) would limit passenger operations at LAX to 78 MAP because of the airport’'s
“constrained curbs and roadways.” 2004 Master Plan EIR at Figure 1.2-1. By contrast, the
alternatives that included LAMP components would have permitted up to 98 MAP. /d.; id. at 1-4
(“The [No Project] Alternative is limited by the capacity of the curbfront in the Central Terminal
Area (CTA) where passengers are dropped off and picked up in front of the existing terminals.
The resulting annual passenger performance measure of this alternative is approximately 78
million.”).

Although this evidence directly contradicts LAWA'’s assertion that the proposed removal of ground
access constraints with LAMP will not contribute to the higher passenger forecast at LAX in the
target completion year, the DEIR does not attempt to respond to any of it. LAWA’s
counterargument that ground access simply is not a constraint on airport capacity, and therefore
improving ground access efficiency would not affect airport capacity or operations, is incorrect
and not supported by substantial evidence in the record. As a result, the DEIR fails to justify its
omission of analysis of environmental impacts related to higher passenger operations enabled by
the Project, including increased aviation noise, traffic, air quality and greenhouse gas (“GHG”)
impacts.

' As set forth in the LAX Master Plan and associated EIR (see Exhibits A and B on
the enclosed CD) and the Specific Plan Amendment Study (“SPAS”) and
associated EIR that LAWA prepared pursuant to settlement with its neighbors
over the Master Plan (see Exhibits C and D); see also Exhibit E (LAX Specific
Plan, requiring LAWA to initiate a new specific plan amendment study if annual
passenger forecast is anticipated to exceed 78.9 MAP); Exhibit F (Midfield
Satellite Concourse North Project EIR).

In addition to providing responses to the comments of the City set forth in this
letter, LAWA must provide responses to the comments contained in the Kanafani
Report.

On May 5, 2016, the City filed suit against SCAG, challenging its approval of the
2040 RTP/SCS and the adequacy of its associated environmental review. One of
the critical defects in the EIR is its assumption that, although SCAG proposed to
provide billions of dollars in funding to remove existing ground access constraints
at LAX, this easier access would not enable higher passenger capacity. Due to
that flawed reasoning, SCAG’s EIR failed to analyze the impacts of this higher
capacity, even as it projected a dramatic rise in the number of passengers
traveling through LAX. The need for this analysis was particularly acute because
none of LAWA’s planning documents for LAX had analyzed, or developed
mitigation for, operations scenarios with a capacity above 78.9 MAP. See SPAS
Draft EIR at 2-4 (stating that LAWA will maintain consistency with the Master
Plan’s cap of 153 gates and projected 78.9 MAP).

In the first paragraph, the commentor claims “LAWA represented that limiting the total gates at
LAX to 153 would result in a maximum practical capacity of 78.9 MAP. See SPAS Draft EIR
(2012) at 2-4”. The commentor’s citation is incorrect, as page 2-4 of the SPAS Draft EIR does
not contain the words “maximum practical capacity”. Page 2-4 of the SPAS Draft EIR discusses
the following: “LAWA is seeking to maintain consistency with the LAX Master Plan design for a
total of 153 gates, which was based on a future passenger activity level of 78.9 million annual
passengers (MAP) at LAX in 2015.” See Response to Comment LAMP-AL00008-2 for a
discussion of the concept of practical capacity in the context of the 2004 LAX Master Plan. The
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153-gate limit set forth by the Stipulated Settlement was meant to represent a number of gates
commensurate to the assumed practical capacity of 78.9 MAP. It was not meant to represent a
number of gates at which LAX maximum capacity would be reached, as suggested by the
commentor.

In the first paragraph, the commentor proceeds with citing documents in which LAWA discusses
its intent to comply with the 2006 Stipulated Settlement and the 153-gate limit (i.e., 2014 Midfield
Satellite Concourse Draft EIR and the MSC North FAQs). LAWA’s commitment to comply with
the 2006 Stipulated Settlement is affirmed. As noted on pages 7-6 and 7-7 in Chapter 7,
Evaluation of Amendments to the LAX Plan and LAX Specific Plan, of the Draft EIR, LAWA is
proposing changes to Section 7, LAX Specific Plan Compliance Review, of the LAX Specific Plan.
Revisions to this section would include the removal of subsection G, Monitoring and Reporting,
and subsection H, Additional Study Requirements. Portions of these requirements would be
consolidated into proposed Appendix A. Requirements regarding the preparation of a Specific
Plan Amendment Study would be removed from the LAX Specific Plan as the LAX Landside
Access Modernization Program EIR fulfills that requirement as described in Section 2.8.2 of the
Draft EIR.

In the second paragraph, the commentor asserts that LAWA has abandoned its commitment to a
constrained LAX; see Response to Comment LAMP-AL0O0008-7 which addresses this assertion.
The commentor also suggests that the proposed Project would allow 153 gates to accommodate
“at least 95 MAP” based on “efficiencies gained through larger aircraft, fewer empty seats and
shorter times between plane arrivals and departures.” As explained in Response to Comment
LAMP-AL00008-2, the proposed Project would not directly or indirectly induce LAX passenger
growth; instead, the Draft EIR relies on projected future increases in passenger activity levels
forecasted by the FAA and SCAG. Contrary to the commentor’s statement, the proposed Project
does not include any improvements that would accommodate “larger aircraft” or that would
influence “fewer empty seats” (or load factors). Additionally, with larger aircraft and more
passengers onboard, “shorter times between plane arrivals and departures” as suggested by the
commentor would be impractical to achieve, as larger aircraft and higher passenger volumes take
longer to service and process.' Regarding the last statement in the second paragraph of this
comment, see Response to Comment LAMP-AL00008-7.

In the third paragraph, the commentor incorrectly asserts that “DEIR does not adequately
evaluate other operational impacts (...) associated with passenger levels above 78.9 MAP”. As
discussed on page 6-6 in Section 6.3.2 of the Draft EIR, the Draft EIR analyses of future
environmental conditions without the proposed LAX Landside Access Modernization Program
Project relied upon the results of the report prepared in August 2016 entitled LAX 2024 and 2035
Passenger Flight Schedules Development Report, which studied two horizon years, 2024 and
2035, in which it was anticipated that LAX would reach 86 MAP and 95 MAP, respectively.’
These levels of activity are also introduced in the discussion of the analytical framework
presented on page 4-5 in Chapter 4 of the Draft EIR.

In the fourth paragraph, the commentor suggests the LAWA must provide substantial evidence to
support the conclusion that alleviating significant and longstanding ground access constraints at
LAX will have no effect on airport operations. As discussed in Response to Comment LAMP-
ALO0008-2, relieving traffic in the CTA does not directly increase the Airport’s capacity for
additional passengers. The proposed LAX Landside Access Modernization Program Project
would not affect or change any airfield components, including the runways, taxiways, or aircraft
arrival and departure procedures, all of which could, in some circumstances, entail changes in the
number of operations that LAX can accommodate.
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In the fifth paragraph, the commentor suggests that the Draft EIR fails to provide substantial
evidence that passenger levels will have grown to 95 MAP or higher regardless of whether the
Project is actually built. See Response to Comment LAMP-AL00008-2 for a discussion on factors
that influence passenger growth. It is important to note that the forecasts of aviation activity
utilized in the Draft EIR are not LAWA’s forecasts. Rather, LAWA utilized forecasts of aviation
activity projected by FAA and the regional forecasts projected by SCAG to determine an activity
level that may occur at LAX in 2035. This was done to ensure that the EIR properly assessed the
environmental effects of the LAX Landside Access Modernization Program at passenger activity
levels that could occur at the Airport.

Comments included in the sixth and seventh paragraphs of this comment are a summary of
discussions included in Exhibit G of the commentor’s letter; see Responses to Comments LAMP-
AL00008-82 through LAMP-AL00008-86, which address the specific comments in Exhibit G.
Regarding statements included in the eighth paragraph of this comment, see Response to
Comment -LAMP-AL0O0008-2 and Responses to Comments LAMP-AL00008-82 through LAMP-
ALO0008-86. The ninth paragraph of this comment is a summary of statements made in the
above-discussed comments, and the responses above apply.

! Basedon Boeing’s Airplane Characteristics for Airport Planning manuals, a

Boeing 737-900 requires 40 minutes between the time the passenger jet bridge
or stairs is deployed to connect with the aircraft to the time the aircraft is ready to
push back away from the gate (see Figure 5.2.8 on page 364 of the Boeing 737
Airplane Characteristics for Airport Planning manual). In contrast, a Boeing 747-
400 would require 60 minutes to perform the same operation (see Figure 5.2.2
on page 119 of the Boeing 747 Airplane Characteristics for Airport Planning
manual.) Manuals are available at:
http://www.boeing.com/commercial/airports/plan_manuals.page

?  Ricondo & Associates, Inc., LAX 2024 and 2035 Passenger Flight Schedules
Development Report, August 2016, p. 2.

LAMP-AL00008-5

Comment:

Il. LAWA Has Hidden Within LAMP a Number of Unnecessary Plan Changes, Which It Fails
to Evaluate Properly in the DEIR

The 2004 LAX Master Plan adopted for LAX makes clear that the option adopted (Alternative D)
was designed to serve approximately 78 MAP, which was approximately the same aviation
activity levels identified in the No Action/No Project Alternative. LAWA represented that
constraining LAX in this way would encourage the development and use of regional airports. This
same vision of a constrained LAX was carried forward in the SPAS. Other alternatives specifically
considered and rejected as part of the 2004 Master Plan process would have involved higher
MAP numbers and greater impacts.

In approving the LAX Master Plan (Alternative D), the LA City Council took care to ensure that
growth beyond that anticipated in the Master Plan would not happen without subsequent public
evaluation, discussion, and consideration at the City Council. This important “check” on LAX
growth was implemented through adoption of the LAX Plan and LAX Specific Plan (see LAMP
DEIR Appendices C & D). The LAX Plan establishes a land-use policy framework, while the LAX
Specific Plan establishes zoning and development regulations consistent with the LAX Plan.
Future development at LAX is required to be consistent with both plans, and this consistency
must be established by LAWA in reports to the City Council. The LAX Specific Plan requires that
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Response:

no “Project” at LAX may proceed unless it complies with the LAX Specific Plan and LAX Plan. As
part of that compliance review, the Project is to be checked for compliance with Master Plan
commitments and mitigation measures.

Please see Responses to Comments LAMP-AL00008-2 and LAMP-AL00008-4 for a discussion
on activity levels and capacity of LAX. It should be noted that the other alternatives considered in
the LAX Master Plan included significant changes to the airfield, which are not part of the LAX
Landside Access Modernization Program. The LAX Landside Access Modernization Program
would not result in any change to aircraft operations, flight paths, or airfield components at LAX.
No further response is required because the comment does not raise any new significant
environmental issues or address the adequacy of the environmental analysis included in the LAX
Landside Access Modernization Program Draft EIR (Public Resources Code Section 21091(d);
State CEQA Guidelines Section 15204(a)).

LAMP-AL00008-6

Comment:

Response:

Although the plan consistency requirement and review process has worked well since the 2004
LAX Master Plan was adopted, LAWA now proposes a number of major changes as part of the
LAMP Project. Specifically, LAWA has proposed a number of significant changes to the LAX
Specific Plan and LAX Plan that would remove key limits on LAX growth and gut the plan
consistency review process that was specifically included by the City Council for the promotion of
regionalism and protection of LAX neighbors. As discussed in detail below, LAWA proposes to
delete the limit of 153 gates at LAX from the LAX Plan (see Appendix C at 1, 7), and also wants
to delete references to designing and building out LAX to serve just 78.9 MAP of the regional
passenger demand until at least 2035 (see Appendix C at 2). LAWA'’s proposed changes to the
LAX Specific Plan would undermine its effectiveness as a mechanism for informed and
transparent public review of aviation activity and growth at LAX.

As stated in Chapter 7, Evaluation of Amendments to the LAX Plan and LAX Specific Plan, the
proposed Project would require amendments to the LAX Plan to include descriptions of the
proposed transportation facilities. In addition, the Belford Special Study Area would be updated
to reflect the proposed use of this area under the Project, Airport Landside. Amendments would
include changes to the text of the LAX Plan as well as updates to the associated figures. Text
changes to the LAX Plan include updating the Vision for LAX; updating the goals and objectives
to reflect the proposed Project; adding a description of a new Airport Landside Support Area;
updating policies to reflect the proposed Project and other programs; and removing text regarding
projects that are no longer relevant. Plan Areas would be updated to include: additional areas
that are currently located in the Westchester-Playa del Rey Community Plan; areas in which the
proposed facilities would be located; and to change the designation of the Belford Special Study
Area to Airport Landside. In addition, LAX Plan maps and diagrams would be updated to reflect
the proposed plan area changes.

The proposed Project would also require amendments to the LAX Specific Plan to update the text
of the plan to reflect the proposed transportation components. Amendments would include:
changes in the text of the LAX Specific Plan to facilitate implementation of the programs and
policies in the plan; the addition of an Airport Landside Support Subarea; reorganization of text for
consistency and clarity; removal of the parking regulations which are specific to the LAX Master
Plan; clarification of which parcels within the LAX Specific Plan are subject to the trip generation
provisions of the LAX Specific Plan; changes to the LAX Specific Plan compliance review;
replacement of mitigation and reporting requirements for traffic generation and aviation activity
related to the LAX Master Plan with reporting requirements that would be standard practice for all
projects; removal of certain additional study requirements that would be fulfilled as part of the
Landside Access Modernization Program Project; and the addition of LAX Design Guidelines, as
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well as updates to the associated figures. The LAX Specific Plan would also be amended to
allow the Executive Director to authorize the sale, dispensing, and consumption of alcohol
beverages within sterile areas of the Airport or related off-site sterile areas without having to
obtain a Conditional Use Permit from the Department of City Planning.

Section 7 of the LAX Specific Plan provides details on the LAX Specific Plan Compliance Review.
Based on comments received, revisions to this section include changing the time for the Director
of Planning to review and make a consistency determination from 15 working days to 75 days
from the date the documents were received, unless the Director of Planning and the Executive
Director agree more time is necessary.

Subsection (d) has been added under Subsection 2, Executive Director's Review. This section
will state:

(d) Director of Planning Consistency Determination for Projects located in the LAX Northside
Subarea North of Westchester Parkway and the LAX Landside Support Subarea. For
proposed Projects located within the LAX Northside Subarea north of Westchester
Parkway and the LAX Landside Support Subarea, the Executive Director shall transmit a
copy of the written description of the proposed Project to the Director of Planning. The
Director of Planning shall review the proposed Project for consistency with the following
LAX Specific Plan Sections: Northside north of Westchester Parkway - Sections 12,
13.C.2, 14.D, and 15A; Landside Support Subarea — Sections 11, 13.C.3 and 14; and
shall provide the Executive Director with a written determination within 75 days from the
date the documents were received, unless the Director of Planning and the Executive
Director agree more time is necessary. The Executive Director shall provide the BOAC
with a copy of the Director of Planning’s Consistency Determination.

Subsection 5, Effective Date of Decision, of the LAX Specific Plan Compliance Review will be
revised to state:

5. Effective Date of Decision. Unless a City Council Consistency Determination Review
is_required pursuant to Section 7.F.6 (Consistency Determination Review by City
Council), BOAC’s decision shall become final following-five(5)-Council-business-days
consistent-with-Section245-of theLos-Angeles-City Charter at the expiration of the

next five meeting days of the City Council during which the Council has convened in
reqular session, unless, pursuant to Los Angeles City Charter, the action is brought
before it or Council waives review of that action.

Subsection 6, Consistency Determination Review by City Council, will be added to the LAX
Specific Plan Compliance Review. This section will state:

6. Consistency Determination Review by City Council.

(a) If the BOAC approves a proposed Project located within the LAX Northside
Subarea north of Westchester Parkway or the LAX Landside Support Subarea
with _a Consistency Determination that is inconsistent with the Director of
Planning Consistency Determination for that proposed Project, the Consistency
Determination shall be reviewed by the City Council.

(b) Public Hearing and Notice. Before acting on the Consistency Determination, the
City Council shall set the matter for hearing, giving a minimum of 15 days notice
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to the applicant, the Councilmember of the district in which the Specific Plan Area
is_located, the Executive Director and the Director of Planning, and interested
parties who have requested notice in writing for the Project.

(c) City Council Consistency Determination. The City Council shall make the same
Consistency Determination required to be made by the Director of Planning
pursuant to section 7.F.2.(d) above, supported by facts in the record, and
indicate _why the BOAC Consistency Determination is either approved or
disapproved. The City Council shall act upon a Consistency Determination within
90 days after the matter is provided to the City Council for determination. The
failure to act within the 90 days shall be deemed City Council concurrence with
the BOAC Consistency Determination, and the original action on the matter shall
become final. _If the City Council determines that the BOAC approved Project is
consistent with the applicable provisions of the LAX Specific Plan, the BOAC
action shall become final. _If the City Council determines the BOAC approved
Project is not consistent with the applicable provisions of the LAX Specific Plan,
the applicant shall be required to seek an Amendment, Exception, or a Project
Permit Adjustment to the Specific Plan pursuant to LAMC Sections 11.5.6 and/or
11.5.7E, F and G, as appropriate.

These changes will make the LAX Specific Plan consistent with other specific plans in the City of
Los Angeles. These changes have been made in the text of Chapter 7 and Appendix D of the
Draft EIR (See Chapter 3, Corrections and Additions to the Draft EIR).

The proposed changes to the LAX Plan and LAX Specific Plan do not call for additional gates
above 153; they simply remove the reference to a specific number of gates. This change is
proposed because the LAX Plan and LAX Specific Plan are not prescriptive plans that specify the
exact number of facilities and passengers allowed at LAX; rather they are planning documents
that discuss permitted land uses, zoning, and approval processes within the framework of the City
of Los Angeles General Plan. Additional gates are not proposed as part of the LAX Landside
Access Modernization Program. Any future development at LAX that would directly cause the
number of gates to be increased would be subject to separate CEQA and NEPA review.

The proposed changes to the plans would not affect how the plans work or how LAWA
coordinates with the surrounding communities. The City of Los Angeles General Plan consists of
the General Plan Framework Element and other elements required by state law, including the
Land Use Element and Transportation Element. In the City of Los Angeles, the General Plan
Land Use Element consists of 35 local Community Plans, the LAX Plan, and the Port of Los
Angeles Plan; the LAX Plan and Westchester-Playa del Rey Community Plan are two of the
City’s local Community Plans in the LAX area. The LAX Plan is the City’'s community plan for the
LAX area; it is not a regional plan. As stated on page 7-2 in Chapter 7, Evaluation of
Amendments to the LAX Plan and LAX Specific Plan, of the Draft EIR, the ground access goal
would be revised to focus on LAX, the only airport to which the LAX Plan is applicable, rather
than referencing improvements at other regional airports. The proper planning document to
discuss regionalization is the Southern California Association of Government's Regional
Transportation Plan,’ which does discuss regionalization issues associated with the Southern
California commercial airports.

' Southern California Association of Governments, Final 2016-2040 Regional
Transportation Plan/Sustainable Communities Strategy: A Plan for Mobility,
Accessibility, Sustainability and a High Quality of Life, Adopted April 7, 2016,
Available: http://scagrtpscs.net/Pages/FINAL2016RTPSCS.aspx.
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LAMP-AL00008-7

Comment:

Response:

A. The Applicable Limits of 153 Gates and 78.9 MAP Contained in the LAX Plan Should Not
Be Deleted as Part of LAMP.

The DEIR does not adequately explain why the limits of 153 gates and 78.9 MAP are proposed
for removal from the LAX Plan as part of LAMP. In fact, there is no logical link made between
LAMP’s proposed ground access upgrades and the removal of those limits from the Plan. The
DEIR notes in several places that the LAMP project would necessitate amendments to the LAX
Specific Plan and the LAX Plan, but the explanations of “necessity” provided are generally limited
to relatively minor issues such as a boundary adjustment and a rezone, which are logically
necessary for LAMP. The DEIR is silent regarding the substantial changes described below,
which are not necessary or appropriate as part of LAMP.

It seems likely that LAWA has proposed the 78.9 MAP limit deletion in an attempt to avoid
complying with that limit going forward and perhaps to dodge a plan inconsistency problem for the
extremely ambitious LAMP. Specifically, because LAMP is designed to serve so much more than
78.9 MAP, it is not consistent with the 78.9 MAP limit in the LAX Plan. As discussed elsewhere in
this letter, LAWA takes the untenable position that LAMP is not growth inducing, and insists it has
no obligation to evaluate any of the impacts associated with passenger growth above 78.9 MAP
as part of LAMP. LAWA cannot remove the 78.9 MAP limit from the LAX Plan without a full public
discussion of that proposed policy change, which would include conducting a full analysis of the
associated environmental impacts. In other words, if LAWA is now planning for LAX to serve
more than 78.9 MAP, it must evaluate the impacts of that growth so the public and City Council
decisionmakers have the information they need. The absence of this analysis is a major flaw in
the LAMP DEIR. In the absence of that analysis, LAWA cannot remove the 78.9 MAP limit from
the LAX Plan as part of the Project.

It seems likely that LAWA has proposed deletion of the 153 gates limit in an attempt to avoid
having to comply with that limit going forward. LAWA should withdraw this proposed deletion
because there is no LAMP-related reason articulated for the removal. Indeed, how could LAMP,
which focuses on ground access improvements, logically necessitate an increase in the number
of gates at LAX? In discussing this proposed change, LAWA correctly acknowledges that under
its settlement agreement with El Segundo and others, a gate limit would continue to apply until at
least 2020. DEIR at 7-2. What LAWA fails to acknowledge is that even after 2020, it cannot
increase the number of gates at LAX without comprehensive environmental review and a Master
Plan amendment. As such, the limit of 153 gates contained in the LAX Plan must remain in place
unless and until that environmental review and public process is complete. Deleting the limit now
is not necessary for LAMP, would be premature, and prejudges the outcome of a separate
process not yet begun.

Please see Response to Comment LAMP-ALO0008-2 for a discussion of the reasons that the
proposed Project would not directly or indirectly induce LAX passenger growth.

The proposed changes to the LAX Plan and LAX Specific Plan do not call for additional gates
above 153; they simply remove the reference to a specific number of gates. This change is
proposed because the LAX Plan and LAX Specific Plan are not prescriptive plans that specify the
exact number of facilities and passengers allowed at LAX; rather they are planning documents
that discuss permitted land uses, zoning, and approval processes within the framework of the City
of Los Angeles General Plan. Additional gates are not proposed as part of the LAX Landside
Access Modernization Program. Any future development at LAX would be required to comply
with CEQA and NEPA.
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Regarding the comment that “under its settlement agreement with El Segundo and others, a gate
limit continue to apply until at least 2020”", the Stipulated Settlement limits the number of
passenger gates to 153 if the annual passengers at LAX is at or above 75 million. This provision
applies through 2020, although the balance of the Stipulated Settlement expired on December
31, 2015.

Regarding the comment that a Master Plan amendment must be completed prior to any increase
in the number of gates at LAX above 153, please see Response to Comment LAMP-AL00008-22
for an explanation of the FAA’s requirements for Master Plan amendments.

LAMP-AL00008-8

Comment:

Response:

If LAWA insists on pursuing removal of the current limits of 78.9 MAP and 153 gates from the
LAX Plan as part of LAMP, it must first provide a complete analysis of the noise, air quality, and
other environmental impacts that would result. That analysis would need to be provided in a
recirculated DEIR. That document would consider, for example, the environmental impacts such
as increased noise and increased emissions (air pollution and GHGs) associated with the
increased aircraft operations at the added gates and serving annual passenger numbers in
excess of 78.9 MAP. As discussed elsewhere in this letter, the LAMP DEIR provides no such
analysis because it assumes (incorrectly) that the Project will not increase LAX’s capacity or
induce any growth in aviation activity.

Please see Responses to Comments LAMP-AL00008-2, LAMP-AL00008-4, and LAMP-AL00008-
7. As further explained in Response to Comment LAMP-AL00008-2, reduced traffic congestion in
the CTA associated with the proposed Project would not directly or indirectly induce LAX
passenger growth. The proposed Project would not directly or indirectly cause passenger growth,
which could occur with or without the proposed Project. Based on FAA guidance and ACRP
studies, reduced traffic congestion in the CTA and other enhancements in passenger
convenience provided by the proposed Project are not primary consideration in passengers’
decisions to travel to, from or through LAX, and how often they travel. Many other primary factors
such as airfare prices and flight schedules more directly influence these decisions. In addition,
based on ACRP studies, relieving traffic congestion in the CTA would not cause airlines to
change their business decisions regarding adding more seats and flights at LAX, and would not
directly increase the Airport’s capacity for additional passengers.

LAMP-AL00008-9

Comment:

Response:

We note that the DEIR includes Section 7 (Evaluation of Amendments to the LAX Plan and LAX
Specific Plan). This section is very strange because it purports to analyze a Project element
(Amendments to the LAX Plan and LAX Specific Plan) separate from the Project itself (LAMP).
The reader is left with the impression that Section 7 was an afterthought added by LAWA once
the bulk of the DEIR’s environmental analysis was complete. This is inconsistent with CEQA’s
mandate to evaluate the whole of the project. It is also inconsistent with LAWA’s obligation to
inform the public and decisionmakers of all the Project’s environmental impacts.

Please see Response to Comment LAMP-AL0O0008-6. Section 2.8 in Chapter 2, Description of
the Proposed Project, of the Draft EIR, clearly states that the proposed Project would require
amendments to the LAX Specific Plan, the LAX Plan, the Westchester-Playa del Rey Community
Plan, and the Mobility Plan 2035. The fact that the Draft EIR discusses some of the impacts of
these proposed plan amendments in a separate chapter is inconsequential. CEQA does not
require that EIRs be prepared using any particular format. State CEQA Guidelines Section
15120(a).
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In addition, plan amendment impacts are also discussed throughout Chapter 4 of the EIR, as
appropriate. Specifically, Section 4.8.5.1.1 of the Draft EIR analyzes the land use impacts
associated with the proposed land use plan amendments, Section 4.8.5.1.2 of the Draft EIR
analyzes land use plan consistency, and the remainder of Chapter 4 analyzes the impacts of the
Project including land use changes that would occur as part of the Project. Section 7.3 of the
Draft EIR contains an environmental analysis of the changes to the plans that were not
specifically discussed in Chapter 4. Mitigation measures are proposed, as appropriate, for
significant impacts associated with the proposed Project, including the Plan amendments. Thus,
the EIR analyzes the whole of the project, including the proposed plan amendments, and it
contains sufficient information and analysis to inform the public and the decisionmakers of the
proposed Project’s potential effects.

LAMP-AL00008-10

Comment:

Response:

Moreover, the environment analysis in Section 7, which appears on just five pages, is limited to
the following repeated conclusions: the proposed amendments to the LAX Plan and LAX Specific
Plan “would generally correspond to changes at LAX as a result of the proposed Project [LAMP],
as well as updates to administrative processes.” In other words, LAWA argues that the proposed
changes were either covered as part of the LAMP project assessment or are simple updates to
administrative processes. This does not accurately capture the universe of proposed plan
changes and their associated impacts.

Please see Responses to Comments LAMP-AL00008-6 and LAMP-AL00008-9.

LAMP-AL00008-11

Comment:

Response:

LAWA does acknowledge, in passing, that removal of the gate limitation “may result in future
increased development” but argues that it need not evaluate the impact of that development now
because “removal of these policies does not mean that additional development would occur. Any
future development related to the change in these policies would undergo separate CEQA review
and would be subject to BOAC and other approvals prior to implementation.” This is the very
definition of improper deferral of environmental analysis in violation of CEQA. If future
exceedance of the 153 gate limit is uncertain and speculative as LAWA seems to claim, then
LAWA should not ask the City Council to delete the limit from the LAX Plan now. If, on the other
hand, LAWA insists asking the City Council to delete the 153 gate limit now, it must also provide
more detail regarding its gate increase plans and evaluate the associated impac:ts.4 It cannot
delete the gate limit now based on the representation that the associated impacts would be
evaluated later.

* We note, for example, that LAWA'’s recent NOP for the LAX Terminals 2 and 3
Modernization Project (“T2 & 3 Project”) indicates that LAWA may add up to five
gates as part of that project. This increase is not speculative and must be
evaluated as part of the T2 & 3 Project as well as LAMP, if removal of the 153
gate cap remains as part of LAMP. We hereby request that LAWA include all
public project and CEQA documentation for the T2 & 3 Project in its record for
LAMP. The NOP and Initial Study are provided as Exhibit J hereto. We also
understand that LAWA has plans for additional gates in what it terms the
“Passenger Terminal Modernization Area” (“PTMA”). See LAWA-ARSAC
Memorandum of Understanding, attached hereto as Exhibit K.

As noted in Response to Comment LAMP-AL00008-2, LAX accommodated 80.9 MAP in 2016.
The official gate count for LAX in 2016 was 141 passenger gates, well below the 153-gate limit
contained in the Stipulated Settlement or assumed would be needed to accommodate 78.9 MAP
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by the LAX Master Plan Alternative D. The LAX Landside Access Modernization Program Draft
EIR does include the cumulative effect of potential additional gates at LAX, as noted in Table 3-1
in Chapter 3, Overview of Project Setting, of the Draft EIR. However, even with construction of
these gates, LAWA would remain at or below the 153-gate limit. Please also see Responses to
Comments LAMP-AL00008-2, LAMP-AL00008-4, LAMP-AL00008-7, and LAMP-AL00008-8.

LAMP-AL00008-12

Comment:

Response:

B. The LAX Specific Plan Changes Proposed by LAWA Would Remove Key Protections
Put in Place by the LA City Council When It Approved the 2004 LAX Master Plan.

LAWA proposes a multitude of changes to the LAX Specific Plan as part of the LAMP. Examples
include:

o Expanding significantly the universe of projects exempt from plan consistency review (see
Appendix D at 7-9).

Pages 7 to 9 of Appendix D, LAX Specific Plan Revisions, of the Draft EIR, refers to the definition
of “Project” in the LAX Specific Plan. The additions are for minor projects, specifically, additions
to existing structures of less than 2,500 square feet; repair installation, extension, and
replacement of utilities; restoration or rehabilitation of deteriorated or damaged structures,
facilities, or mechanical equipment and systems to meet current standards of public health,
safety, and environmental protection; repair or in-kind replacement in existing location of existing
streets, sidewalks, gutters, bicycle and pedestrian trails, parking lots (excluding parking
structures), aircraft parking areas, and taxiway; new construction, relocation or installation of
small facilities, structures, buildings less than 15,000 square feet; installation, relocation, and
replacement of lighting, security equipment, noise and environmental monitoring systems or
storage tanks; and basic data collection, research, experimental management, and resource
evaluation activities such as geologic testing. These additions reflect routine, small construction
projects at LAX. It does not exempt them from environmental review or FAA review, just the
formal Plan Compliance review.

LAMP-AL00008-13

Comment:

Response:

* Substituting the Board of Airport Commissioners (“BOAC”) for the LA City Council as the body
responsible for confirming the plan consistency of projects proposed for LAX (see Appendix D at
10, 13).

The Plan Compliance Review process has been made consistent with other Specific Plans in the
City of Los Angeles. BOAC would make a finding of plan consistency after receiving a written
report and recommendation from LAWA'’s Executive Director. As noted in Response to Comment
LAMP-AL00008-6, a Subsection (d) has been added under Subsection 2, Executive Director’s
Review. This section will state:

(d) Director of Planning Consistency Determination for Projects located in the LAX Northside
Subarea North of Westchester Parkway and the LAX Landside Support Subarea. For
proposed Projects located within the LAX Northside Subarea north of Westchester
Parkway and the LAX Landside Support Subarea, the Executive Director shall transmit a
copy of the written description of the proposed Project to the Director of Planning. The
Director of Planning shall review the proposed Project for consistency with the following
LAX Specific Plan Sections: Northside north of Westchester Parkway - Sections 12,
13.C.2, 14.D, and 15A; Landside Support Subarea — Sections 11, 13.C.3 and 14; and
shall provide the Executive Director with a written determination within 75 days from the
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date the documents were received, unless the Director of Planning and the Executive
Director agree more time is necessary. The Executive Director shall provide the BOAC
with a copy of the Director of Planning’s Consistency Determination.

Subsection 5, Effective Date of Decision, of the LAX Specific Plan Compliance Review will be
revised to state:

5. Effective Date of Decision. Unless a City Council Consistency Determination Review is
required pursuant to Section 7.F.6 (Consistency Determination Review by City Council),

BOAC'’s decision shall become final following-five{5)-Council-business-days—consistent
with-Section-245-of the Los-Angeles-City Charter af the expiration of the next five meeting

days of the City Council during which the Council _has convened in reqular session,

unless, pursuant to Los Angeles City Charter, the action is brought before it or Council

waives review of that action.

Subsection 6, Consistency Determination Review by City Council, will be added to the LAX
Specific Plan Compliance Review. This section will state:

6. Consistency Determination Review by City Council.

(a)

(b)

(c)

If the BOAC approves a proposed Project located within the LAX Northside Subarea
north of Westchester Parkway or the LAX Landside Support Subarea with a Consistency
Determination _that is inconsistent with the Director of Planning Consistency
Determination for that proposed Project, the Consistency Determination shall be
reviewed by the City Council.

Public Hearing and Notice. Before acting on the Consistency Determination, the City
Council _shall set the matter for hearing, giving a _minimum of 15 days notice to the
applicant, the Councilmember of the district in which the Specific Plan Area is located,
the Executive Director and the Director of Planning, and interested parties who have
requested notice in writing for the Project.

City _Council Consistency Determination. _The City Council _shall_make the same
Consistency Determination required to be made by the Director of Planning pursuant to
section 7.F.2.(d) above, supported by facts in the record, and indicate why the BOAC
Consistency Determination is either approved or disapproved. The City Council shall act
upon a Consistency Determination within 90 days after the matter is provided to the City
Council for determination. The failure to act within the 90 days shall be deemed City
Council concurrence with the BOAC Consistency Determination, and the original action
on the matter shall become final. If the City Council determines that the BOAC approved
Project is consistent with the applicable provisions of the LAX Specific Plan, the BOAC
action shall become final. _If the City Council determines the BOAC approved Project is
not consistent with the applicable provisions of the LAX Specific Plan, the applicant shall
be required to seek an Amendment, Exception, or a Project Permit Adjustment to the

Specific Plan pursuant to LAMC Sections 11.5.6 and/or 11.5.7E, F and G, as appropriate.

These changes will make the LAX Specific Plan consistent with other specific plans in the City of
Los Angeles and will allow any plan consistency determination to be appealed to the City Council.
These changes have been made in the text of the Draft EIR (See Chapter 3, Corrections and
Additions to the Draft EIR).
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LAMP-AL00008-14

Comment:

Response:

* Deleting references to compliance with Master Plan mitigation measures and commitments (see
Appendix D at 10, 12).

The references to compliance with applicable Master Plan commitments and mitigation measures
is being stricken because many of the projects being undertaken by LAWA are no longer Master
Plan projects; thus, they have their own Mitigation Monitoring and Reporting Programs (e.g., the
Midfield Satellite Concourse, the Runway 7L-25R Runway Safety Area Improvements Project, the
Runway 6L-24R Runway Safety Area Improvements Project, the LAX Landside Access
Modernization Program). The requirement to comply with CEQA includes the requirement to
comply with the applicable mitigation measures and commitments contained in each applicable
certified CEQA document, and LAWA will continue to comply with applicable Master Plan
mitigation measures and commitments as required by law.

LAMP-AL00008-15

Comment:

Response:

» Limiting compliance review to the LAX Specific Plan (eliminating the need for LAX Plan
compliance review).

References to compliance review have been clarified to LAX Specific Plan Compliance review in
the LAX Specific Plan document, which outlines the compliance review process. Consistency
with the LAX Plan and applicable portions of the Los Angeles General Plan Framework are
performed as part of the CEQA review for each project.

LAMP-AL00008-16

Comment:

Response:

» Deleting the LAX Master Plan Stakeholder Liaison, who was tasked with assisting with
communication between LAWA and stakeholders such as its neighbor, El Segundo (see
Appendix D, throughout). Under LAWA'’s proposed change, apparently only Councilmember
District 11 would have the benefit of a stakeholder liaison, not El Segundo and other neighbors
outside the City of LA.

LAWA currently funds a community liaison for Councilmember District 11. The LAX Master Plan
Stakeholder Liaison still exists, but is a staff position within LAWA responsible for coordinating
with all stakeholders. References to the LAX Master Plan Stakeholder Liaison are proposed for
deletion, as the LAWA stakeholder liaison does more than coordinate LAX Master Plan projects.
The language in the LAX Specific Plan is proposed to be revised to eliminate specific references
to the Master Plan Stakeholder Liaison.

LAMP-AL00008-17

Comment:

LAWA does not provide an adequate, comprehensive description of these proposed plan
changes, referring to them generally as “updates to administrative process.” See, e.g., DEIR at 7-
1 et seq. As a result, it will be difficult if not impossible for the public and decisionmakers to gain a
comprehensive understanding of the nature and extent of, much less the reasoning for, LAWA’s
plan change proposals. To the contrary, readers of the DEIR are told in general terms that the
Project “necessitates” the proposed plan changes, when (in fact) the most significant changes
appear to be proposed by LAWA for reasons unrelated to LAMP. LAWA must instead provide a
clear narrative description of all proposed change and the reason for each. Once that description
is provided, it should become clear that LAWA is seeking (for reasons unrelated to LAMP) to
eliminate important checks put in place by the City Council. Those checks remain necessary and
appropriate today.
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Response:

Please see Responses to Comments LAMP-ALO0008-6 through LAMP-AL0O0008-16. Section
2.8, Entitlements, in Chapter 2, Description of the Proposed Project, of the Draft EIR, describes
the proposed changes to the LAX Plan and the LAX Specific Plan. Chapter 7, Evaluation of
Amendments to the LAX Plan and LAX Specific Plan, of the Draft EIR, identifies the changes to
each section of the LAX Plan (Section 7.1, LAX Plan Proposed Amendments) and LAX Specific
Plan (Section 7.2, LAX Specific Plan Proposed Amendments). Appendix C, LAX Plan Revisions,
of the Draft EIR, provides a markup copy of the LAX Plan specifying all of the proposed revisions
to the LAX Plan. Similarly, Appendix D, LAX Specific Plan Revisions, of the Draft EIR, (as
revised in Chapter 3, Corrections and Additions to the Draft EIR) provides a markup copy of the
LAX Specific Plan specifying all of the proposed revisions to the LAX Specific Plan. This
information provides the public and decisionmakers with adequate information and analysis of the
proposed plan amendments.

LAMP-AL00008-18

Comment:

lll. A Specific Plan Amendment Study Is Now Required—the Requirement Is Not Satisfied
by LAMP, and Must Remain in the LAX Specific Plan Until Satisfied.

The LAX Specific Plan plainly requires a Specific Plan Amendment Study and full CEQA review if
annual passenger activity levels are anticipated to exceed 78.9 MAP. The LAMP DEIR makes
clear that LAWA now anticipates annual passengers will meet or exceed 78.9 million in 2016 or
2017. DEIR at 2-201. Under the Specific Plan, LAWA must therefore conduct a Specific Plan
Amendment Study. This study would augment/update the analysis performed by LAWA for the
LAX Master Plan and SPAS to include the higher passenger levels LAWA now desires and
anticipates for LAX. This Specific Plan Amendment Study is critical because all current plans for
LAX assumed and were based on a maximum passenger level of 78.9 MAP. In fact, the 2004
Master Plan (Alternative D) was approved by the LA City Council only after it received
assurances that LAX would not be modified to serve passenger numbers exceeding 78.9 MAP
absent further analysis (through a Specific Plan Amendment). That is not what LAWA is doing
with LAMP.

LAWA does not conduct the required analysis as part of the LAMP DEIR or propose to do it
elsewhere. In fact, LAWA proposes to forever delete the operative language of the LAX Specific
Plan and LAX Plan (DEIR Appendices C & D), rather than preparing the required Specific Plan
Amendment and CEQA review. DEIR 2-195 to 201. LAWA seems to argue that its traffic analysis
done in connection with LAMP should excuse it from conducting the Specific Plan Amendment
Study clearly required by the LAX Specific Plan when aviation activity analysis shows annual
passengers are anticipated to exceed 78.9 million. DEIR at 7-7. The LAMP analysis is, however,
not equivalent to, and no substitute for, the required Specific Plan Amendment Study.

Most notably, as discussed elsewhere in this letter, the LAMP analysis treats as a given that LAX
passenger activity will continue to grow past 78.9 MAP. The LAMP documents do not evaluate,
much less offer mitigation for, impacts associated with that growth (e.g., increased noise and air
quality impacts on surrounding communities associated with increased aircraft activity). As such,
LAMP does not comply with a key requirement set forth in the LAX Specific Plan. LAWA’s
proposed remedy (deletion of the requirement) is inconsistent with clear City Council direction
and the City of Los Angeles’ General Plan framework.

LAWA'’s current attempt, as part of LAMP, to evade and delete the Specific Plan Amendment
requirement, is wholly inconsistent with its prior statements and commitments on the subject. As
recently as its Specific Plan Amendment adoption in 2013, LAWA described the LAX Specific
Plan section 7.H as “requiring a Specific Plan Amendment Study if the annual aviation activity
analysis forecasts that LAX annual passengers for that year are anticipated to exceed 78.9 MAP.”
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Response:

See SPAS Report Appendix F (Operational Analysis) at 11 (section 2.5). In other words, LAWA
has previously recognized that if and when the forecast for annual aviation activity levels reached
78.9 MAP, it would be obligated to undertake and request Council approval for a Specific Plan
Amendment. Now that anticipated levels have reached that point, LAWA seeks to avoid the
requirement by deleting it.

As the commentor noted, LAWA completed a Specific Plan Amendment Study in 2013. As noted
on pages 7-6 and 7-7 in Chapter 7, Evaluation of Amendments to the LAX Plan and LAX Specific
Plan, of the Draft EIR, LAWA is proposing changes to Section 7, LAX Specific Plan Compliance
Review, of the LAX Specific Plan. Revisions to this section would include the removal of
subsection G, Monitoring and Reporting, and subsection H, Additional Study Requirements.
Portions of these requirements would be consolidated into proposed Appendix A. Requirements
regarding the preparation of a Specific Plan Amendment Study would be removed from the LAX
Specific Plan as the LAX Landside Access Modernization Program EIR fulfills that requirement as
described in Section 2.8.2 of the Draft EIR.

Neither the LAX Plan nor the LAX Specific Plan restrict LAX to 78.9 MAP. The purposes of the
LAX Specific Plan, as identified in Section 2, Purposes, of the LAX Specific Plan are to:

A. Recognize the uniqueness of LAX as a regional economic engine, an international
gateway to the Pacific Rim, and an important public amenity;

B. Provide regulatory controls and incentives for the systematic and incremental execution
of the LAX Plan, an element of the General Plan, to provide for public needs,
convenience and general welfare as the development of the airport necessitates;

C. Ensure the orderly development of infrastructure consistent with the intensity and design
of the LAX Plan by establishing general procedures for development within the Specific
Plan Area;

D. Promote the development of a regional airport system in Southern California through an
improved regional ground access system;

E. Provide the appropriate zoning regulations for the development of the LAX Plan in
conformance with the goals and objectives of other local and regional plans and policies;

F. Ensure the Los Angeles World Airport's ability to operate LAX safely and efficiently
throughout implementation of the LAX Plan;

G. Recognize the important relationship between LAX and its neighbors and avoid
development impacts to the extent practical and feasible;

H. Protect airport-related and community businesses by providing regulatory controls and
incentives consistent with these goals; and

I.  Ensure on-going participation in improvements to LAX by appropriate stakeholders -
business, labor, community, airline industry trade groups, and government — through
consultation with stakeholders.

The LAX Landside Access Modernization Program Draft EIR evaluates the changes to the
ground access system proposed by LAWA in relation to the surrounding neighborhoods and
jurisdictions and seeks to implement the LAX Landside Access Modernization Program in an
orderly manner with minimal impact to its neighbors. The Draft EIR evaluates the proposed
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changes to the LAX Plan and LAX Specific Plan, the effect of the LAX Landside Access
Modernization Program on the policies and procedures contained in the LAX Plan and LAX
Specific Plan, and recommends changes to maintain the intent and effectiveness of the plans
given current and proposed conditions. As such, the LAX Landside Access Modernization
Program Draft EIR also fulfills the requirement to conduct a Specific Plan Amendment Study.
Please also see Response to Comment LAMP-AL00008-9.

LAMP-AL00008-19

Comment:

Response:

Similarly, LAWA recognizes that Section 7.H.2 of the LAX Specific Plan requires it to initiate an
LAX Domestic Passenger Survey/Study and corresponding Airline Survey/Study if the annual
aviation activity forecast indicates that the annual passengers in the year when LAX is anticipated
to exceed 78.9 million. LAWA represents that it will meet this requirement by conducting the
required surveys in 2016 and 2017. It also proposes to delete the requirement. Deleting the
requirement is, however, premature and should not be approved by the Council until LAWA has
satisfactorily completed the required surveys and made them pubilic.

As noted on pages 7-6 and 7-7 in Chapter 7, Evaluation of Amendments to the LAX Plan and
LAX Specific Plan, of the Draft EIR, LAWA is proposing changes to Section 7, LAX Specific Plan
Compliance Review, of the LAX Specific Plan. Revisions to this section would include the
removal of subsection G, Monitoring and Reporting, and subsection H, Additional Study
Requirements. Portions of these requirements would be consolidated into proposed Appendix A.
As indicated on page 7-7 of the Draft EIR, text regarding a domestic passenger and airline market
survey/study would be removed, as LAWA would undertake this study as part of the proposed
Project. LAWA is working on amending its contract with a survey firm to fulfill the LAX Specific
Plan survey requirements in 2017.

LAMP-AL00008-20

Comment:

IV. LAWA Improperly Distances the LAMP and its DEIR from the Governing LAX Master
Plan.

The DEIR states,

Although components of the LAX Landside Access Modernization Program were contained in the
LAX Master Plan and the LAX Specific Plan Amendment Study, the proposed Project for ground
access improvements at LAX has substantively evolved from the programmatic plans contained
in these previous program level documents, and the proposed LAX Landside Access
Modernization Program is substantively different from the ground access improvements
evaluated in the 2004 LAX Master Plan and the associated Final Environmental Impact
Statement/Final Environmental Impact Report. Thus, because the current plan evaluated in this
Environmental Impact Report (EIR) substantively differs from programmatic concepts in the LAX
Master Plan and SPAS, this EIR does not tier off of the environmental documents associated with
those plans; it is a standalone analysis of LAWA'’s current project-level plans for ground access
improvements at LAX. Because the LAX Landside Access Modernization Program does not tier
off of the LAX Master Plan EIR and is a substantively different project, this Project is not
considered an LAX Master Plan project and is not subject to the LAX Master Plan commitments
and mitigation measures; thus, LAWA has identified mitigation measures specific to this Project
as appropriate. The LAX Master Plan commitments and mitigation measures are still in effect for
all Master Plan projects, just as other project-specific mitigation measures are in effect for other
non-LAX Master Plan projects.

DEIR at 1-4, 1-5; see also id. at 2-4.
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Response:

A review of the LAX Master Plan adopted in 2004 and subsequent LAX Specific Plan Amendment
Study makes clear that the following elements were at the core of the LAX Master Plan: an
automated people mover, a remote rental car facility, an intermodal transportation facility, and
remote parking garages/drop-off areas. Even LAWA seems to recognize that those same
elements constitute the LAMP. Given that the LAX Master Plan (and SPAS) remain the governing
planning documents for the airport and the elements of LAMP are so clearly envisioned by the
Master Plan, LAWA simply is not at liberty to distance LAMP from the LAX Master Plan as it
attempts to do. LAWA must instead follow (or seek to amend) the LAX Master Plan and Specific
Plan.

For the reasons noted below, we are particularly concerned by the following LAMP DEIR
statements:

o “the current plan evaluated in this Environmental Impact Report (EIR) substantively differs
from programmatic concepts in the LAX Master Plan and SPAS”

o ‘“this Project is not considered an LAX Master Plan project and is not subject to the LAX
Master Plan commitments and mitigation measures”

LAWA must present a clear side-by-side comparison of LAMP and the programmatic concepts in
the LAX Master Plan and SPAS to detail similarities and differences. If the differences are indeed
substantial, then a LAX Master Plan revision and/or Specific Plan amendment would be
necessary and appropriate before proceeding with LAMP. LAWA may not pursue a major
initiative such as LAMP wholly separate from the LAX Master Plan (as amended by SPAS), which
remain the governing planning documents for the airport. The Master Plan is the “modernization
plan” that accounts for all growth at LAX, including construction of new taxiways, increasing
runway length, improving the level of passenger service throughout the CTA, building new aircraft
parking gates, and installing an automatic people mover, consolidated rental car facility, and a
more efficient connection between LA Metro and LAX. See generally Master Plan Executive
Summary.

The commentor is incorrect that the LAX Master Plan is the governing planning document for
LAX. The LAX Master Plan, completed in 2004, was a plan that accounted for the growth at LAX
since 1984," and was based on 1995 conditions projected over a 20-year period through 2015.
The LAX Master Plan preferred alternative was Alternative D, the Enhanced Safety and Security
Plan, which was developed in response to the September 11, 2001 terrorist attacks. This plan
called for the elimination of private vehicle access in the CTA. The 2013 Specific Plan
Amendment Study studied the ground access concepts (including an Automated People Mover
(APM), consolidated rental car facility (CONRAC), and Intermodal Transportation Facility (ITF)) in
greater detail, which, as stated on page 2-4, Chapter 2, Description of the Proposed Project, of
the Draft EIR, formed the conceptual framework of the proposed LAX Landside Access
Modernization Program.

Page 2-3 of the Draft EIR also states:

In its 2005 Record of Decision (ROD),” the Federal Aviation Administration (FAA)
approved the ground transportation improvements as described in the approved LAX
Master Plan and as depicted on the LAX Airport Layout Plan (ALP) adopted in connection
with the ROD. LAWA has since refined these projects as the LAX Landside Access
Modernization Program, in part to be consistent with updated regional transit plans for the
Region and to address stakeholder feedback. As part of the required environmental
review process for the LAX Landside Access Modernization Program, the FAA has
initiated environmental review in compliance with the National Environmental Policy Act
(NEPA) and other federal requirements. Because the proposed LAX Landside Access
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Modernization Program is not the same project evaluated in the 2004 LAX Master Plan or
the associated Final Environmental Impact Statement/Final Environmental Impact
Report, the Project is being analyzed as a stand-alone project under a separate
environmental review.

The Federal Aviation Administration (FAA) has informed LAWA that the LAX Master Plan and
LAX Master Plan EIS cannot be relied upon for the LAX Landside Access Program as too much
time has passed since the ROD and because the proposed LAX Landside Access Modernization
Program is substantively different from the LAX Master Plan. FAA does not require a master plan
or master plan amendment to evaluate airport projects; it requires an amended Airport Layout
Plan depicting the proposed projects, which LAWA submitted to FAA in 2016. Both the Master
Plan and Specific Plan Amendment Study were programmatic documents. In the CEQA
environmental documents prepared on both plans, LAWA clearly stated that the projects
identified in the plans would be subject to project-level review once more detail was known about
the projects. The LAX Landside Access Modernization Program is clearly derived from those
conceptual plans, as they discuss implementation of an APM, CONRAC, and ground
transportation centers. The Draft EIR assesses the environmental effects of the proposed
improvements at a project-level of detail; improvements have been refined to reflect more
detailed planning and analysis. There is no requirement or reason to revise the LAX Master Plan
or Specific Plan Amendment Study to reflect these refinements. Rather, the Airport Layout Plan
would be revised to reflect the proposed facilities, and the ALP is what FAA would evaluate and
approve for the proposed Project and subsequently utilize to evaluate any future projects at LAX.

As noted in Response to Comment LAMP-AL00008-18, the LAX Landside Access Modernization
Program Draft EIR evaluates the changes to the ground access system proposed by LAWA in
relation to the surrounding neighborhoods and jurisdictions and seeks to implement the LAX
Landside Access Modernization Program in an orderly manner with minimal impact to its
neighbors. The Draft EIR evaluates the proposed changes to the LAX Plan and LAX Specific
Plan, the effect of the LAX Landside Access Modernization Program on the policies and
procedures contained in the LAX Plan and LAX Specific Plan, and recommends changes to
maintain the intent and effectiveness of the plans given current and proposed conditions. As
discussed in Response to Comment LAMP-AL0O008-18, the LAX Landside Access Modernization
Program Draft EIR also fulfills the requirement to conduct a Specific Plan Amendment Study.

! City of Los Angeles, Los Angeles World Airports, LAX Final Master Plan, April
2004, Executive Summary on page i-1.

U.S. Department of Transportation, Federal Aviation Administration, Record of
Decision, Proposed LAX Master Plan Improvements, May 20, 2005, Available:
http://www.faa.gov/airports/environmental/records_decision/lax/#lax05, accessed
August 25, 2016.

LAMP-AL00008-21

Comment:

If, by contrast, LAWA were to change course and attempt to make LAMP consistent with the LAX
Master Plan, then all of the LAX Master Plan commitments and mitigation measures would apply.
Those commitments include developing LAX to serve a practical capacity of 78.9 MAP, with no
more than 153 gates. Mitigation measures are detailed in LAWA'’s adopted Mitigation Monitoring
and Reporting Program (“MMRP”) and include commitments to implement and expand the LAX
Aircraft Noise Mitigation Program (“ANMP”) to provide noise relief to surrounding communities
such as El Segundo.
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Response:

See Responses to Comments LAMP-AL00008-2, LAMP-AL00008-4, LAMP-AL00008-5, LAMP-
ALO0008-7, LAMP-AL00008-8, and LAMP-AL00008-18.  As noted on page 2-4 of Chapter 2,
Description of the Proposed Project, of the Draft EIR, the LAX Master Plan commitments and
mitigation measures are still in effect for all LAX Master Plan projects, just as other Project-
specific mitigation measures are in effect for other non-LAX Master Plan projects. The proposed
Project would not affect or alter the ANMP; LAWA has committed to the ANMP and recently
completed a Part 150 Noise Exposure Map (NEM) Update1 required by FAA in order for LAWA to
continue aircraft noise mitigation efforts around LAX.

' ESA Airports, Los Angeles International Airport, Title 14, Code of Federal
Regulations (CFR) Part 150 Noise Exposure Map Report Update, August 2015,
Available: http://lawa.org/pdf/Final%20LAX%20NEM%20Entire%20Report.pdf.

LAMP-AL00008-22

Comment:

Response:

V. Under FAA Guidance, the Project Requires an Update to the Master Plan, Not Simply a
Revision of the Airport Layout Plan.

Because the Project will receive federal funding, LAWA must update the Master Plan to be
consistent with the Project and the associated passenger forecast generated by LAWA. The
DEIR states that LAWA will, as a connected action, seek “FAA unconditional approval of the
Airport Layout Plan (ALP) for the Airport depicting the proposed improvements,” apparently
instead of the required update to the master plan. DEIR at 2-217. Under FAA advisory circular
150/5070-6B (“AC”), however, the scope and sheer number of individual components of the
LAMP, and its significant deviations from the current master plan, require a master plan update,
not just an update to the ALP. FAA advisory circular 150/5070-6B, attached hereto as Exhibit L,
at 7 (ALP update an appropriate alternative to master plan update only when “fundamental
assumptions” of previous master plan will not change, or when proposal involved a “single
development item").5 LAWA cannot avoid the FAA requirement to update the LAX Master Plan
simply by saying the Project “is not considered a Master Plan project and is not subject to the
Master Plan commitments and mitigation measures.” DEIR at 2-4. Furthermore, FAA’s approval
of an updated Master Plan must include approval of LAWA'’s revised passenger forecast for LAX.
AC at 8 (“master plan forecast should be reviewed to ensure that the underlying assumptions and
forecast methodologies are appropriate” including consistency of applicant’s passenger forecast
with FAA terminal area forecast (“TAF”)). The effects of a Master Plan update on the human
environment must be part of LAWA’s ongoing NEPA analysis of the LAMP Project.

° Regardless, the proposed revisions to the ALP are not disclosed anywhere in the
DEIR. See DEIR at 4.8-37 (stating inaccurately that “an amendment to the LAX
Airport Layout Plan” is “further described below”). Although a revised master plan
is required pursuant to FAA guidance, as explained above, LAWA must at the
least disclose its proposed revisions to the existing ALP.

Contrary to the commentor’s assertion, there is no FAA requirement for preparation or
amendment of an Airport Master Plan. FAA Advisory Circular 150/5070-6B, Airport Master Plans,
specifically states in Paragraph 201 that the FAA does not require airports to prepare master
plans.' LAWA has been working closely with the FAA on the evaluation of the LAX Landside
Access Modernization Program, as evidenced by the Notice of Public Scoping Meeting for the
Environmental Assessment for the proposed Project published in local newspapers (the Los
Angeles Times, Argonaut, and Daily Breeze) in June 2016, and the scoping meeting for the
proposed Project held on June 22, 2016. LAWA submitted an amended Airport Layout Plan to
FAA for review and evaluation in August 2016. The proposed amended Airport Layout Plan
depicts the proposed LAX Landside Access Modernization Program as identified in Chapter 2,
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Description of the Proposed Project, of the Draft EIR. It also includes, as potential future
development, the present and future probable projects at LAX that are identified in Table 3-1, on
pages 3-9 through 3-12 of Chapter 3, Overview of Project Setting, of the Draft EIR. The FAA
NEPA analysis will identify and analyze the potential effects of the LAX Landside Access
Modernization Program on the environment in accordance with FAA Orders 1050.1F,
Environmental Impacts: Policies and Procedures, and FAA Order 5050.4B, NEPA Implementing
Instructions for Airport Actions.”®> FAA conditionally approved the ALP in November 2016,
pending completion of the NEPA process, and is not requiring LAWA to prepare an Airport Master
Plan or amendment to the LAX Master Plan. See also Response to Comment LAMP-AL00008-
20.

U.S. Department of Transportation, Federal Aviation Administration, Advisory
Circular 150/5070-6B, Change 2, Airport Master Plans, January 27, 2015,
Chapter 7 Aviation Forecasts, Available:
https://www.faa.gov/documentlibrary/media/advisory_circular/150-5070-6b-
change-2-consolidated.pdf.

U.S. Department of Transportation, Federal Aviation Administration, Order
5050.4B, National Environmental Policy Act (NEPA) Implementing Instructions
for Airport Actions, effective April 28, 2006, Available:
https://www.faa.gov/airports/resources/publications/orders/environmental_5050__
4.

U.S. Department of Transportation, Federal Aviation Administration, Order
1050.1F, Environmental Impacts: Policies and Procedures, effective July 16,
2015, Available:
https://www.faa.gov/regulations_policies/orders_notices/index.cfm/go/document.
current/documentnumber/1050.1.

LAMP-AL00008-23

Comment:

Response:

VI. The Project Will Result in Noise Impacts that Must Be Adequately Analyzed in the DEIR.

The DEIR’s noise analysis purports to evaluate the Project’s contribution to three “types” of
noise—road traffic noise; construction traffic noise and equipment noise and vibration; and transit
noise and vibration—as well as cumulative noise impacts. Yet, because the DEIR takes the
flawed position that the Project will not contribute at all toward higher passenger capacity at LAX,
it fails even to consider the potential for increased aviation noise resulting from the Project-
enabled growth in passengers and aircraft operations. The exclusion of any significance
determination or analysis regarding this noise impact, and the individual and cumulative impacts
on people at LAX and adjoining neighborhoods, is a fatal flaw. The DEIR must be revised to
resolve this obvious deficiency under CEQA.

Please see Responses to Comments LAMP-AL00008-2, LAMP-AL00008-4, and LAMP-AL00008-
8. The proposed LAX Landside Access Modernization Program Project would not affect or
change any airfield components, including the runways, taxiways, or aircraft arrival and departure
procedures, and thus would not increase the overall capacity of LAX. The proposed LAX
Landside Access Modernization Program Project would not result in any change to aircraft
operations, thus would have no effect on aircraft noise. The Draft EIR correctly assesses the
effects of construction, traffic, and rail noise in Section 4.9, Noise.
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LAMP-AL00008-24

Comment: As explained above, because all previous planning documents for LAX contemplated a maximum
operational capacity of 78.9 MAP, the DEIR must evaluate and mitigate any aviation-related noise
impacts on El Segundo residents that result from growth beyond 78.9 MAP. Current measures to
mitigate aviation noise from LAX operations are scaled at 78.9 MAP and are not designed to
address aviation noise at higher passenger levels. See, e.g., Exhibit M, 2014 Annual Progress
Report, LAX Master Plan Mitigation Monitoring & Reporting Program, at 18 (stating LAX Aircraft
Noise Mitigation Program designed to mitigate land uses that would be rendered incompatible by
noise impacts associated with implementation of the LAX Master Plan).

Response: Please see Responses to Comments LAMP-AL00008-2 and LAMP-AL00008-23. The
commentor also asserts that current measures to mitigate aviation noise from LAX operations are
scaled to 78.9 MAP and are not designed to address aviation noise at higher passenger levels.
Contrary to this assertion, the existing noise mitigation program is an ongoing effort which takes
into account changing noise conditions.

The commentor appears to be referencing the “Aircraft Noise Mitigation Program,” otherwise
known as the “ANMP,” “Residential Sound Insulation Program,” “RSI,” or “MM-LU-1.” One of the
purposes of this program is to provide for “sound insulation of structures.” This program was
adopted in 1987, updated in 2001 (Board of Airport Commissioners’ Resolution 21481), and
incorporated as a mitigation measure for the 2004 LAX Master Plan (Mitigation Measure MM-LU-

1).
These concepts were expressly incorporated into MM-LU-1, which provides in part:

“Ongoing monitoring and provision of annual updates in support of the requirements of
the current LAX Noise Variance pursuant to the California Airport Noise Standards, with
the updates made available (upon request) to affected local jurisdictions, the Airport Land
Use Commission of Los Angeles County, and other interested parties... Upon completion
of acquisition and/or soundproofing commitment under the current Program, expand the
boundaries of the ANMP as necessary over time. LAWA will continue preparing quarterly
reports that monitor any expansion of the 65 CNEL noise contours beyond the current
ANMP boundaries. Based upon these quarterly reports, LAWA will evaluate and adjust
the ANMP boundaries, periodically as appropriate, so that the 65 CNEL noise contours
expand, residential and noise sensitive uses newly impacted by 65 CNEL noise levels
would be included within the Program.”

Contrary to the assertions in the comment, the existing noise mitigation program is not tailored to
78.9 MAP. Instead, it is based on the noise levels reflected in the Part 150 Noise Exposure Map
for current and 5-year conditions. As noted in Response to Comment LAMP-AL00008-21, LAWA
recently completed a Part 150 Noise Exposure Map (NEM) Update1 required by FAA in order for
LAWA to continue aircraft noise mitigation efforts around LAX.

' ESA Airports, Los Angeles International Airport, Title 14, Code of Federal
Regulations (CFR) Part 150 Noise Exposure Map Report Update, August 2015,
Available: http://lawa.org/pdf/Final%20LAX%20NEM%20Entire%20Report.pdf.

LAMP-AL00008-25
Comment: Furthermore, the current Noise Exposure Map for LAX, approved at the end of 2015, does not

anticipate operations at the levels made possible by the Project. See Exhibit N, Final Noise
Exposure Map Report (August 2015), at 3-10 (stating current noise contour is based on review of
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Response:

Master Plan Alternative D Report, Specific Plan Amendment Study, Midfield Satellite Concourse
North Draft EIR, West Aircraft Maintenance Area Draft EIR, and various runway improvement
project studies, all assuming operations at 78.9 MAP). In fact, LAWA states that the current Noise
Exposure Map, which provides the basis for residential noise mitigation required by state law,
assumes even lower passenger operations than LAWA expects to exceed this or next year, at
approximately 77.1 MAP. Id. at G-4; see id. at G-19 (comments of City of El Segundo on Draft
Noise Exposure Map Report, requesting explanation of passenger forecast assumed for NEM
update).

Please see Responses to Comments LAMP-AL00008-23 and LAMP-AL00008-24. The aircraft
operation and passenger forecasts utilized for the runway safety area improvements and the
noise exposure map (NEM) relied on the current FAA Terminal Area Forecast (current at the time
of document development), just as the LAX Landside Access Modernization Program does. This
represents the best available forecast information for LAX. The Part 150 Noise Exposure Maps
(NEMs) produced in 2015 were developed in accordance with FAA guidance, which stipulates
that NEMs be produced for existing conditions and for 5-years into the future, a much shorter time
horizon than that used in the Draft EIR impact analyses. The NEMs are expected to be updated
at least every 5 years and would capture any increases in actual and forecast activity during that
process. Additionally, the LAX Landside Access Modernization Program utilized SCAG’s aviation
forecasts for the region for 2035. Please see Responses to Comments LAMP-AL00008-4 and
LAMP-AL00008-8.

LAMP-AL00008-26

Comment:

Response:

Thus, although LAWA might be tempted to modify the DEIR to assert that aviation noise impacts
resulting from the Project would be adequately addressed by existing mitigation adopted as part
of the Master Plan, that approach would fail because those measures were not designed to
mitigate noise from the passenger levels LAWA anticipates by the time the Project is fully built.
Because LAWA has not justified its claim that the Project would not cause any impacts related to
higher passenger levels, the DEIR must be revised to include an analysis of the aviation noise
impacts caused by the Project, not omit any discussion whatsoever of aviation noise impacts.

Please see Responses to Comments LAMP-AL00008-23 through LAMP-AL0O0008-25.

LAMP-AL00008-27

Comment:

Response:

Finally, the analysis of road traffic noise impacts is fundamentally flawed as a consequence of
errors in the DEIR’s analysis of transportation impacts. As explained below, the DEIR’s analysis
of transportation impacts underestimates these impacts for two overarching reasons: first, it
assumes the Project has no bearing on future increases in aviation and passenger activity and,
therefore, that the increase in vehicular trips in 2024 and 2035 would not be attributable to the
Project. Second, the DEIR does not take into account the phenomenon known as “induced travel’
or “generated traffic,” discussed further below. The noise impact analysis must be revised to
reflect road traffic noise impacts from an accurate estimation of vehicular ftrips, including
“induced” vehicular trips, resulting from higher passenger activity caused by the Project.

Please see Responses to Comments LAMP-AL00008-2, LAMP-AL00008-4, and LAMP-AL00008-
8. The Draft EIR road traffic noise analysis accounts for all of the trips on the roadways
associated with passenger activity levels in 2024 and 2035 based on the traffic model output
identified in Section 4.12.2.2.5, Methodology and Modeled Scenarios, of Section 4.12.2, Off-
Airport Transportation, of the Draft EIR. The traffic model accounted for growth in population,
housing, employment, and passengers for both 2024 and 2035, including any induced growth.
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Section 4.9.2.5 of Section 4.9, Noise, of the Draft EIR identifies the road traffic noise associated
with the proposed Project in both 2024 and 2035.

The Draft EIR did not underestimate traffic volume or underestimate negative traffic impacts.
Section 4.12.2 and Appendix O of the Draft EIR include detailed traffic analyses of operating
conditions at 183 study intersections and 23 freeway segments in both phases for both horizon
years 2024 and 2035, including growth associated with 86 Million Annual Passengers (MAP) in
2024 and 95 MAP in 2035 at LAX, as well as regional land use, socio-economic and demographic
growth projections provided in SCAG’s 2012 Regional Transportation Plan/Sustainable
Communities Strategies (RTP/SCS). The socio-economic and demographic growth projections
were refined further to include related (background) projects growth, which was incorporated as
part of the traffic study for the proposed Project.

The Draft EIR’s Traffic Study's scope, assumptions, parameters and methodology were
coordinated with Caltrans, City of Los Angeles, Metro, SCAG, County of Los Angeles, City of
Inglewood, City of Culver City, City of El Segundo and LAWA at the commencement of the Study.
As described on pages 4.12-72 to 4.12-74 and page 4.12-178 of the Draft EIR, a state-of-the-art
travel demand forecasting model, based on the SCAG Regional Transportation Plan (RTP) 2012
Transportation Model and the City of Los Angeles’ Westside Mobility Plan model, was prepared
and traffic forecasts for 2024 and 2035 conditions with and without the proposed Project were
developed. The SCAG and Westside Mobility Plan models include regional growth projections,
including housing and employment data, based on Los Angeles Department of Transportation
(LADOT) and SCAG growth projections for future horizon years (2024 and 2035). The model
was refined to include network and Traffic Analysis Zone (TAZ) enhancements to include more
refined roadway and land use systems in the Study Area. In addition, the model was updated to
incorporate traffic data from 212 probable development projects in surrounding jurisdictions (see
Table 3-2 in Chapter 3, Overview of Project Setting, of the Draft EIR). Therefore, the model
includes background traffic volumes due to ambient area-wide growth for future horizon years, as
well as changes in the transportation network (i.e., roads and intersections) during the same
period. Utilizing the calibrated model, the future 2024 and 2035 conditions were forecast in a
manner consistent with the SCAG’s RTP and the City of Los Angeles Westside Mobility Plan
Models.

Section 4.12.2 and Appendix O of the Draft EIR include detailed traffic analyses of operating
conditions at 183 study intersections and 23 freeway segments in both phases for both horizon
years 2024 and 2035, including growth associated with 86 Million Annual Passengers (MAP) in
2024 and 95 MAP in 2035 at LAX, as well as regional land use, socio-economic and demographic
growth projections provided in SCAG’s 2012 RTP/ Sustainable Communities Strategies (SCS).
The socio-economic and demographic growth projections were refined further to include related
(background) projects growth, which was incorporated as part of the traffic study for the proposed
Project. Traffic impacts were evaluated using significance criteria adopted by the various
jurisdictions (see Section 4.12.2.4.1 of the Draft EIR), and where required, mitigation measures
were identified and recommended (see Section 4.12.2.9 of the Draft EIR). All these measures
were coordinated with the affected jurisdictions.

LAMP-AL00008-28

Comment:

VII. LAWA Improperly Proposes to Modify LAX’s Current Nighttime Curfew on Engine Run-
Ups Without Any Environmental Analysis.

The Master Plan calls for development of two ground run-up enclosures (“GRE”). Master Plan
Addendum at 2-95, attached hereto as Exhibit O. Moreover, the 2010 Stipulated Variance
approved by LAWA, EI Segundo, and others provides that LAWA would design two GREs by
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Response:

2015. See In the Matter of Noise Variance Application for City of Los Angeles et al., Dept. of
Transp. Case No. L2010041216 (ordering LAWA to design two GRESs), attached hereto as Exhibit
P. To date, LAWA has partly designed one GRE and constructed none. Although the LAMP has
nothing whatsoever to do with aircraft maintenance or GREs, LAWA has hidden within the Project
problematic changes to its policies regarding both.

Currently, LAX’s Aircraft Noise Abatement Operating Procedures and Restrictions (Sept. 2010),
attached hereto as Exhibit Q, prohibit engine run-ups— regardless of whether they are performed
within a GRE—between the hours of 11 p.m. and 6 a.m. unless waived on a case-by-case basis.
The DEIR states that “LAWA has committed, as part of the West Aircraft Maintenance Area
Project, to restrict high-powered engine run up testing during nighttime hours; this policy would
also be incorporated.” DEIR at 7-3. However, LAWA is actually proposing to amend the LAX Plan
(Appendix C) to state: “Continue to restrict high-powered engine run-up testing during the hours
of 2300-0600, unless performed in a GRE.” Appendix C (LAX Plan redline) at 15.

The unavoidable implication of this language is that if LAMP is approved, any number of high-
powered engine run-up tests could proceed at any time (including late at night/early in the
morning, when people are trying to sleep) as long as they are performed in a GRE (once built).
This amendment would be a substantial change to how ground run-ups can be performed at LAX,
yet LAWA'’s explanation of the proposed change in the DEIR does not make this clear and would
likely expose area residents to more noise. Moreover, the proposed change bears no apparent
relationship to airport ground access or the ground access improvements proposed as the LAMP.
The only apparent explanation for the change is that LAWA finds the existing rules regarding
ground run-ups to be too limiting and sees LAMP as an opportunity to make the desired
modification. The DEIR may not propose such a change without providing any analysis of the
noise impacts to El Segundo and other impacted communities associated with the proposed
change. As such, the proposed change to existing ground run-up policy cannot be approved in
reliance on the DEIR and should be deleted from LAMP.

The Draft EIR initially indicated that LAWA intended to amend the LAX Plan (see page 15 in
Appendix C, LAX Plan Revisions, of the Draft EIR), to make the restrictions on engine run-up
testing consistent with construction of a future ground-run up enclosure (GRE). The proposed
LAX Landside Access Modernization Program does not include construction of a GRE; LAWA is
in the process of conducting a siting study to determine the best location for one or more GREs at
LAX. At such time as the siting study is completed and recommended site(s) are selected, LAWA
would conduct appropriate environmental analyses in compliance with CEQA and NEPA that
would analyze the noise effects of engine run-ups during different times of the days and by
different aircraft types. As such, LAWA is striking the changes to the LAX Plan related to ground
run-ups, and retaining the existing language. Please see Chapter 3, Corrections and Additions to
the Draft EIR.

LAMP-AL00008-29

Comment:

VIIl. The DEIR’s Analysis of and Mitigation for the Project’s Impacts on Transportation Are
Inadequate.

A. The DEIR Relies on Flawed and Unsubstantiated Assumptions to Conclude that the
Project Would Cause the Vast Majority of Intersection Operations Outside the Airport to
Improve.

The DEIR concludes operations at the majority of intersections would improve under the “2024
With Project” compared with the “2024 Without Project” scenario. DEIR at 4.12-111. The DEIR
also finds that the majority of intersections would improve under the “2035 With Project”

LAX Landside Access Modernization Program

Final EIR

[2-111]



LOS ANGELES INTERNATIONAL AIRPORT FEBRUARY 2017

Response:

compared with the “2035 Without Project” scenario. Id. at 4.12-131. The validity of these
conclusions is questionable for two key reasons. First, as explained above, the DEIR incorrectly
asserts that the Project would have no bearing on future increases in aviation and passenger
activity and, therefore, that the increase in vehicular trips in 2024 and 2035 would not be
attributable to the Project. Second, the DEIR does not take into account the phenomenon known
as “induced travel” or “generated traffic.” Had the DEIR relied on accurate assumptions, the DEIR
likely would have revealed a substantially greater number of significant impacts at off-airport
intersections.’

® As noted earlier, we will submit supplementary comments once our traffic
engineer completes his analysis of this section of the LAMP DEIR.

See Responses to Comments LAMP-AL00008-2, LAMP-AL0O0008-4, LAMP-AL00008-8, and
LAMP-AL00008-27. The commentor alleges that the Draft EIR does not account for “induced
travel [demand],” without defining the term. The commentor also does not provide any evidence
that the improvement of Airport access roads would cause any “induced growth” in non-Airport
traffic.

The commentor does not provide any references or discussion of the detailed methodological
discussion of the trip generation rates and methodology utilized in the Draft EIR. Contrary to the
assertion in the comment, the analysis in the Draft EIR of road traffic accounts for all of the trips
on the roadways associated with passenger activity levels, under existing conditions as well as
cumulative conditions in 2024 and 2035 based on the traffic model output identified in Sections
4.12.1.2.4 through 4.12.1.2.7, 4.12.1.8.2, 412.1.9, and 4.12.2.2.5. As noted in these sections,
the vehicle trip generation and distribution model estimates future traffic volumes on the Airport’s
roadway system based on future passenger activities and has been calibrated and validated.
Furthermore, the cumulative scenario utilized highly conservative assumptions, including an
assumption of 2 percent annual ambient growth per year, and adding additional specific projects
on top of that cumulative growth rate, as outlined in Section 4.12.3.2.4.

Comments from the City of El Segundo on the traffic analysis contained in the Draft EIR were
received on December 2, 2016. See Comment Letter LAMP-AL00012 and Responses to
Comments LAMP-AL00012-1 through LAMP-AL00012-19.

LAMP-AL00008-30

Comment:

1. The DEIR Fails to Acknowledge that Ground Access Has Been an Obstacle to Increased
Passenger Activity.

The DEIR explains that the very essence of the proposed Project is to improve the efficiency of
the ground access system at LAX. DEIR at 4.5-32. At the same time, the DEIR asserts that
growth in passenger and aviation activity would be unaffected by the Project. There is ample
evidentiary support that improvements in ground access at LAX would facilitate the expansion of
passenger and aviation activity.

According to the DEIR, the passenger experience for those arriving or departing LAX is often
severely compromised by extreme roadway congestion in LAX’s central terminal area and on
nearby streets. I/d. at 1-8; 2-1. Indeed, unless they require international flights, at least some
percentage of travelers currently seek to avoid trips to/from LAX as a result of this congestion. It
is commonly known that if southern California passengers are able to fly at an airport other than
LAX, they do SO. See, eg., Trip Advisor  webpage (available at
https://lwww.tripadvisor.com/Travel-g32655-c160004/Los-

Angeles:California:Bob.Hope.Airport.Aka.Burbank.Airport.html), attached hereto as Exhibit R
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Response:

(best way to avoid traffic and crowds of people is to use Burbank’s Bob Hope Airport, rather than
LAX); FlyerTalk webpage (available at http://lwww.flyertalk.com/forum/southwest-airlines-rapid-
rewards/1558208-flying-intoburbank-vs-lax-worth-hassle-changing-planes-phx-2.html), attached
hereto as Exhibit S (“[Burbank] is a very easy airport to navigate into and out of. LAX is exactly
the opposite” ).

By increasing roadway capacity at LAX, substantially increasing the amount of parking, and by
adding a people mover/connection to public transport, the Project would significantly expand the
capacity of the airport’'s landside access system. In turn, traffic flow would be facilitated and
parking at the airport would become less of an obstacle. As a result, visitors who may have
avoided LAX or taken shuttle buses in the past now have an incentive to use LAX and to travel to
LAX by car.

LAWA itself confirms the relationship between ground access and airport capacity. The 2004 LAX
Master Plan explains that the “most constraining component of an airport defines the practical
capacity of the entire airport.” LAX Master Plan at 1-3. LAX is a “complex system made up of
components through which passengers and aircraft flow in a sequential order.” Id. The Master
Plan goes on to explain that passengers traveling on local roadways and on-airport roads as they
depart or arrive at the airport are part of the airport's complex system. /d. Clearly, ground access
is currently a significant constraint on the airport’s capacity and is a constraint on aviation activity.
While the precise number of passengers that would choose to use LAX as a result of the Project
is unknown, the DEIR must make a good faith effort to evaluate the relationship between
improved landside access and growth in passenger and aviation activity. The document must
then evaluate the traffic impacts from the increased passenger activity levels.

For a discussion of the assumed growth in passenger activity levels by the proposed Project, see
Responses to Comments LAMP-AL00008-2, LAMP-AL00008-4, and LAMP-AL00008-8. Further
in the first paragraph of this comment, the commentor suggests that “[t]here is ample evidentiary
support that improvements in ground access at LAX would facilitate the expansion of passenger
and aviation activity” but does not provide such evidence.

In the second paragraph, the commentor proceeds to cite a TripAdvisor.com article and a
Flyertalk.com online forum discussion. It is unclear if the commentor is suggesting that these
sources represent “evidentiary support” to their argument. According to their website, TripAdvisor
is “the world's largest travel site, enabling travelers to unleash the potential of every trip.
TripAdvisor offers advice from millions of travelers and a wide variety of travel choices and
planning features with seamless links to booking tools that check hundreds of websites to find the
best hotel prices.” On the other hand, FlyerTalk “features discussions and chat boards that
covers the most up-to-date traveler information. An interactive community dedicated to your
favorite topic: travel!” Both sources provide personal opinions on how the Hollywood Burbank
Airport (formerly known as Bob Hope Airport) is a better option than LAX. After reviewing these
sources, it is important to note, as cited by the commentor in Comment LAMP-AL00008-4, in the
fifth paragraph that “[a]Jrgument, speculation, unsubstantiated opinion or narrative, evidence
which is clearly erroneous or inaccurate ... does not constitute substantial evidence." Cal. Code
Regs., tit. 14 ("CEQA Guidelines"), § 15384(a).”

In the third paragraph of this comment, the commentor notes that the proposed Project “would
significantly expand the capacity of the airport’s landside access system”, and that “visitors who
may have avoided LAX...now have an incentive to use LAX". See Responses to Comments
LAMP-AL00008-2, LAMP-AL00008-4, LAMP-AL00008-7, and LAMP-ALO0008-8, which
addresses these comments.
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The content of the fourth paragraph of this comment is similar to Comment LAMP-AL00008-4;
please refer to Response to Comment LAMP-AL00008-4. The commentor's assertion that
“[w]hile the precise number of passengers that would choose to use LAX as a result of the Project
is unknown” supports the discussion included in the Draft EIR and in Responses to Comments
LAMP-AL00008-2, LAMP-AL00008-4, and LAMP-AL00008-8.

' TripAdvisor, About TripAdvisor, Available:
https://www.tripadvisor.com/PressCenter-c6-About_Us.html; accessed on
December 5, 2016.

2 FlyerTalk, About Us, Available: http://www.flyertalk.com/help/about.php;
accessed on December 5, 2016.

LAMP-AL00008-31

Comment:

Response:

2. The DEIR’s Failure to Account for Induced Travel Is an Egregious Error.

Again, the underlying purpose of the proposed Project is to relieve ground access congestion at
LAX. DEIR at 2-7. The Project includes myriad roadway improvement projects that are intended
to increase the capacity of the roadway system on and around the airport, and reduce traffic
congestion. There is a direct relationship between increases in roadway capacity and induced
vehicular travel.

This relationship is corroborated by the Surface Transportation Policy Project (“STPP”) which
cites a growing body of research showing that, in the long run, wider roadways actually create
additional traffic, above and beyond what can be attributed to population increases and economic
growth. See Surface Transportation Policy Project, Build It and They’ll Come, attached as Exhibit
T. According to the STPP, 100 percent of additional vehicle miles travelled (“VMT”) in Los
Angeles County is attributable to “induced traffic.” Id. This means that increases in roadway
capacity actually induce additional traffic—it does not simply “accommodate” existing or predicted
traffic.

The California Air Resources Board (“CARB”) has also weighed in on the relationship between
increases in highway capacity and induced travel. In its recent report entitled “Impact of Highway
Capacity and Induced Travel on Passenger Vehicle Use and Greenhouse Gas Emissions,” CARB
confirms that increased capacity induces additional VMT. See Exhibit U at 3. CARB attributes this
phenomenon to the basic economic principles of supply and demand: adding capacity decreases
travel time, in effect lowering the “price” of driving; when prices go down, the quantity of driving
goes up (Noland and Lem, 2002). /d. at 2.

According to CARB, the induced-travel impact of roadway capacity expansion is generally
measured with respect to the change in VMT that results from an increase in lane miles,
determined by the length of a road segment and its number of lanes (e.g. a two-mile segment of a
four-lane highway equates to eight lane miles). Effect sizes are usually presented as the ratio of
the percent change in VMT associated with a one percent change in lane miles. The expectation
is that this ratio, also called an “elasticity,” will be positive: an increase in lane miles will lead to an
increase in VMT. An elasticity of 1 or greater means that the new capacity is entirely filled by
additional VMT, producing no reduction in congestion. /d. at 3.

Please see Responses to Comments LAMP-AL00008-27 and LAMP-AL00008-29. The LAX
Landside Access Modernization Program includes a number of facilities that would redistribute
traffic from the CTA to locations east of the CTA. The roadway improvements that are proposed
as part of the LAX Landside Access Modernization Program are proposed to facilitate access to
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these new facilities and mitigate any traffic impacts caused by this shift in traffic from the CTA to
the new facilities. The proposed Project would not widen or increase the capacity of highways or
general purpose roads, so the studies and reports cited by the commentor are not directly
applicable to the proposed LAX Landside Access Modernization Program. The proposed
roadway improvements associated with the Project would provide access to the proposed Airport-
related transportation facilities or mitigate significant impacts as identified in Section 4.12.2, Off-
Airport Transportation, of the Draft EIR. The proposed Project would also result in a decrease in
vehicle miles traveled (VMT), as identified in Section 4.5, Greenhouse Gas Emissions, of the
Draft EIR. See specifically, Section 4.5.5.1.2, Operational Emissions. As noted in Response to
Comment LAMP-AL00008-27, the Draft EIR road traffic noise analysis accounts for all of the trips
on the roadways associated with passenger activity levels in 2024 and 2035 based on the traffic
model output identified in Section 4.12.2.2.5, Methodology and Modeled Scenarios, of Section
4.12.2, Off-Airport Transportation, of the Draft EIR. The traffic model accounted for growth in
population, housing, employment, and passengers for both 2024 and 2035, including any induced
growth. See also Response to Comment LAMP-AL00008-71.

LAMP-AL00008-32

Comment:

Response:

The proposed Project’s increase in parking supply would also facilitate increased vehicular travel
as there is a “consequential” connection between the amount of parking and driving. Researchers
at the University of Connecticut have found compelling evidence that parking is a “likely cause” of
increased driving. See “Effects of Parking Provision on Automobile Use in Cities: Inferring
Causality,” attached hereto as Exhibit V. As parking spots per building area increase, the amount
of vehicle use also increases. Similar to induced vehicular travel, the more spaces there are to
park, the more people will drive to reach them. In fact, the University of Connecticut researchers
determined that as cities added more parking over the years, the share of commuters who drove
to work increased. As a city goes from having about 20 parking spaces to 50 spaces per 100
people, the share of commuters driving rises from 60 percent to 83 percent. /d. at 7.

The Project would create a net increase of more than 18,000 spots at the two new Intermodal
Transportation Facilities (“ITFs”) and the Central Terminal Area (“CTA”), including 1,000 new
employee-only spots at CONRAC. DEIR at 2-83, -105, -125, -153. Adding almost 20,000 new
parking spaces would certainly remove a constraint to traveling by automobile to LAX.

Parking spaces are provided to support various land uses to accommodate the automobile trips
that are made to and from those specific land uses. Parking lots do not generate the need to
make trips nor do they generate automobile trips by themselves. The traveler's mode choice is
based on a number of factors including but not limited to availability of and accessibility to transit,
the cost of travel, and the cost of parking. Provision of parking is also directly related to the need
or parking demand associated with automobile trip generation of uses that the parking supports.

The study referred to in the comment does not seem to take into account several key elements
affecting mode choice nor does it recognize the possibility of increased automobile travel (due to
increased density or demographics) leading to increased parking provisions. The study, on the
other hand, generally examines on a regional scale the number of parking spaces per resident
and employee and automobile mode split for commute trips - without examining the availability of
and accessibility to transit and potentially the increased automobile trips due to intensification of
land uses leading to an increased supply of parking reflected in the databases used in the study.

Notwithstanding these considerations, employee trips to LAX and its facilities (commute trips)
account for approximately 10 percent of the overall peak hour trips. A large proportion of the total
number of the peak hour LAX and facilities trips are made by air passengers or visitors who pick-
up or drop-off passengers, which equates to two trips per pick-up or drop-off (vehicle driving to
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LAX and a vehicle driving from LAX).1 If passengers choose to park their car rather than be
driven to and from the Airport, half of those trips would be eliminated in the peak hour. Based on
the passenger surveys, a majority of the passengers use automobiles to and from LAX.
Additionally, cargo trips are also trips that are primarily made by automobiles and trucks.

The parking spaces at the ITFs and CONRAC that are being planned are primarily meant to
serve air passengers for both short-term as well as long-term usage (sometimes greater than one
week). From the air passenger surveys conducted over the last decade,’ it can be observed that
a majority of the passengers utilize personal automobiles, transportation network companies
(Uber, Lyft, etc.), taxis, super-shuttles and limousines. The additional parking spaces at the ITFs
have been provided along with an APM train station adjacent to them to optimally transport them
to the terminals while satisfying the potential long-term and short-term parking demands (needs)
associated with increased passenger activity at the Airport. The trip generation associated with
the ITFs, including parking spaces at the ITFs, has been accounted for in the traffic analysis as
shown in Draft EIR Section 4.12.2.2.5, Tables 4.12.2-7 and 4.12.2-8 for 2024 and 2035,
respectively. As discussed in that section and Appendix O, the trip generation and distribution
model used in the Draft EIR was developed to estimate future traffic volumes on the Airport’s
roadway system based on future passenger activities, and has been calibrated and validated.
The number of ITF parking spaces was designed to accommodate vehicle trips independently
predicted by this model; the ITF parking spaces accommodate these trips, but do not cause these
trips to occur.

If these parking spaces are not provided by the proposed Project, as indicated in Section 5.4.2.1
of the Draft EIR, it is likely that the private sector would increase its stock of Airport parking
instead to meet market demand. Both the demand and the supply of land is available to drive this
privately-owned parking. Potential for parking intrusion in the neighborhoods could also increase,
with lack of availability of convenient parking spaces adjacent to the Airport. Addition of the
parking spaces at the ITFs is being proposed to encourage use of the ITFs by Airport passengers
and provide traffic relief on the CTA and surrounding roadways, as well as address the
anticipated parking needs for future air passengers and reduce the potential for increased
secondary trips to the terminals and neighborhood parking intrusion.

! Applied Management and Planning Group, 2006 Air Passenger Survey Final
Report Los Angeles International Airport, conducted between July 31 and August
27, 2006 (peak) as well as October 03 and October 22, 2006 (non-peak),
December 2007; Unison Consulting Inc., Los Angeles International Airport 2011
Passenger Survey, conducted between August 22 and August 28, 2011 (peak)
as well as October 17 and October 24, 2011 (non-peak), August 2012; Unison
Consulting Inc., Final Report, Los Angeles International Airport 2015 Passenger
Survey Results and Findings, February 2016.

Applied Management and Planning Group, 2006 Air Passenger Survey Final
Report Los Angeles International Airport, conducted between July 31 and August
27, 2006 (peak) as well as October 03 and October 22, 2006 (non-peak),
December 2007; Unison Consulting Inc., Los Angeles International Airport 2011
Passenger Survey, conducted between August 22 and August 28, 2011 (peak)
as well as October 17 and October 24, 2011 (non-peak), August 2012; Unison
Consulting Inc., Final Report, Los Angeles International Airport 2015 Passenger
Survey Results and Findings, February 2016.

[2-116]

LAX Landside Access Modernization Program
Final EIR



LOS ANGELES INTERNATIONAL AIRPORT FEBRUARY 2017

LAMP-AL00008-33

Comment:

Response:

Because the DEIR does not take into account induced travel, it underestimates the increase in
traffic that would accompany the proposed Project. Consequently, the DEIR understates the
Project’s impact on nearby roadways, intersections, and freeways. The DEIR should be revised to
accurately account for the traffic that would be generated by the Project and evaluate how this
traffic would impact the off-airport roadway system.

Please see Responses to Comments LAMP-AL00008-27, LAMP-AL00008-31 and LAMP-
AL00008-32.

LAMP-AL00008-34

Comment:

Response:

B. The DEIR’s Analysis of the Project’s Construction-Related Traffic Impacts is Sorely
Lacking.

One would expect that an EIR’s evaluation of a project’s construction-related impacts would be
commensurate with its size and scope. Given the massive scale of this construction project and
its prolonged duration (18 years!), the DEIR should have comprehensively analyzed its potential
to disrupt the local and regional transportation network. Unfortunately, the document’s analysis is
shockingly deficient. The analysis is hamstrung because it: (1) does not study all of the roadways
or intersections that would likely be impacted by the construction activities; (2) focuses largely on
the number of vehicular and truck trips that would be generated by construction activities while
giving short shrift to how traffic flow would be managed on roadways in and around the airport;
and (3) fails to identify mitigation measures capable of effectively minimizing the Project’s
construction-related traffic impacts.

The Draft EIR provides a discussion of construction phasing in Section 2.6, which includes
deliveries during off-peak hours. An in-depth construction traffic analysis was also included in
Section 4.12.3.

(1) The study area for the construction surface transportation analysis is discussed in
Section 4.12.3.3.2 of the Draft EIR. As discussed, the geographic scope of the construction
traffic study area was determined by identifying the intersections most likely to be used by
construction-related vehicles accessing a) the proposed Project construction site, construction
employee parking areas, and delivery staging areas and b) the construction employee parking
and staging areas for other concurrent construction projects in the vicinity of LAX. Construction
delivery vehicle travel paths would be regulated according to the construction traffic management
plan detailed in Section 4.12.3.8 of the Draft EIR.

(2) Furthermore, the construction-related trips are comprised of three sources of traffic that
affect the off-Airport roadway system consisting of truck delivery trips, construction employee
trips, and shuttle bus trips required to transport employees to/from their assigned parking areas to
their construction site. In accordance with the travel paths as shown in Figure 2-50 of the Draft
EIR, truck delivery trips would be required to use the freeway system to access the Airport. As a
result, these truck trips will have no effect within the study area except those in the direct route
between the freeway terminus points and the staging areas. Section 4.12.3, Construction
Surface Transportation, of the Draft EIR is largely intended to address the impacts of construction
traffic on the off-Airport roadway network, while lane closures, detours, and general traffic flow is
discussed in Section 4.12.3.7.4 and would be addressed in the Worksite Traffic Control Plans
developed prior to construction (described in Section 4.12.3.8, Mitigation Measure MM-ST
(LAMP)-3).
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(3) The implementation of the mitigation measures identified in Section 4.12.3.8 effectively
mitigate the identified construction traffic-related impacts, as shown in Tables 4.12.3-9 and
4.12.3-10 of the Draft EIR. As shown, each identified construction traffic-related impact would be
mitigated to a level that is less than significant. Additionally, LAWA has identified five mitigation
measures in Section 4.12.3.8 of the Draft EIR to address potential impacts to vehicle traffic during
construction.

Similar to these measures, mitigation measures proposed for the LAX Landside Access
Modernization Program include Mitigation Measures MM-ST (LAMP)-2, 3, 4, and 5. (see pages
4.12-240 and 4.12-241 of the Draft EIR.) Among other things, these measures include provisions
for detours, limitations on roadway closures, construction management plans, including signage,
noticing, flaggers, sequencing limits, and requirements to comply with the California Manual on
Uniform Traffic Control Devices (MUTCD).1 As part of these MUTCD requirements, there are
provisions for coordination with local emergency services, training for flagman for emergency
vehicles traveling through the work zone, temporary lane separators that have sloping sides to
facilitates crossover by emergency vehicles, and vehicle storage and staging areas for
emergency vehicles. MUTCD requirements also provide for construction work during off-peak
hours and flaggers. These requirements also include provisions for “Detour for Bike Land on
Roads with Closure of One Travel Direction.” The same types of measures have been
successfully implemented on numerous LAX projects, including the Bradley West Project, Central
Utility Plan Project, Crossfield Taxiway Project, and South Airfield Improvements Project, etc.
These types of measures are ideal for handling construction roadway conditions that are likely to
change from day to day over the duration of the construction period.

' California State Transportation Agency, Department of Transportation, California
Manual on Uniform Traffic Control Devices, FHWA’s MUTCD 2009 Edition,
including Revisions 1 & 2 as amended for use in California, 2014 Edition
(including Revision 1), November 7, 2014, Available:
http://www.dot.ca.gov/trafficops/camutcd/docs/CAMUTCD2014_rev1_hires.pdf.

LAMP-AL00008-35

Comment:

The DEIR does not address all of the locations where construction of the LAMP would be
expected to impact local and regional traffic because the DEIR’s s study area barely extends
beyond the airport’'s boundaries. The study area for purposes of analyzing the Project’s
construction-related traffic impacts is generally bounded by 1-405 to the east, 1-105 and Imperial
Highway to the south, Pershing Drive to the west, and Westchester Parkway, Sepulveda
Boulevard, and Howard Hughes Parkway to the north and includes only 29 intersections. See
DEIR Figures 4.12.3-1 and 4.12.3-2, and DEIR pgs. 4.12-202—205. The DEIR’s study area for
assessing the Project’'s operational traffic impacts, on the other hand, is substantially larger,
covering 183 intersections. /d. at 4.12-48 and Figure 4.12-2-1.

The DEIR explains that the geographic scope of the construction traffic analysis’s study area was
determined by identifying the intersections most likely to be used by construction-related vehicles
accessing the Project’s construction site. DEIR at 4.12-197, 4.12-202. Because the DEIR focuses
largely on the number of construction employee and truck trips and the roads that would be used
by these construction-related vehicles, the document arrives at the absurd conclusion that
construction of this massive project would cause significant traffic impacts at only one
intersection, Aviation Boulevard and Century Boulevard. /d. 4.12-232. This conclusion is not
credible.
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Response:

The commentor implies that because the geographic scope of the construction traffic analysis is
not the same as the operational analysis that it is not credible and suggests that the geographic
scope of the construction traffic analysis “barely extends beyond the airport’'s boundaries.”

The number of intersections selected for the LAX Landside Access Modernization Program
operational analyses in Sections 4.12.1 and 4.12.2 differ from the intersections selected for the
construction surface transportation analysis due to the level and type of trip generation
associated with Project construction traffic versus Project operational traffic.

The study area for the off-Airport operational transportation analysis is discussed in the Draft EIR
starting on page 4.12-48 in Section 4.12.2.2.1. As discussed therein, “[T]he off-Airport traffic
analysis study area (Study Area) was delineated through coordination with the local
jurisdictions...The Study Area encompasses approximately 75 square miles...The Study Area
was delineated to ensure all intersections that could experience significant impacts were
analyzed.” These operational trips are also associated with many different locations around the
Airport with origin/destination associated with individual travelers, including the CTA, Airport
parking lots, employee parking lots, rental car facilities, off-Airport parking, etc. Given the
numerous trip types associated with different uses on the Airport, the coverage required for
intersection analysis is more extensive than for construction traffic.

The study area for the construction traffic analysis is discussed in the Draft EIR starting on page
4.12-194 in Section 4.12.3.2.1. As explained therein, “[tlhe construction traffic study area
includes intersections and roadways that would be directly or indirectly affected by construction of
the proposed Project...The construction traffic study area for this analysis includes those roads
and intersections that would most likely be used by employee and truck traffic associated with
construction of the proposed project...The construction traffic study area depicted in Figure
4.12.3-1 [approximately 12 square miles in area] was defined to incorporate the local area
roadways that serve as the primary travel paths that would be used by construction traffic to
access the proposed Project site, equipment, materials staging, and parking areas.” The
geographic scope is also based upon the construction haul routes, which are shown in Figure 2-
50 of the Draft EIR which would all utilize the adjacent freeways, which were included in the
construction traffic analysis. These types of haul route designations have been successfully
implemented on other LAX projects pursuant to LAX's existing measures such as ST-16
“Designated Haul Routes” and ST-18 “Construction Traffic Management Plan.” Furthermore,
construction traffic volumes are substantially lower than operational trips. As indicated in Table
4.12.3-4 of the Draft EIR, construction trips during the peak hour provide a maximum of 81 trips in
and 81 trips out over the various intersections. This volume is substantially less than the
operational trips identified in Table 4.12.2-7.

As stated in Section 4.12.3.3 of the Draft EIR, the analysis time periods were based on those
hours at the start of the AM and PM commuter peak periods, which were defined as 7:00 AM to
8:00 AM (AM Peak) and 4:00 PM to 5:00 PM (PM Peak). Furthermore, a construction schedule
was developed to estimate the shift times to be implemented during construction of the proposed
Project, which vary based on the type and location of construction. Shift times were established
to avoid the commuter peak hours in order to limit the impact of construction vehicles on the area
roadway network. Therefore, it was estimated that no construction employee traffic would be on
area roadways during the start of the commuter peak periods as construction employees would
be required to have either arrived or departed the staging lots outside of the commuter peak
periods.

The traffic analysis for the Draft EIR was prepared using a conservative approach that is intended
to identify potential traffic-related impacts resulting from the construction of the Project, in
particular, the construction traffic associated with the Project. The construction traffic analysis
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was prepared by analyzing the anticipated traffic conditions during the peak construction activity
that would likely occur over the course of the Project. The detailed summary of the construction
traffic analysis is provided in Section 4.12.3 of the Draft EIR, with supporting technical data and
analysis provided in Appendix P.

LAMP-AL00008-36

Comment:

Response:

While it may be sufficient to focus on construction vehicular trip generation for a land use project
such as a subdivision or a shopping center, this type of analysis is not sufficient for assessing
impacts of a long term, multi-faceted construction project at one of the nation’s busiest airports.
About 76,000 vehicles per day entered LAX’s central terminal area in 2014-15 and more than
6,000 vehicles enter the airport every hour.” DEIR at 1-2. Certainly one would expect massive
traffic jams on roadways and intersections periodically throughout the 18-year construction,
especially because the Project includes so much road construction. Over the Project’s duration,
certain roads would be closed, other roads would be removed, new roads and new lanes would
be added, segments of existing roads would be realigned, freeway ramps would be modified, new
driveways would be constructed, other driveways would be realigned; and numerous
intersections would be improved. DEIR at 4.12-24; 2-181, 182.

Towards the end of the 50-page construction analysis, the DEIR includes a two-page section
entitled “Temporary Traffic, Access, and Transit Impacts During Construction.” DEIR at 4.12-234.
This “analysis” purports to address the effect that construction activities would have on on-Airport
and off-airport traffic roadway operations. See id. Yet, rather than provide a substantive
evaluation, the DEIR’s discussion is vague and generic, as evidenced by the following statement:

To the extent that Project-related construction within the CTA would require temporary
lane closures and detours, on-Airport traffic conditions could be impacted. Construction-
related impacts to the on-Airport surface transportation system could result in substantial
congestion and inconvenience to motorists and pedestrians on a regular or frequent
basis.

DEIR at 4.12-237.

Clearly, construction of the Project would cause extensive traffic jams on airport access routes
resulting from reduced roadway capacity, limited access to parking garages, reduced parking
capacity, and construction vehicles completing with airport travelers for roadway space. The
EIR’s failure to thoroughly evaluate these impacts is a fatal flaw.

7 See “A Better Flight Plan for LAX: L.A. Controller's Report Warns of Impending
Traffic Crisis; Urges Improved Passenger Experience, Business Practices,”
available at http://www.lacontroller.org/lawa (last visited October 10, 2016).

Please see Responses to Comments LAMP-AL00008-34 and LAMP-AL00008-35. As stated in
Section 4.12.3.4.1 of the Draft EIR, construction vehicles (employees and truck trips) were
estimated on an hourly basis over a typical busy day. Workforce levels were based on a review
of the proposed Project construction estimates, which also included specific construction
elements and employees per shift. The commentor also asserts that the impact analysis and
conclusions are “vague.” The Draft EIR provided clear significance conclusions. The
construction traffic analysis consisted primarily of two categories of information (compare
Sections 4.12.3.6 and 4.12.3.6.4): (1) operational Level of Service data for example, Table
4.12.3-7 of the Draft EIR clearly asks whether the project (prior to mitigation), would have a
significant impact, and answers “Yes.” The Draft EIR also disclosed whether the proposed Project
would result in temporary lane, alley or street closures and clearly concluded on page 4.12-238 of
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the Draft EIR that “[Ijmpacts to traffic, access, and transit during construction would therefore be
significant.”

As noted by the commentor, the Project does include roadway construction, which requires
roadways to be closed, removed, added, realigned, modified, and/or improved. As stated in
Section 4.12.3.8, Mitigation Measure MM-ST (LAMP)-3, prior to construction, Worksite Traffic
Control Plans would be developed to assist in traffic maintenance during construction. As stated
in Section 4.12.3.7.4 of the Draft EIR, Project-related construction outside the CTA would require
temporary lane closures and detours, particularly when roadway improvements to Century
Boulevard, Airport Boulevard, Aviation Boulevard, Arbor Vitae Street, and W. 98th Street are
constructed and when the APM guideway is constructed over existing streets. As stated in
Section 4.12.3.7.4 of the Draft EIR, construction-related impacts to the off-Airport surface
transportation system could result in substantial congestion and inconvenience to motorists and
pedestrians on a regular or frequent basis. Construction activity outside of the CTA would occur
during two 8-hour shifts/work day (16 hours/day): a morning shift from approximately 7 a.m. to 3
p.m., and an evening shift from approximately 3 p.m. to 11 p.m. For construction of the APM
guideway outside of the CTA, approximately 60 percent of construction would occur during the
morning shift and 40 percent during the evening shift. For construction of all other elements
(excluding the APM guideway), approximately 80 percent would occur during the morning shift
and 20 percent during the evening shift. To the extent feasible, most lane closures would occur
during off-peak and evening hours. Construction activities during the day shift would largely
consist of activities that could proceed without requiring lane closures or significantly disrupting
area traffic.

LAMP-AL00008-37

Comment:

Response:

Rather than conduct a thorough analysis, the DEIR identifies a few vague mitigation measures.
DEIR at 4.12-238 and 4.12-241. For example, the DEIR calls for the establishment of a task force
to monitor traffic conditions and for the eventual preparation of a worksite traffic control plan. /d.
Unfortunately, the DEIR lacks the required evidentiary support that these measures—which
essentially punt the problem to a later date—would even begin to address the complexities and
challenges that would accompany this major construction project. Indeed, the DEIR’s approach is
a “mere expression[] of hope” that LAWA will be able to devise a way around the problems
created by construction of this massive Project. Lincoln Place Tenants Assn v. City of Los
Angeles (2005) 130 Cal.App.4th 1491, 1508. Deferring mitigation without clear performance
standards contravenes CEQA'’s clear requirements. “[F]or kinds of impacts for which mitigation is
known to be feasible, but where practical considerations prohibit devising such measures early in
the planning process . . . , the agency can commit itself to eventually devising measures that will
satisfy specific performance criteria articulated at the time of project approval.” Sacramento Old
City Assn v. City Council (1991) 229 Cal.App.3d 1011, 1028-29. Here, the DEIR includes no
performance standards.

No other feasible mitigation measures have been identified at this time in regards to temporary
lane, alley, or street closures. As stated in Section 4.12.3.9 of the Draft EIR, “significant impacts
associated with temporary lane, alley, or street closures, loss of regular vehicular or pedestrian
access, and temporary loss for more than one day of an existing bus stop or rerouting of a bus
route would be reduced, but may not to a level that would be less than significant. No other
feasible mitigation measures have been identified at this time that would reduce impacts further.
Therefore, impacts associated with temporary lane, alley, or street closures, loss of regular
vehicular or pedestrian access, and temporary loss for more than one day of an existing bus stop
or rerouting of a bus route from Project-related construction would be significant and
unavoidable.” However, mitigation measures which reduce those significant impacts due to
construction-related vehicles have been identified and are presented in Section 4.12.3.8. With
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implementation of Mitigation Measures MM-ST (LAMP)-1, MM-ST (LAMP)-2, MM-ST (LAMP)-3,
MM-ST (LAMP)-4, and MM-ST (LAMP)-5, the Project-related construction traffic impacts on area
intersections would be reduced to a level that is less than significant. Please also see Response
to Comment LAMP-AL00008-34 for further discussion regarding the adequacy of the construction
traffic mitigation measures.

LAMP-AL00008-38

Comment:

Response:

Moreover, given LAWA'’s current lackluster performance at handling traffic congestion around
LAX, there is no evidence that the agency is even capable of effectively mitigating the effects of
such a complex construction project. As the Supreme Court explained, “[blecause an EIR cannot
be meaningfully considered in a vacuum devoid of reality, a project proponent’s prior
environmental record is properly a subject of close consideration in determining the sufficiency of
the proponent’s promises in an EIR.” Laurel Heights Improvement Assn. v. Regents of the Univ.
of Cal. (1988) 47 Cal.3d 376, 420. A performance review of LAX, prepared on behalf of the City of
Los Angeles Office of the Controller (‘LA Controller Report”), determined that LAWA is not
prepared to handle the problems created by construction of the LAMP. See “Industrial, Economic,
& Administrative Survey Report of Los Angeles World Airports” (Feb. 2016), attached hereto
as Exhibit W, at 1.77-1.78. The LA Controller Report explains that the lack of an organizational
focus on the landside operations appears to be one of the most serious faults with the operations
of LAX. No one unit or individual is currently responsible “for coordinating the systems needed to
keep traffic flowing during construction.” /d. The report goes on to explain that LAWA has
historically devoted insufficient staffing to manage its landside system, and it lacks the dedicated
traffic engineering expertise to properly handle the airport's on-going congestion problems, let
alone a project of LAMP’s scale and scope. /d. at 1.78.

This comment is similar to comments LAMP-AL00008-42 and LAMP-AL00008-46; please refer to
Responses to Comments LAMP-AL00008-42 and LAMP-AL00008-46 below. LAWA will have
sufficient organizational and staffing to successfully implement the LAX Landside Access
Modernization Program EIR construction traffic mitigation measures. Proposed Project
procurements would provide contractual mechanisms to require that these mitigation measures
be successfully implemented and enforced. Please also see Response to Comment LAMP-
ALO0008-34 for further discussion regarding the adequacy of the construction traffic mitigation
measures.

LAMP-AL00008-39

Comment:

Response:

LAWA can and should consider and approve specific mitigation measures that would reduce the
Project’'s construction-related traffic impacts. The LA Controller Report identified numerous
actions that LAWA should undertake to manage the disruptions that would inevitably occur during
the Project’s construction:

Please see Responses to Comments LAMP-AL00008-40 through LAMP-AL00008-48, which
address each of the proposed measures.

LAMP-AL00008-40

Comment:

Response:

* LAWA'’s Chief Executive Officer should establish a single point of responsibility for day-to-day
landside operations (terminal, traffic, and parking).

LAWA will have sufficient organizational and staffing to successfully implement the LAX Landside
Access Modernization Program EIR construction traffic mitigation measures. Proposed Project
procurements would provide contractual mechanisms to require that these mitigation measures
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be successfully implemented and enforced. Whether LAWA appoints a single, point of
responsibility for day-to-day landside operations has no bearing on the environmental effects of
the proposed Project or the effectiveness of construction traffic mitigation measures.

LAMP-AL00008-41

Comment:

Response:

* LAWA should form a joint-services team that includes Operations, Maintenance, & Emergency
Management Group; Law Enforcement & Homeland Security; Traffic, Airports Development
Group, and Commercial Development Group to:

- Plan and execute a coordinated landside operations strategy.
- Review and update its regulations and operational rules for landside operations.

- Build on the Airport Response Control Center’s capabilities as a powerful platform for
data-driven performance management.

- Begin evidence-based management of landside operations designed to:
o Ensure rapid response to issues that arise during the service day.
o Anticipate congestion and wherever possible deploy resources before it occurs.
o Propose policies and procedures to reduce CTA vehicle congestion in peak periods.

o Work closely with airlines and other airport tenants to establish and maintain guest
service excellence.

These concepts have already been incorporated into the proposed mitigation measures. As
stated in Section 4.12.3.8 of the Draft EIR, LAWA would establish a Project Task Force specific to
the LAX Landside Access Modernization Program that may be comprised of key stakeholders
from LAWA, the Coordination and Logistics Management Team (CALM), other City departments,
and others as deemed appropriate (MM-ST (LAMP)-1, as revised in Chapter 3, Corrections and
Additions to the Draft EIR). Key responsibilities for the Task Force include providing input into
worksite traffic control plans and other traffic management plans for necessary lane closures and
detours, in addition to working with residential and commercial neighbors regarding upcoming
construction activities in order to keep key stakeholders, businesses, and residents notified and
informed during construction. Prior to initiation of construction, contractors would be required to
complete Worksite Traffic Control Plans (MM-ST (LAMP)-3), which would include a description of
how the contractor will manage all construction-related traffic; therefore allowing LAWA to be
proactive in managing landside operations.

LAMP-AL00008-42

Comment:

Response:

* LAWA should increase landside operations staffing levels by:

- Adding staffing to allow 24/7 coverage of terminal and landside operations.
- Increasing terminal and landside operations supervisory staff.

- Providing robust Traffic Officer and Airport Police staffing to carry out flexible manual
traffic control during construction.

LAWA will have sufficient organizational and staffing to successfully implement the LAX Landside
Access Modernization Program EIR construction traffic mitigation measures. Proposed Project
procurements would provide contractual mechanisms to require that these mitigation measures
be successfully implemented and enforced. Whether LAWA landside operations staffing levels
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has no bearing on the environmental effects of the proposed Project or the effectiveness of
construction traffic mitigation measures.

LAMP-AL00008-43

Comment:

Response:

* LAWA should assign overall APM construction impact coordination on the landside to a single
position:

- LAWA should provide this position with sufficient planning and construction coordination
resources to ensure that he/she is able to anticipate and address CTA traffic and parking
capacity reductions during construction.

- This landside management position would have the scope to respond to Construction &
Logistics Management plans and immediately react to identified shortcomings in
execution.

These concepts have already been incorporated into the proposed mitigation measures. As
stated in Section 4.12.3.8 of the Draft EIR, LAWA would establish a Project Task Force specific to
the LAX Landside Access Modernization Program that may be comprised of key stakeholders
from LAWA, the Coordination and Logistics Management Team (CALM), other City departments,
and others as deemed appropriate (Mitigation Measure MM-ST (LAMP)-1, as revised in Chapter
3, Corrections and Additions to the Draft EIR). Key responsibilities for the Task Force include
providing input into worksite traffic control plans and other traffic management plans for lane
closures and detours, in addition to working with residential and commercial neighbors regarding
upcoming construction activities in order to keep key stakeholders, businesses, and residents
notified and informed during construction. Prior to initiation of construction, contractors would be
required to complete Worksite Traffic Control Plans (Mitigation Measure MM-ST (LAMP)-3),
which would include a description of how the contractor will manage all construction-related
traffic; therefore allowing LAWA to be proactive in managing landside operations.

LAMP-AL00008-44

Comment:

Response:

* LAWA should include in its contract provisions with APM planning, construction, and operations
contractor(s) that they:

- Have significant incentives for maintaining CTA capacity and substantial penalties for
reducing it.

- Provide coordination staffing and performance requirements in APM construction
contracts.

LAWA would establish a Project Task Force specific to the LAX Landside Access Modernization
Program that may be comprised of key stakeholders from LAWA, the Coordination and Logistics
Management Team (CALM), other City departments, and others as deemed appropriate as
outlined in the proposed mitigation measure (Mitigation Measure MM-ST (LAMP)-1, as revised in
Chapter 3, Corrections and Additions to the Draft EIR). Key responsibilities for the Task Force
include providing input into worksite traffic control plans and other traffic management plans for
lane closures and detours, in addition to working with residential and commercial neighbors
regarding upcoming construction activities in order to keep key stakeholders, businesses, and
residents notified and informed during construction. Prior to initiation of construction, contractors
would be required to complete Worksite Traffic Control Plans Mitigation Measure MM-ST (LAMP)-
3, which would include a description of how the contractor will manage all construction-related
traffic; therefore allowing LAWA to be proactive in managing landside operations.
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Mitigation Measure MM-ST (LAMP)-4, Roadway Closure Restrictions, states that no designated
major or secondary highway will be closed to vehicular or pedestrian traffic except at night or on
weekends, unless approval is granted by the jurisdiction in which it is located.

Additionally, as stated on page 4.12-237 in Section 4.12.3, Construction Surface Transportation,
of the Draft EIR, to minimize impacts to the CTA roadway system and Airport operations during
construction, the Project components located within the CTA would be constructed over an 18-
hour/day schedule with two shifts. The “night” shift would occur from approximately 1 a.m. to 9
a.m. and the “day” shift would occur from approximately 9 a.m. to 7 p.m., with minimal
construction occurring between 7 p.m. and 1 a.m. Approximately 65 percent of construction
activity within the CTA would occur during the 8-hour night shift, when traffic levels are low, and
35 percent would occur during the 10-hour day shift. Delivery of construction materials would
occur during the night shift, as would most lane closures. Construction activities during the day
shift would largely consist of activities that could proceed without requiring lane closures or
significantly disrupting Airport operations.

The maijority of the construction activity associated with the proposed Project within the CTA
would primarily occur along the Center Way corridor; thus, curbside impacts along World Way in
front of the passenger terminals would be minimized. A portion of the vehicular traffic exiting the
parking structures along Center Way would be detoured to use World Way South, which may
cause some vehicle congestion along World Way South.

Contractors working within the CTA would be required to adhere to these procedures so that
access to the CTA for passengers is maintained at all times, with minimal disruption. Any work to
be done within City streets must follow enforceable City provisions for performing work within the
public right-of-way. Contracts with private entities responsible for construction will contain
provisions to enforce the construction-related mitigation procedures, including penalties for
noncompliance.

LAMP-AL00008-45

Comment:

Response:

* LAWA should conduct periodic reviews of the construction process to learn from successes and
failures, with the understanding that it may well be in order to change approaches if existing
arrangements prove unworkable or ineffective.

As indicated on pages 4.12-238 through 4.12-240 in Section 4.12.3, Construction Surface
Transportation, of the Draft EIR, LAWA would establish a Project Task Force (Mitigation Measure
MM-ST (LAMP)-1, Construction Traffic Project Task Force, as revised in Chapter 3, Corrections
and Additions to the Draft EIR) specific to the LAX Landside Access Modernization Program. The
Project Task Force would review the traffic management plans to ensure the following topics are
considered:

- Coordination with all other LAWA construction projects;
- Coordination with other public infrastructure projects;

- Detour impact analysis for pedestrian, business, bicycle, and traffic flow;

- Coordinate closures and restricted access with all potential special events and holiday
traffic flow;

- Naotification to the public with use of static signage, changeable message signs, media
announcements, Airport website, etc.;
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- Work with LAWA police and the Los Angeles Police Department to enforce delivery times
and routes;

- Coordinate with police and fire personnel regarding maintenance of emergency access
and response times;

- Monitor and coordinate deliveries;
- Establish detour routes;

-  Work with residential and commercial neighbors regarding upcoming construction
activities; and

- Analyze traffic conditions to determine the need for additional traffic signals, signs, lane
restriping, signal modifications, etc.

The Project Task Force would collaborate with the appropriate groups to develop a
comprehensive and long-term communication and construction impact outreach strategy for
implementation during construction. The Task Force would work closely with other LAWA
departments, including Public Relations, Planning and Development, and Operations. The Task
Force would also ensure that an innovative and effective construction outreach and
communication strategy is developed to keep key stakeholders, businesses, and residents
notified and informed during construction of the proposed Project.

The Project Task Force would meet weekly to discuss issues that have arisen and plan for
upcoming construction activities. Thus, weekly reviews of construction issues will be conducted
and steps taken to ensure that any issues are addressed as quickly as possible. The process is
structured to continuously collect, share and implement lessons learned from construction of the
LAX Landside Access Modernization Program elements. Furthermore, these measures will be
subject to the Mitigation Monitoring and Reporting Program prepared pursuant to State CEQA
Guidelines Section 15097.

LAMP-AL00008-46

Comment:

* LAWA should also establish or obtain traffic engineering capability:

- Traffic engineering should focus on:
o Developing traffic mitigation plans.

o Evaluating diversions for shuttle services and taxis/limos/vans and other strategies or
systems that might help contain and manage CTA roadway congestion.

o Conducting needs analyses based on projected traffic levels and designing
construction-related diversions. (Note: Another possibility might be to include the
needs analysis as part of LAMP in the contractors’ specifications.)

- LAWA should engage traffic engineering expertise, based on a cost-benefit analysis of
different options:

o Option 1: LAWA staff. Recruit and build its own traffic engineering unit. - Option 2:
LADOT. Retain the services of LADOT through an MOU that would reimburse the
department for its expenses in compliance with FAA requirements for revenue use
and BOAC action to review and approve such agreements. (Note: LADOT also has
technical knowledge and experience in traffic design and control systems. LADOT
has jurisdiction over the “upstream” systems that deliver traffic to LAX and some
involvement in CTA traffic influx.)

[2-126]

LAX Landside Access Modernization Program
Final EIR



LOS ANGELES INTERNATIONAL AIRPORT FEBRUARY 2017

Response:

o Option 3: Private contractor. Retain the traffic engineering services of a private
contractor (LAWA should request LADOT to participate on the selection panel if this
option is chosen).

As indicated on pages 4.12-238 through 4.12-240 in Section 4.12.3, Construction Surface
Transportation, of the Draft EIR, LAWA would establish a Project Task Force (Mitigation Measure
MM-ST (LAMP)-1, Construction Traffic Project Task Force, as revised in Chapter 3, Corrections
and Additions to the Draft EIR) specific to the LAX Landside Access Modernization Program. The
Project Task Force would review the traffic management plans to ensure the following topics are
considered:

- Coordination with all other LAWA construction projects;
- Coordination with other public infrastructure projects;
- Detour impact analysis for pedestrian, business, bicycle, and traffic flow;

- Coordinate closures and restricted access with all potential special events and holiday
traffic flow;

- Notification to the public with use of static signage, changeable message signs, media
announcements, Airport website, etc.;

- Work with LAWA police and the Los Angeles Police Department to enforce delivery times
and routes;

- Coordinate with police and fire personnel regarding maintenance of emergency access
and response times;

- Monitor and coordinate deliveries;
- Establish detour routes;

-  Work with residential and commercial neighbors regarding upcoming construction
activities; and

- Analyze traffic conditions to determine the need for additional traffic signals, signs, lane
restriping, signal modifications, etc.

The Project Task Force would meet weekly to discuss issues that have arisen and plan for
upcoming construction activities. Thus, weekly reviews of construction issues will be conducted
and steps taken to ensure that any issues are addressed as quickly as possible.

Section 2.4.6 in Chapter 2, Description of the Proposed Project, of the Draft EIR identifies a
number of measures that LAWA may implement to influence how passengers access the Airport,
including potentially implementing tolls to manage traffic during peak periods. These measures
may need to be implemented during construction of the proposed Project in order to maintain
access to the CTA and minimize traffic congestion.

LAWA and construction contractors will have sufficient traffic engineering expertise to
successfully implement the LAX Landside Access Modernization Program EIR construction traffic
mitigation measures. Whether LAWA engages additional traffic engineering expertise has no
bearing on the environmental effects of the proposed Project or the effectiveness of construction
traffic mitigation measures.
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LAMP-AL00008-47

Comment:

Response:

* LAWA should train airport contract workers regarding Guest Experience initiatives, including
wayfinding during construction.

Related specifically to the proposed Project, and stated in Section 4.12.3.8 of the Draft EIR,
LAWA would establish a Project Task Force specific to the LAX Landside Access Modernization
Program that may be comprised of key stakeholders from LAWA, the Coordination and Logistics
Management Team (CALM), other City departments, and others as deemed appropriate
(Mitigation Measure MM-ST (LAMP)-1, as revised in Chapter 3, Corrections and Additions to the
Draft EIR). Key responsibilities for the Task Force include providing input into worksite traffic
control plans and other traffic management plans for lane closures and detours, in addition to
working with residential and commercial neighbors regarding upcoming construction activities in
order to keep key stakeholders, businesses, and residents notified and informed during
construction.  Prior to initiation of construction, contractors would be required to complete
Worksite Traffic Control Plans (Mitigation Measure MM-ST (LAMP)-3), which would include a
description of how the contractor will manage all construction-related traffic; therefore allowing
LAWA to be proactive in managing landside operations.

o The Project Task Force would review the traffic management plans to ensure the following
topics are considered:

- Coordination with all other LAWA construction projects;
- Coordination with other public infrastructure projects;
- Detour impact analysis for pedestrian, business, bicycle, and traffic flow;

- Coordinate closures and restricted access with all potential special events and holiday
traffic flow;

- Notification to the public with use of static signage, changeable message signs, media
announcements, Airport website, etc.;

- Work with LAWA police and the Los Angeles Police Department to enforce delivery times
and routes;

- Coordinate with police and fire personnel regarding maintenance of emergency access
and response times;

- Monitor and coordinate deliveries;
- Establish detour routes;

-  Work with residential and commercial neighbors regarding upcoming construction
activities; and

- Analyze traffic conditions to determine the need for additional traffic signals, signs, lane
restriping, signal modifications, etc.

The Project Task Force would collaborate with the appropriate groups to develop a
comprehensive and long-term communication and construction impact outreach strategy for
implementation during construction, including Airport contract workers. The Task Force would
work closely with other LAWA departments, including Public Relations, Planning and
Development, and Operations. The Task Force would also ensure that an innovative and
effective construction outreach and communication strategy is developed to keep key
stakeholders, businesses, and residents notified and informed during construction of the
proposed Project.
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LAMP-AL00008-48

Comment:

Response:

+ LAWA should increase existing staffing and systems to ensure that the public is kept informed,
preferably well in advance, of significant disruptions to CTA traffic arising from APM construction.
Id. at 1.79-1.80. LAWA might build on the proven “Carmageddon” model of saturation notices
used during the widening of the 405 through Sepulveda pass.

Please see Response to Comment LAMP-AL00008-47 for discussion on communications to the
public during construction of the proposed Project. As outlined therein, the concepts referenced in
the comment have already been incorporated into the proposed mitigation measures.

LAMP-AL00008-49

Comment:

Response:

IX. The DEIR Fails to Properly Analyze or Mitigate the Project’s Climate Change Impacts.
A. Analyzing Climate Change Impacts Is Required Under CEQA.

The law is clear that lead agencies must thoroughly evaluate a project's impacts on climate
change under CEQA. See Communities for a Better Environment v. City of Richmond (2010) 184
Cal.App.4th 70, 89-91. In 2007, the state Legislature passed Senate Bill 97, which required the
Governor's Office of Planning and Research to prepare guidelines “for the mitigation of
greenhouse gas emissions or the effects of greenhouse gas emissions as required by [CEQA],
including, but not limited to, effects associated with transportation or energy consumption.” SB 97
(2007), codified as Pub. Resources Code § 21083.05. Consistent with this mandate, the state
Natural Resources Agency adopted revisions to the CEQA Guidelines that require lead agencies
to determine the significance of a proposed project’s greenhouse gas emissions. Guidelines §
15064 .4.

The greenhouse gas (GHG) analysis completed for the proposed Project (Draft EIR, Section 4.5)
meets the requirements of CEQA. The commentor’s references to Senate Bill 97 and relevant
provisions of CEQA and the State CEQA Guidelines are consistent with the information
presented on page 4.5-11 of the LAX Landside Access Modernization Program Draft EIR. The
Draft EIR’s GHG analysis meets the applicable requirements for CEQA GHG analysis established
by the State CEQA Guidelines and case law.

LAMP-AL00008-50

Comment:

B. The DEIR’s Perfunctory Climate Change Analysis Fails to Inform the Public and
Decision makers About the Project’s GHG Emissions.

The DEIR’s discussion of the Project’s contribution to climate change fails to achieve CEQA’s
most basic purpose: informing governmental decisionmakers and the public about the potential
significant environmental effects of a proposed activity. CEQA Guidelines § 15002(a)(1). Among
its other flaws, the DEIR: calculates only a portion of the construction-related GHG emissions for
which the Project would be responsible; refuses to acknowledge or otherwise analyze GHG
emissions that would clearly be caused by the Project’s operation; fails to account for GHG
emissions beyond 2035 despite the fact that the Project has a more than 30-year lifespan; relies
on a faulty methodology that omits GHG emissions from the full distance that Project-related
vehicles would travel; fails to adequately analyze conflicts with state and regional GHG reduction
plans and policies; and fails to identify mitigation measures to reduce or avoid the Project’s
contributions to climate change. The DEIR’s approach, which ignores science and law, stands in
stark contrast to the conscientious treatment of climate change impacts undertaken by other lead
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Response:

agencies throughout the state. LAWA must make substantial modifications to the DEIR’s climate
change analysis to achieve compliance with CEQA.

The comment is an introduction to the more detailed comments that follow in comments LAMP-
ALO00008-51 through LAMP-AL00008-58. Please see Responses to Comments LAMP-AL00008-
51 through LAMP-AL00008-58 below. The Draft EIR’s analysis meets applicable CEQA
requirements for GHG analysis established by the State CEQA Guidelines and case law.

LAMP-AL00008-51

Comment:

Response:

1. The DEIR Substantially Underestimates the Project’s GHG Emissions.

The DEIR fails to account for all the ways the Project will generate GHG emissions. For the
Project’s construction-related GHG emissions, the DEIR includes only direct emissions. The
DEIR explains that indirect GHG emissions associated with construction activity such as
purchased electricity, solid waste disposal, water usage and wastewater disposal were omitted
from the Project’s inventory because they are negligible compared to direct emissions. DEIR at
4.5-6. The DEIR provides no evidence, or even an explanation, as to why LAWA considers the
indirect emissions to be negligible.8 Moreover, even if the indirect construction-related GHG
emissions are a fraction of the direct emissions—and there is no evidence that this is the case—
this is not a valid excuse for not including them in the inventory. Because GHG emissions are a
cumulative global effect, all sources of a Project’s emissions must be included in the inventory.

8 We found no indication that the Project’s indirect construction-related criteria
pollutant emissions were excluded from the DEIR’s air quality analysis, leading
one to further question why they were omitted from the GHG analysis. See DEIR
chapter 4.2, generally.

There is no evidence that the Draft EIR underestimates the proposed Project's GHG emissions.
The commentor notes that the Draft EIR’s greenhouse gas (GHG) emissions estimates do not
include indirect emissions of GHGs associated with electricity and water demand and
wastewater/solid waste disposal during construction. The California Emissions Estimator Model
(CalEEMod) is an industry standard model developed specifically to calculate GHG emissions for
development projects; CalEEMod includes the calculation of indirect GHG emissions for electrical
demand during the construction phase, but only so far as to calculate electrical emissions from
grid-powered (i.e., electric-powered) off-road equipment.' CalEEMod was created by the
California Air Pollution Control Officers Association (CAPCOA) in collaboration with the SCAQMD
and other air quality management districts.

In regards to indirect emissions from off-road, grid-powered construction equipment, CAPCOA’s
Quantifying Greenhouse Gas Mitigation Measures 2010 report, states that “...grid-based
emissions are typically small compared to the emissions from the diesel-fueled equipment
(depending on the source of grid power).”2 For this reason, use of diesel-fueled equipment rather
than grid-based is a conservative assumption. The LAX Landside Access Modernization Program
emissions inventory assumes that off-road emissions sources which have the potential to be grid-
based, such as painting carts, are to be diesel-fueled. Additionally, a large number of diesel-
fueled generators are assumed to provide electrical power throughout the Project construction in
lieu of grid-based power. By CalEEMod and CAPCOA’s emissions calculation methodology, this
is a conservative assessment of potential indirect construction emissions. This Draft EIR
methodology also conservatively neglects to account for reductions in electrical, water, and solid
waste demand through the demolition of previously operational structures during the construction
phase.
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The Draft EIR GHG analysis complies with State CEQA Guidelines (Section 15064.4(a))
requirements to make a good-faith effort, based to the extent possible on scientific and factual
data, to describe, calculate or estimate a proposed project's GHG emissions. Under the State
CEQA Guidelines Section 15064.4(a), LAWA has the discretion to choose the model it considers
most appropriate for construction GHG emissions estimates (CalEEMod). Additionally, Section
4.2.1.3.1 in Section 4.1, Air Quality and Human Health Risk, of the Draft EIR, specifies the
emission sources that were utilized in the construction emissions analysis.

' California Air Pollution Control Officers Association (CAPCOA), California
Emissions Estimator Model (CalEEMod) User’s Guide, Version 2016.3.1,
September 2016.

2 California Air Pollution Control Officers Association (CAPCOA), Quantifying
Greenhouse Gas Mitigation Measures: A Resource for Local Government to
Assess Emission Reductions from Greenhouse Gas Mitigation Measures,”
August 2010, page 47, Available: https://www.arb.ca.gov/cc/capandtrade/
auctionproceeds/capcoa_quantifying_ghg_measures.pdf.

LAMP-AL00008-52

Comment:

Response:

The DEIR also fails to account for all of the Project’s operation-related emissions. The analysis
does not include transportation-related GHG emissions that would be generated during the entire
distance that Project-related vehicles travel to and from LAX. Instead, the analysis focuses on
trips occurring near LAX (i.e., only within approximately six miles of the airport). DEIR at 4.5-32.
The DEIR explains that it focuses on the emissions from trips within this six-mile radius because
these are the trips that would be directly affected by the Project’'s improvements. /d. The DEIR’s
approach is illogical. The Project’'s impact on vehicular trips has no bearing on the Project’s
potential to increase GHG emissions. Vehicles would emit GHG emissions during the entire trip to
and from LAX, not just within a six-mile radius of the airport. Indeed, the DEIR recognizes this fact
when it discusses the GHG inventory that LAWA estimated for each of its airports, including LAX.
The inventory of 1990 GHG transportation-related emissions for LAX “assumed the full distance
of vehicle trips to and from the Airport.” /d. Because LAX attracts travelers from through the
southern California region, the vast majority of those travelers would be expected to travel a
distance far greater than six miles.

The commentor claims that the Project’s impact on vehicular trips has no bearing on the Project’s
potential to increase GHG emissions, and that the Draft EIR analysis underestimates Project-
related GHG emissions. These assertions are incorrect for the following reasons:

o The commentor’s basic claim that “the Project’s impact on vehicular trips has no bearing on
the Project’'s potential to increase GHG emissions” appears to be tied to the commentor’s
unfounded assertion that implementation of the proposed Project would enable LAX to
accommodate at least 95 million annual passengers. Please see Response to Comment
LAMP-AL00008-2 for the many reasons why that assertion is incorrect.

« The LAX Landside Access Modernization Program would reduce Airport-related trips when
compared to the number of trips that would occur under baseline conditions without the
Project. This can be seen in the comparison of With Project to Without Project daily parking
volumes for 2015, 2024, and 2035 shown in the Draft EIR, Appendix F, Attachment F.4
(starting on page 571 of the Appendix F PDF). The With Project parking volume in 2015
would be 1,619 less than the Without Project (baseline) parking volume in 2015, as shown on
page 575 of the Appendix F PDF. The With Project parking volume in 2024 would be
2,054 less than the Without Project (baseline) parking volume in 2024, as shown on page
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647 of the Appendix F PDF. The With Project parking volume in 2035 would be 1,144 less
than the Without Project (baseline) parking volume in 2035, as shown on page 706 of the
Appendix F PDF.

o By limiting the GHG emissions analysis to only those roadways within approximately six miles
of LAX, the change in GHG emissions between the With and Without Project (baseline)
scenarios has been conservatively estimated in the Draft EIR. Vehicle-related GHG
emissions are primarily a function of the number of vehicle trips multiplied by the length of
each trip, which is expressed in terms of vehicle miles traveled (VMT). For example, 100
vehicle trips each having a length of five miles would have a VMT of 500. The analysis of
vehicle-related GHG impacts associated with the proposed Project accounted for the number
of existing vehicle trips that would be eliminated by virtue of the transportation/transit
improvements resulting from Project implementation, and did so in terms of changes in VMT
assuming an average trip length of approximately six miles as would occur in the immediate
vicinity of the Airport. If one were to instead assume the entire length of each of those
eliminated trips, which may be approximately 20 to 30 miles or more to or from the Airport,
the reduction in VMT and associated GHG emissions would be 3 to 5 times greater than what
was otherwise estimated in the Draft EIR with the assumption of a six-mile trip length.

« The indication on page 4.5-32 of the Draft EIR that the 1990 LAX GHG inventory assumed
the full distance of vehicle trips to and from the Airport simply notes the assumption used for
that particular purpose and is followed immediately by explanation of why the analysis of the
LAX Landside Access Modernization Program focuses on the six-mile radius around LAX, as
that is the area where Project-related impacts to vehicular trips were assumed most likely to
occur.

LAMP-AL00008-53

Comment:

Response:

Finally, the DEIR underestimates the Project’s increase in GHGs because it underestimates the
increase in traffic that would accompany the proposed Project. As discussed above, the DEIR
fails to account for all of the Project’'s vehicular trips because it does not take into account
induced travel. An accurate inventory of all of the Project’s transportation-related emissions is
critical because the transportation sector is one of the largest sources of U.S. GHG emissions. In
2014, transportation represented approximately 26 percent of total U.S. GHG emissions.
Between 1990 and 2014, GHG emissions in the transportation sector increased more in absolute
terms than any other sector (i.e., electricity generation, industry, agriculture, residential, or
commercial).9

° U.S. EPA Transportation and Climate Website, attached hereto as Exhibit X,
available at https://www.epa.gov/air-pollution-transportation/carbon-pollution-
transportation (last visited November 15, 2016).

The traffic model used to calculate VMT accounted for growth in population, housing,
employment, and passengers for both 2024 and 2035, including any induced travel. Therefore, it
did not underestimate the proposed Project's GHG emissions by failing to account for such
induced travel. Please see Responses to Comments LAMP-AL00008--27 and LAMP-AL00008-
31.

LAMP-AL00008-54

Comment:

To accurately evaluate the Project’s effect on climate change, the EIR must be revised to include
indirect construction-related GHG emissions, transportation-related emissions from vehicles
traveling the full distance to and from LAX, and emissions from the Project’s induced travel. This
revised analysis must be transparent in its identification of the Project's GHG emissions. Thus, for
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Response:

the Project’'s construction-related emissions, the EIR must identify the amount of indirect
emissions that would be generated by each source, i.e., purchased electricity, solid waste
disposal, water usage and wastewater disposal. For the DEIR’s accounting of transportation-
related GHG emissions, the DEIR must identify the average trip distance (miles per trip) for
arriving and departing airport travelers, the number of forecasted Project-related vehicular trips,
and the amount of GHG emissions per vehicle mile for each of those trips. The DEIR must also
clearly identify the number of vehicular trips the Project would induce, and include the emissions
from these trips in the GHG analysis. Without an accurate accounting of all of the Project's GHG
emissions, the DEIR’s analysis is incomplete, making formulation of appropriate mitigation
impossible.

The comment is a summary of the preceding comments; specifically, comments LAMP-AL00008-
51 through LAMP-AL00008-53. Please see Responses to Comments LAMP-AL00008-51
through LAMP-AL0O0008-53 above. These responses demonstrate that the Draft EIR does
accurately account for the proposed Project's GHG emissions.

LAMP-AL00008-55

Comment:

Response:

2. The DEIR Relies on an Improper Methodology in Its Analysis of the “2015 With Project’
Scenario.

The DEIR compares the Project's increase in GHG emissions in 2015 with 2015 existing
conditions, as if the Project had, hypothetically, been completed in 2015. DEIR at 4.5-27. This
analysis includes various emission sources, including autos and trucks. /d. Unfortunately, the
DEIR relies on faulty methodology when it quantifies the Project’'s auto and truck-related GHG
emissions and, consequently, it appears the DEIR does not accurately identify the Project’s
transportation-related GHG emissions.

As Table 4.5-5 shows, the DEIR’s identification of the Project's GHG emissions from autos and
trucks is based on fotal traffic volumes on the roadway network, rather than just LAX-related trip
volumes. DEIR at Table 4.5-5, fn. 1. The DEIR states that the authors had to rely on total traffic
volumes on the roadway network because “airport- related trip volumes for this scenario were not
available.”® Id. This methodological error masks the Project's impacts and is particularly
problematic because the document asserts that vehicular GHG emissions would decline as a
result of the Project. /d. (emphasis added). Because the DEIR does not isolate Project GHG
emissions from background emissions, the DEIR lacks the required evidentiary basis for this
conclusion. The revised EIR must identify the Project’s transportation-related GHG emissions,
together with other Project-related emission sources, and evaluate the effect that these emissions
would have on climate change reduction goals.

'“The DEIR does not explain why airport-related trip volumes could not be obtained.
Indeed, Table 4.5-7 (2024 Future With Project Compared to 2015 Existing
Conditions) and Table 4.5.-9 (2035 Future With Project Compared to 2015
Existing Conditions) contain 2015 baseline data appears to identify Project-
related auto and truck GHG baseline emissions. The DEIR should explain why
the 2015 Baseline data for autos and trucks in Table 4.5-5 is substantially
different than the 2015 baseline in Table 4.5-7 and Table 4.5-9. See DEIR at 4.5-
27—31.

The 2015 analysis of Project-related vehicular greenhouse gas (GHG) emissions was conducted
correctly in Section 4.5 of the Draft EIR, and accurately estimated both the number of Airport trips
and the proposed Project's GHG impacts. The analysis accurately predicted a reduction in
Project-related vehicular GHG emissions due to reductions in VMT. Both the 2015 Existing
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Conditions and the 2015 With Project scenarios included background traffic trips and associated
GHG emissions. Taking the difference between the two scenarios leaves one with the LAX
Landside Access Modernization Program Project incremental GHG emissions. The calculation of
the difference between the two scenarios can be viewed in equation format as:

[2015 With Project Airport Trips + 2015 Background Trips] — [2015 Existing Airport Trips + 2015
Background Trips] = [2015 With Project Airport Trips] — [2015 Existing Airport Trips]

The 2015 Background Trips cancel out, and the remaining terms in the equation, the difference
between With Project Airport Trips and Existing Airport Trips, is the definition of the proposed
Project impact on trips, and therefore on vehicular GHG emissions. It is this difference that is
included in Table 4.5-5 (page 4.5-27) of the Draft EIR.

LAMP-AL00008-56

Comment:

3. The DEIR Errs By Not Determining Whether the Emissions in 2024 and 2035 Are
Significant Project-Related Impacts.

CEQA requires that an EIR must analyze not only a project’s direct effects, but also indirect
effects that are reasonably foreseeable. CEQA Guidelines §§ 21065 and § 15064(d). Here, it is
reasonably foreseeable that the Project will cause increased passenger activity and aircraft
operations. This, in turn, will cause GHG emissions to increase substantially. Although the DEIR
quantifies the GHG emissions that would be expected to occur in 2024 and 2035, it refuses to
attribute these emissions to the Project. The EIR’s failure to analyze these indirect impacts of the
Project is prejudicial error. See Plastic Pipe & Fittings Assn. v. California Building Standards
Com. (2004) 124 Cal.App.4th 1390, 1412 (CEQA requires analysis of indirect impacts).

The DEIR relies on the faulty assumption that any changes in emissions from aircraft operations
over the 2015 existing conditions are due to increased travel demand and changes in aircraft fleet
mixes that are projected to occur by 2024 and 2035, irrespective of the proposed Project. DEIR at
4.5-7. This assertion is illogical. As this letter and the attached Kanafani Report make clear, the
extreme levels of traffic congestion that occur on an on-going basis currently act as a constraint
on the airport. Once these landside access constraints are removed, passenger activity and
associated aircraft operations would be expected to substantially increase. In fact, LAWA is
projecting substantial growth in passenger activity: from 74.9 MAP in 2015 to 85 MAP by 2024
and 96 MAP by 2035. DEIR at 4-5.

The need for a thorough analysis of the Project’s indirect effects is not academic. The current
maximum operational capacity for LAX is 78.9 MAP, as set forth in the airport's long range
planning documents, including but not limited to the 2004 LAX Master Plan, the 2005 LAX
Specific Plan, and the 2013 Specific Plan Amendment Study. Because there has been no
analysis of the environmental impacts of operational capacity beyond 78.9 MAP, the DEIR is
obligated to analyze the increase in GHG emissions that would accompany these increased
activity levels. The DEIR cannot simply ignore the increase in GHG emissions associated with
this growth, and especially the emissions from aircraft.

Aircraft constitute a huge portion of an airport’s emissions. According to a report prepared by the
Center for Biological Diversity (“CBD”), aircraft carbon polluting is skyrocketing. See Up In the
Air—How Airplane Carbon Pollution Jeopardizes Global Climate Goals, CBD, December 2015,
attached hereto as Exhibit Y. If commercial aviation were considered a country, it would rank
seventh after Germany in terms of carbon emissions. /d. at 3. CBD found that:
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Response:

[Bly 2050, aircraft emissions re projected to more than triple. Unchecked, between 2016
and 2050 global aviation will generate an estimated 43 gigatonnes of carbon dioxide
emissions. That amounts to more than 4 percent of the world’'s entire remaining carbon
budget—the amount of pollution that can still be emitted before catastrophic planetary
warming become virtually certain.

ld. at 2.

Please see Responses to Comments LAMP-AL00008-2, LAMP-AL00008-4, LAMP-AL00008-7,
and LAMP-ALO0008-8. As demonstrated by these responses, the proposed LAX Landside
Access Modernization Program Project would not affect or change any airfield components,
including the runways, taxiways, or aircraft arrival and departure procedures, and thus would not
increase the overall capacity of LAX. The proposed LAX Landside Access Modernization
Program Project would not result in any increases in passenger activity or aircraft operations that
would indirectly increase GHG emissions.

LAMP-AL00008-57

Comment:

Response:

The DEIR does quantify the increases in GHG emissions in 2024 and 2035 and compares these
emissions to 2015 (existing conditions) emissions’ levels. The analysis of “2024 Future With
Project” to 2015 existing conditions, in particular, identifies a substantial increase in GHG
emissions attributable to the Project. See DEIR Table 4.5-7, p. 4.5-29. The problem, however, is
that the DEIR includes this analysis for “informational purposes only” (id. at 4.5-28); it does not
undertake this analysis for purposes of determining whether the Project would cause these
significant impacts. Consequently, although the Project would result in a significant increase in
GHG emissions in 2024, as compared to existing conditions, the DEIR fails to put forth any
mitigation measures. This is in direct violation of CEQA as the primary goal of an EIR is to identify
a project’s significant environmental impacts and find ways to avoid or minimize them through the
adoption of mitigation measures or project alternatives. §§ 21002.1(a), 21061.

As indicated in Section 4.5.4.1.1 on page 4.5-24 of the Draft EIR, the evaluation of Project
emissions for the analysis scenarios of 2024 Future With Project compared to 2015 existing
conditions and 2035 Future With Project compared to 2015 existing conditions were compared to
the GHG thresholds for informational purposes; however, the level of significance of Project-
related emissions was not determined for those scenarios because the future conditions (2024
and 2035) include emissions not attributable to the proposed Project. Specifically, 2024 and
2035 include future emissions from future growth in regional and local traffic that would occur
irrespective of the proposed Project. As such, it would be incorrect, uninformative and misleading
to use 2015 existing conditions as a baseline for drawing significance conclusions for the Future
With Project scenarios. Rather, the correct, accurate, and meaningful determinations of impact
significance are made by comparing 2024 Future With Project to 2024 Future Without Project and
2035 Future With Project to 2035 Future Without Project. Using the Future Without Project
scenarios as a baseline controls for future non-Project emissions and isolates the changes in
future emissions that are attributable to the proposed Project. The Future Without Project
scenarios properly serve as a baseline because they accurately represent the “existing
environmental conditions” upon which the project will operate. (See Neighbors for Smart Rail v.
Exposition Metro Line Construction Authority (2013) 57 Cal.4th 439,453.) Please also see
Response to Comment LAMP-ALO0006-1 for a parallel discussion of the Draft EIR’s choice of
baseline scenarios for the air quality impact analysis.

LAMP-AL00008-58
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Comment:

Response:

4. The DEIR’s Analysis of 2024 and 2035 Conditions Underestimate the Project’'s GHG
Impacts.

The DEIR’s analysis of the “2035 Future With Project” compared to the “2035 No Project” is
flawed because it fails to properly analyze the Project’s time horizon. The DEIR explains that the
lifetime of the Project is 30 years. DEIR at 4.5-6; 4.5-24. By analyzing impacts only through 2035,
the DEIR fails to provide the public with a meaningful assessment of the Project’s full impact on
climate change. The document should have analyzed impacts through at least 2047 (i.e., 30
years past the date that construction would commence which is estimated to be the end of 2017).
Id. at 2-175. By not including 12 years of emissions, the DEIR substantially underestimates the
Project’'s GHG emissions and the Project’s contribution to climate change.

The Draft EIR reference to a 30-year project life pertains to the methodology used for amortizing
construction-related emissions only. As indicated in Section 4.5.2.1 of the Draft EIR, GHG
emissions from construction were amortized over a 30-year lifetime in accordance with SCAQMD
guidance,1 which is a standard analysis assumption for any project and is not particular to the
proposed LAX Landside Access Modernization Program Project.

A lead agency has discretion to select the appropriate metrics and time horizons for measuring a
particular proposed project's operational emissions. (See State CEQA Guidelines Section
15064.4(a).) The Draft EIR analysis properly uses Project-related annual GHG emissions in 2024
and in 2035 as a metric for operational emissions. There is no evidence that the proposed
Project’'s annual GHG emissions would increase after buildout in 2035; hence, to evaluate the
Project’'s GHG emissions out to 2047, beyond Project buildout, would serve no purpose.

Further, by stating that the Draft EIR excludes “12 years of emissions,” the comment implies that
total GHG emissions rather than annual GHG emissions should have been used as a metric to
measure proposed Project impacts. This metric would not have allowed efficient application of the
Draft EIR’s selected impact significance thresholds, and is not typically used in CEQA GHG
impact evaluations.

' South Coast Air Quality Management District, Draft Guidance Document —
Interim CEQA Greenhouse Gas (GHG) Significance Threshold, October 2008, p.
3-9.

LAMP-AL00008-59

Comment:

C. The DEIR Fails to Adequately Analyze the Project’s Consistency with AB 32.

The Supreme Court has weighed in on appropriate thresholds for GHG emissions. In Center for
Biological Diversity v. California Department of Fish and Wildlife, the Court affirmed reliance on
compliance with AB 32’s reduction goals as a valid threshold of significance when used as a
“‘comparative tool for evaluating efficiency and conservation efforts.” Center for Biological
Diversity, 62 Cal.4th 204, 225-28. While the DEIR appropriately acknowledges AB 32, it fails to
actually analyze the Project’s consistency with this law because it claims it is technically unable to
do so. The GHG reduction target reflected in AB 32 calls for a statewide reduction in GHG
emissions to 1990 levels by 2020. The DEIR asserts that while LAWA has estimated 1990 GHG
emissions for each of its airports, including LAX, and that LAX’'s 1990 GHG inventory assumes
GHG vehicular emissions from the full distance of vehicle trips to and from LAX, the DEIR
includes only those emissions from vehicles traveling within approximately six miles of the
airport.” DEIR at 4.5-32. The DEIR then explains that, given the differences in key assumptions,
a comparison of the Project-related GHG emissions estimated for 2024 and 2035 to the
emissions in the 1990 LAX GHG inventory would not provide an appropriate basis for evaluating
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how the GHG emissions of the Project measure against the GHG reduction targets of AB 32. /d.
As discussed above, the DEIR errs by not including GHG emissions from the entire trip distance
that Project- related vehicles would travel to and from LAX. Once LAWA conducts the analysis in
an accurate manner, it will be able to properly assess the Project’s consistency with AB 32.

" The DEIR asserts that this is the appropriate study area because it is the trips
occurring within this six-mile distance that would be “directly affected by the
Proposed Project improvements.” DEIR at 4.5-32.

Although the Center for Biological Diversity case provides that a lead agency may use AB 32’s
goals as an impact significance threshold, this is not a requirement. Lead agencies have
discretion to select GHG significance thresholds applicable to a proposed project, and the
thresholds used in the Draft EIR were appropriately tailored to the unique characteristics of the
proposed Project.

Please see Response to Comment LAMP-AL0O0008-52 regarding the reasons why the GHG
mobile source emissions estimates in the Draft EIR focus on vehicle trips in the vicinity of LAX,
and do not assume entire trip lengths. As indicated in that response, by assuming increased trip
lengths, which may be 20 to 30 miles or more from the Airport, the reduction in GHG emissions
from autos and parking when comparing the With Project and Without Project scenarios could be
proportionately as much as a 3 to 5 times greater reduction than indicated in the Draft EIR.

Lastly, although the Draft EIR discusses the technical challenges involved in assessing the
proposed Project’'s consistency with AB 32, it does not find that the Draft EIR is “unable” to
perform this analysis. Notwithstanding these technical challenges, the commentor fails to
recognize that the Draft EIR ultimately did analyze the proposed Project’s consistency with AB
32. It concluded (p. 4.5-33) that the proposed Project would be inconsistent with the State’s ability
to achieve the AB 32 2020 target, and that this is a significant impact. See also Response to
Comment LAMP-AL00008-60.

LAMP-AL00008-60

Comment:

Notwithstanding the DEIR’s assertion that it is unable to analyze the Project’s consistency with
AB 32, the document patches together an analysis and asserts that Project-related emissions in
2024 would be approximately 43 percent greater than 1990 emissions and the Project-related
emissions in 2035 would be approximately 48 percent greater than the 1990 GHG emissions. '
DEIR at 4.5-33. The DEIR determines that the Project would be inconsistent with the GHG
reduction target set forth in AB 32 and that this constitutes a significant impact. /d. We agree with
this inconsistency conclusion.

The DEIR, however, fails to evaluate the Project’'s emission projections against the emission
reduction targets established by AB 32. It is not sufficient to simply state that in 2024, the
Project’'s emissions would be more than 43 percent greater than the 1990 emission levels. The
EIR should have disclosed what LAX’s 1990 GHG emissions were and then used this figure as
the starting point to determine if the LAMP Project does its fair share to comply with AB 32’s GHG
reduction goals. Then, the EIR should have identified what the Project's emissions would be
expected to be in 2020. Because the DEIR does not disclose this information anywhere, it fails to
satisfy CEQA’s most basic informational purpose. See Pub. Res. Code § 21061 (“The purpose of
an environmental impact report is to provide public agencies and the public in general with
detailed information about the effect that a proposed project is likely to have on the
environment.”).
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"2 The DEIR does not clearly explain how it arrived at its GHG emission exceedance
figures other than stating that emissions were based on MAP levels and EMFAC
emission factors. The revised EIR should be transparent in its analyses so that
the public and decisionmakers are able to follow each step in the EIR’s
methodological process.

A lead agency has broad discretion to select appropriate technical methods for analyzing GHG
emissions. (See State CEQA Guidelines Section 15064.4(a).) The GHG analysis in the Draft EIR
properly focuses on the emissions and impacts associated with the proposed Project, and
compares the Project-related GHG emissions to the similar type emissions estimated to occur in
1990. If the Project-related GHG emissions were compared against LAX’s overall GHG
emissions estimated for 1990, the incremental change in GHG emissions that are attributable to
the proposed Project would be substantially less than reported in the Draft EIR, which would be
misleading and not representative of the Project’'s impacts. The impact analysis evaluated the
Project's GHG emissions in 2024 and 2035, as those represent major milestones when the LAX
Landside Access Modernization Program Project improvements and Potential Future Related
Development improvements are projected to be completed and in operation. As indicated in
Table 2-15, Construction Phasing, on page 2-179 of the Draft EIR, very little of the proposed
Project would be completed by 2020; if that date were used as the basis for comparing the
Project's GHG emissions to baseline GHG emissions in 1990, the incremental impact would be
much less than indicated in the Draft EIR wherein the more meaningful and representative
milestone years (2024 and 2035) for Project-related GHG emissions are used. To do what the
commentor is requesting, both in terms of inflating the 1990 GHG baseline and looking at only the
small increment of the Project that would be completed by 2020, would underestimate and
underrepresent the GHG emissions impact of the proposed Project.

Finally, the “fair share” analysis recommended by the commentor shares the same flaws as the
“business as usual” approach to determining GHG impact significance that the Supreme Court
rejected in the Center for Biological Diversity case. The AB 32 Scoping Plan does not provide
direction for calculation of the proposed Project's “fair share” of AB 32’s statewide emissions
reductions. Nothing in the Scoping Plan relates the statewide reduction effort to “the percentage
of reduction that would or should be required from individual projects.” (Center for Biological
Diversity v. California Department of Fish and Wildlife (2015) 62 Cal.4th 205, 225-226.)

See also Response to Comment LAMP-AL00008-62 for additional explanation regarding how the
GHG emission exceedance figures were calculated.

LAMP-AL00008-61

Comment:

D. The DEIR Fails to Adequately Analyze the Project’s Consistency with
Executive Orders S-3-05 and B-30-15.

In addition to properly analyzing consistency with the reduction goals set forth under AB 32, the
DEIR must analyze the Project’'s consistency with state climate policy as set forth in Executive
Orders S-3-05 and B-30-15. Executive Order S-3-05 establishes a long-term goal of reducing
California’s emissions to 80 percent below 1990 levels by 2050. Executive Order B-30-15 sets an
interim target of 40 percent below 1990 levels by the year 2030.

The DEIR acknowledges Executive Orders S-3-05 and B-30-15, yet it does not analyze the
Project’s consistency with either directive in any meaningful way. In fact, it contains even less
“analysis” than that provided for its discussion of AB 32. The DEIR simply refers to its discussion
of AB 32, and states that since the GHG emissions associated with operations of the Project in
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2024 and 2035 would not be less than the levels estimated for 1990 conditions, the Project’s
emissions would exceed the GHG reduction targets in Executive Orders S-3-05 and B-30-15.
DEIR at 4.5-33, 34. It goes on to explain that the Project would be inconsistent with these
directives; and that these inconsistencies constitute significant impacts. /d. As discussed above,
these bare, unsupported assertions are not the careful evaluation of potential impacts that CEQA
requires.

The DEIR’s treatment of these directives is particularly disappointing because the Court of Appeal
has recognized that Executive Order S-3-05, designed to meet the environmental objective of
climate stabilization, is highly relevant under CEQA. Sierra Club v. County of San Diego (2014)
231 Cal.App.4th 1152, 1157 (quoting the California Attorney General).

Other agencies have adopted the Executive Orders as thresholds of significance for long-term
projects, including Regional Transportation Plans. For example, in 2015 the San Diego
Association of Governments (“SANDAG”) used them as a threshold of significance in the EIR for
its most recent RTP/SCS. Specifically, Impact GHG-4 of that EIR asked whether the project
would “[b]e inconsistent with the State’s ability to achieve the Executive Order B-30-15 and S-3-
05 goals of reducing California’s GHG emissions to 40 percent below 1990 levels by 2030 and 80
percent below 1990 levels by 2050.” See SANDAG 2015 RTP/SCS EIR at 4.8-33, attached
as Exhibit Z; see also Cleveland National Forest Foundation v. SANDAG (November 24, 2014)
231 Cal.App.4th 1056 (Review Granted, 343 P.3d 903).

The SANDAG RTP/SCS EIR evaluated that project’s impacts by calculating a 40 percent and 80
percent reduction from the region’s 1990 emissions and using those figures as a target reference
point for the RTP. It then compared the region’s expected GHG emissions in the years 2035 and
2050 to the emissions necessary to meet the Executive Orders’ trajectories. It included charts
showing that the Plan would not come close to meeting the Executive Orders’ goals. It concluded:
“Because the total emissions in the San Diego region of 25.5 MMT CO2e in 2035 would exceed
the regional 2035 GHG reduction reference point of 14.5 MMT CO2e (which is based on
Executive Order- B-30-15 and Executive Order S-3-05), the proposed Plan’'s 2035 GHG
emissions would be inconsistent with state’s ability to achieve the Executive Orders’ GHG
reduction goals. Therefore, this impact (GHG-4) in the year 2035 is significant.” SANDAG 2015
RTP/SCS EIR at 4.8-35. It reached a similar conclusion for the year 2050 goal.

The LAMP DEIR’s failure to compare the Project's emissions against the long-term GHG
emission reduction policies set forth in Executive Orders S-3-05 and B-30-15 is unlawful, and
SANDAG’s recent example demonstrates that there is no excuse for the omission. LAWA has
access to the state’s GHG reduction goals, which reflect the emissions decreases that climate
scientists have concluded are needed to provide a 50 percent chance of 